For safe, swift moving.. Smooth as Clockw 


‘— — call Allfed! 


Allied Van Lines, the world’s larg- 
est, most experienced long-distance 


moving service, is as near...as easy States supervising every move 
to use... as your telephone. This 


" , ene: , is at your service at a minute’s 
nation-wide organization with care- y 


’ful, expert packers and handlers... notice. Play safe! Next time, call 
with more than 1000 modern; 


weather-proof vans... and agents 
in key cities throughout the United 


Allied — America’s Master Movers 


FIRST IN EXPERIENCE * SAFETY * SERVICE 


on Oberon o 


S” Guaranteed by 
Good Housekeeping 
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ORLD’S LARGEST LONG-DISTANCE 


HOUSEHOLD GOODS e OFFICE 


MOVERS 


FURNITURE AND EQUIPMENT 











In this era of expanded growth and opportunity 
—business will press forward to new achieve- 
ments. It will be our privilege to help speed the 
pace of progress. 


We are constantly studying and employing new 
ways and means of serving business more effec- 
tively. 

If you are confronted with a warehousing and 
distribution problem may 
we suggest that you en- 
deavor to work it out with 
Crooks Terminal. 









Member 












5} Our New York—Chicago—Kansas City 
J) or Los Angeles office will be glad to 
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We are members of 
INTERLAKE TERMINALS, INC., 


representing a group of outstanding 
marine and railroad terminal ware- 
houses in the following key cities: 


Buffalo, N. Y. 
Chicago, Ill. 
Cleveland, Ohio 
Clarksburg, W. Va. 
Detroit, Mich. 
Green Bay, Wisc. 
Kansas City, Mo. 
Los Angeles, Calif. 
Milwaukee, Wisc. 
Pocatello, Ida. 
Portland, Ore. 

San Francisco, Calif. 
Scranton, Pa. 
Seattle, Wash. 
Toledo, Ohio 


Our Chicago—Kansas City—Los An- 
geles and New York offices will 
gladly provide you with any infor- 
mation desired. 
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Thank Heaven! Cars Are Coming 


For the first time since the end of the war the 
prospects for getting enough new freight cars to 
sure eventual elimination of shortage annoyances is 
riving the railroads and the Office of Defense Trans- 
portation some valid grounds for optimism. 

In Chicago, last week, Director Johnson pointed 
put that, on the assumption that car production in the 
last half of November would keep pace with that of 

e first half, the month would be the third in succes- 
sion in which new cars placed in service outnumbered 
hose retired. 

What was even more important, the Director ap- 
peared to be accepting at their face value promises of 

e steel industry to step up its allocations of steel for 
freight cars to a point where the year-old goal of 10,000 
ew cars a month would be met by March of next year. 

oreover, he pointed out, enough additional steel had 
been promised to permit replacing in service each 
month some 3000 more cars needing heavy repairs 
than the shops were currently turning out. 

It is just a year ago that the announcement was 
first made that the steel industry was prepared to fur- 
nish the car builders enough metal to build 10,000 cars 
a month; but the best production in any month since 
never approached that figure. Indeed, as indicated by 
Director Johnson, more than ten months passed before 
new production was high enough to cancel necessary 
retirements and add any net number at all to the cars 
in service. 

Those being the facts, the question may arise as 
to why the Director, officials of the Association of 
American Railroads and others vitally interested now 
seem so ready to accept the new promise. 

There are, we believe, a number of facts involved 
that make it more likely that the newly promised allo- 
cations will be forthcoming. In the first place, the steel 
scheduled to begin flowing into car building and car 
repair shops early next year, is definitely earmarked 
for use in “domestic freight cars.’’ At the time the allo- 
cations were promised a year ago, some 36,000 cars 
for shipment to foreign countries were on order. 

There has been a great deal of dispute as to just 
how much the critical transportation situation of recent 
months might have been eased had the material that 
went into those cars been used in cars for our own rail- 
roads. As to the merits on either side of that dispute 
we would not care to judge. As we understand it, the 
commitments for the foreign cars were made in: ad- 


1555 


vance of many of the orders for domestic cars, and 
the car builders insist that the foreign cars “‘took their 
turn.” J 

The important thing, at the moment, is that the 
backlog of orders for foreign cars has been practically 
eliminated. Further, as has, been noted, the new steel 
allocations are definitely earmarked for use in building 
and repairing domestic cars. As we understand it, orders 
from the builders to the steel mills will hereafter have 
to bear the notation, “for use in the building of freight 
cars for domestic use,” and a similar notation will be 
required on the billings. In the words of Director John- 
son, “that requirement will be strictly enforced.” 

Finally, there can be no doubt but that the great 
need for additional freight carrying capacity stressed 
in Secretary Krug’s recent report.on National Re- 
sources for Foreign Aid (see Traffic World, October 25, 
p. 1208) raises the agreement of steel industry with 
the car builders to something analogous to a contract 
with the government. It is interesting to note that the 
foreign need now is for American goods that must be 
hauled to the ports before it can be shipped abroad, 
rather than for carrying capacities abroad to distribute 
the goods from the foreign ports to the interior. 


T ANY RATE, almost simultaneously with the an- 
nouncement that the goal of 10,000 cars a month 
could be met out of steel that will be flowing into the 
shops early next year, came the “mandate” of the 
President to Director Johnson to use all of his powers 
and resources to increase the level of new freight car 
production to 14,000 a month by July, 1948. 

In actual figures, the new allocations will increase 
the tonnage of steel for new cars from the present 
101,000 tons a month to 166,000 tons a month—enough 
to build 10,000 box cars each month. Actually, on the 
basis of the varieties of cars being ordered, the monthly 
allocation will be enough for 10,500 cars. The alloca- 
tion for heavy repairs will be increased from 59,000 
tons a month to 89,000 tons a month. 

Just what this will mean in net gains in service- 
able car ownership, and in the eventual wiping out 
of the existing car shortages, it is difficult to foretell. 
It depends in a large measure on retirements. Nearly 
half the cars now in use are over 25 years old and 
there will, of course, be a natural desire on the part 
of the railroads to retire these as soon as possible. Not 
only are many of them on the edge of complete un- 
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WITH THIS peo 
R“" NOW, with months of rugged winter driving ahead, is a good time to give attention look 

to our “Get Set for Winter” Service Special — 14 carefully selected preventive mainte- rect 

nance operations. Today is not too soon to protect your equipment against schedule failures, a 
unnecessary delays and increased winter hazards. suffi 
mar 

] Check Brake Lining to insure proper friction 7 Service and Refill Sanders to be sure they tinu 
for fast, positive stops in all kinds of weather— function properly. past 
Chapt aad equalize. 8 Check Wheel Bearing Lubricant. Replace worn- stow 

9 Check Brake Drums for scoring and cracking. out grease with new to insure satisfactory on-the- ah 


road operation. 
3 Check Relay Valves. Clean and oil. Sticking or 


heck Spri i -bolts. 
leaking valves will cause brake failure. Install pee SEN BE gieets 57-Satne 


’ prescribed anti-freeze for cold-weather protection. 10 Check Axle Alignment. When axles are ip line, 
perfect tracking is assured and excessive tire wear 
4 Install Alcohol Evaporator to prevent air- pe) * 
brake freezing in severe temperatures. : ; tion 
ll Check Underconstruction. Worn hangers, pins, 2p 
5 Install Synchronizer Valve on vacuum- shackles and bushings cause excessive tire wear his. 
equipped tractors. and often road failure. ing 
exer 
6 Install Vacuum or Air Hand-valve for inde- 12 Check Upper and Lower 5th Wheels for exces- furt 
pendent control of Trailer brakes. sive wear to effect smooth, uninterrupted service the 
of your vehicle. Lubricate 5th Wheel. app 
13 Lubricate all high-pressure grease fittizgs with no 
factory-prescribed lubricant. oug 
14 Lights. Make sure all lights are operating. wr 
7 


my, FACTORY BRANCH , 
7, EACH FRUEHAUF F EAD 
PALER & TRUCK EQUIPMENT F QUART, sy bi 








World’s Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY 
Make winter driving easier and safer with Fruehauf acces- 


sories. Each Factory Branch is well stocked with * Sanders DETROIT 32, MICHIGAN 

Safety Tanks * Couplers * Air Brakes * Vacuum Brakes 

Fog Lamps °* Safety Equipment * Air and Vacuum Horns 
Jacks * Approved Lighting Equipment, etc. 


GQ SERVICE BRANCHES.... Gers FRUEHAUF “ZacZa 


Each a Factory in itself ‘ENGINEERED TRANSPORTATION’ 
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serviceability, but they are, for the most part, of smaller 
size and lower loading capacity than those scheduled 
to replace them. Thus, even if the net gain in the num- 
ber of serviceable cars may be small in the months 
immediately ahead, the carrying capacity will be in- 
creased in greater proportion, because the new cars 
will be of the most modern type in both size and 
capacity. 

At the present continued rate of growth of traffic 
demand, however, it will still be a long time before the 
car shortage disappears entirely. It has been pointed 
out that, short of a business recession—which even 
those who were freely predicting it a year or two ago 
now fail to discern in the coming few years—traffic 
demands will continue to grow. Director Johnson has 
pointed out that the present growth of population in 
the United States is more rapid than had been antici- 
pated and now indicates a total of 150,000,000 people 
in this country by 1950. And, in his words, “more 
people mean more freight.” 

Nevertheless, the new allocations do make things 
look a little brighter. Railroad men who have had di- 
rectly to struggle with car shortages in recent years 
are sure that, even by next fall, conditions will be eased 
sufficiently to make a recurrence of this year’s night- 
mare unlikely, although they stress the need for con- 
tinued care in efficient loading and handling. And once 
past the fall of 1948, they say, the car supply will 
slowly creep up on the utmost demand until the time 
may be seen in the offing when there again will be a 
sound car for everyone who orders one. 













































The League and Labor Matters 


Members of the National Industrial Traffic League 

and those who have the welfare of that organiza- 
tion at heart may be grateful to A. G. T. Moore for 
his forceful explanation, to the membership at its meet- 
ing last week, of the implications behind the League’s 
executive committee’s action in deciding to make no 
further effort to appear in railroad labor cases under 
the membership mail vote of last July authorizing such 
appearances. Considered alone, the resolution offered 
no encouragement to those who felt that someone 
ought to try to protect the public interest in such cases 
and that the League was the logical organization to do 
that protecting. 


Mr. Moore pointed out, however, that there had 
been paralleling and supplementary action by the 
executive committee providing for a subcommittee to 
study the whole matter and to make recommendations 
to the executive committee as to what course the 
League ought to adopt. 


The cavalier fashion in which the League was 
treated by the arbitration board in the non-operating 
wage case indicated conclusively that continuation of 
effort along such lines was bound to be futile. There 
would have been no point in engaging in further use- 
less attempts of that kind. 
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That, however, left the whole matter just where 
it has rested under the working of the railway labor 
act all these years. It meant that the merry-go-’round 
of wage increases and rate increases was free to con- 
tinue revolving with the unfortunate public, on the 
bouncing horse, continuing to pay his fare every round 
without any voice in when, if ever, the contraption was 
to wheeze to a stop. 


The vexing problem does need study—and long 
and earnest study. We have said heretofore that, per- 
haps, the solution lies in legislative acknowledgment of 
the stake of the public in rail wage matters and pro- 
vision by law for making the public a party to such 
cases. Maybe that is the angle from which to approach 
a solution. Maybe there is a better method. 


If the new League subcommittee is chosen wisely 
and works diligently maybe it can come up with some- 
thing better. No one looks for a quick cure. The evil 
is of long standing. If any progress at all can be made 
toward its eradication with some promise of eventual 
cure, it seems to us that the preliminaries must per- 
force be by careful study and sensible recommendations. 


Overall Car Supply Equitably 
Distributed in ‘47, Says A. A. R. 


The problem of railroad transportation in the second post- 
war year—1947—was “How to do more with less?” says the 
car service division of the Association of American Railroads 
in its annual report for that year. 

“A record-breaking wheat crop, a record-breaking export 
coal movement, and the products of generally increased indus- 
trial and agricultural production have combined to make the 
demand for rail transportation exceed anything experienced in 
the recent past,” it continues, adding: 


The real answer to increasing demand for transportation would be 
to provide more freight cars to handle it. New cars have been ordered 
in large quantities, but due to material shortages the production of 
freight cars has fallen far short of expectations with the result that 
more cars are retired each month, due to being worn out, than are 
acquired by new installations. Thus we have had a continually dwin- 
dling total freight car supply. Since the end of the war the overall 
freight car supply of U. S. railroads has decreased 41,000 cars. 

The inevitable result has been, and is, a shortage of freight cars 
as compared to current daily demands. To alleviate the shortage 
to the greatest possible extent the railroads, shippers and receivers, 
working together, are doing everything practicable to increase the 
efficiency of freight car utilization. The car service division, responsi- 
ble for supervising the country-wide distribution of freight cars, has 
been -distributing the cars as between the various sections of the coun- 
try, and the various railroads with a view of assuring that shippers 
everywhere secure their fair share of the available supply—that extreme 
shortages are not allowed to develop in one area while another section 
has a plentiful car supply. 

The only lasting cure for the freight car shortage is more cars. 
Until they can be procured, the car service division pledges a continu- 
ance of its efforts to aid in getting the best performance out of the 
available car supply. The division appreciates, and bespeaks a con- 
tinuance of the splendid cooperation it has had from the railroads and 
shippers and receivers, the Office of Defense Transportation, the Inter- 
state Commerce Commission and other government agencies, interested 
in railroad transportation. Without such cooperation, the reasonably 
satisfactory job which has been done in moving the nation’s traffic 
would have been impossible. 


“Probably the greatest accomplishment of the railroad in- 
dustry during 1947 has been the handling of the all-time record 
wheat crop with a smaller number of cars available but in a 
manner more satisfactory than in 1946,” says the division. ‘“This, 
however, is not an accomplishment of the car service division. 
The division assisted in directing the movement of cars for 
the purpose of taking care of the crop but the actual perform- 
ance was that of the railroads which moved cars to the west 
and the railroads serving the wheat producing states which 
distributed the cars for wheat loading. 


“On the whole, the records of the car service division 


show that the overall car supply has generally been equitably 
distributed between the various sections of the country with 
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car shortages equalized among the various sections to the 
extent practicable.” 


1948 Program 


The division said its work in 1948 would follow the present 
pattern subject to such changes as the day-to-day exigencies 
oe situation might warrant, and summarized the work as 
ollows: 


(a) Continuation of supervision of the country-wide handling of 
freight cars to the end that all shortages be alleviated, but if this is 
not possible shortages shall be equitably distributed. 

(b) Shippers and receivers will be urged to contribute to efficiency 
of car handling by prompt loading and unloading of cars, cleaning of 
cars, and heavier loading of cars. 

(c) Railroads will be urged to increase the supply of available cars 
by purchase of new equipment and by reduction of the number of bad 
order cars if possible to the low level manitained during the war. 

(d) On the basis of general information and on the basis of specific 
information developed by field investigators, railroads will be urged to 
remove all possible car delays for which railroads are responsible. 

(e) The division will continue to act as the liaison between the 
railroads and the armed services in connection with troop movements 
and material movements so that the requirements of the Army, Navy, 
Marine Corps or Coast Guard may continue to be satisfactorily met. 

(f) The division will continue to act as the agency of the railroads 
handling the daily distribution of embargo notices and as the agent 


of the railroads in connection with Interstate Commerce Commission 
service orders. 


(g) Efforts will be continued to return to the observance of car 
service rules to the fullest extent practicable. 


O. D. T. Head Obtains Commitments 
for More Steel for Car Program 


Director Johnson, of the Office of Defense Transportation, 
says he has obtained commitments from the directors of the 
Iron & Steel Institute, at a meeting in New York City on 
November 19, for an increase of 22 per cent in steel for new 
freight cars, and a 43 per cent increase in the amount of steel 
being furnished for repairs to freight cars, passenger cars, 
locomotives, and other rolling equipment. 

At the same time he said he had been directed by the 
White House to give immediate attention to the possibility of 
raising the production of new freight cars by July of next 
year to 15,000 a month. He said the White House view was 
that, because of the continued critical shortage of railroad 
equipment, this was the No. 1 problem facing the nation. 

The steel for new freight cars will be aimed at overcoming 
the shortage of such items as plates and sheets, which, the 
O. D. T. head said, had retarded the new freight car program. 
Steel for the new cars and the repair program in the increased 
amounts will begin to flow in January, he said, with a view 
to reaching the 10,000 new freight cars a month set up earlier 
this year, but never achieved. 

The major portion of the increased steel will be for the 
repair program, he said, with a view to putting back into 
service about 4,000 freight cars a month out of those held up 
for repairs. He released figures for 19 selected railroads show- 
ing that they had 44,631 freight cars out of service awaiting 
heavy repairs. He said he hoped that, with the program of 
10,000 new freight cars a month reached, and the release of 
4,000 after repairs, there would be a gross gain in freight cars 
for the country’s railroads of 14,000 cars a month beginning 
with January. 

The institute directors, he said, had authorized their rep- 
resentatives on the steel task committee to arrange the new 
allotments with the O. D. T. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2,873 
freight cars and an average daily shortage of 28,037 freight 
cars for the week ended November 15, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto box, 
71; flat, 67; gondola, 0; hopper, 0; stock, 41; refrigerator, 2,222; 
and miscellaneous cars, 472 

The shortage was made up as follows: Plain. box, 16,865; 
auto box, 13; flat, 546; gondola, 4,660; hopper, 5,468; stock, 45; 
refrigerator, 389; and miscellaneous cars, 51. 


HANDLING ANILINE 


The Manufacturing Chemists’ Association, 608 Woodward 
Building, Washington 5, D. C., has announced publication of 
Chemical Safety Data Sheet SD-17 on aniline—the seventeenth 
in the series of M. C. A. chemical product safety manuals. 
Copies may be obtained from the association at 20 cents each. 


TRAFFIC WORLD 


Express Agency Seeks 
Ten Per Cent Rate Increase 


The Railway Express Agency, Inc., by a second supple- 
mental petition in Ex Parte No. 163, Increased Express Rates 
and Charges, has asked the Commission for authority to in- 
crease by 10 per cent its express rates and charges listed below: 


(a) First class rates and charges. Second class rates and charges 
to be 75 per cent of first class. 

(b) Third class rates. 

(c) Commodity rates and charges, carload and less carload. 

(d) Rates and charges stated in money classification. 

(e) Refrigeration charges. 

(f) C. O. D. service charges. 

(g) All specific minimum charges. 


The agency said the present less-carload first and second 
class express rates were those found by the Commission to be 
just and reasonable in its report of September 23, 1947, on 


further hearing, and became effective on interstate commerce 
October 25. 


The present gxpress rates and charges on traffic other than 
that moving under less-carload first and second class express 
rates and charges, it said, were those authorized in the original 
report of October 28, 1946, as supplemented by the report of 
September 23, or as established by tariffs filed pursuant to 
Section 6 of the interstate commerce act. 


The agency cited recent wage increases of $31,400,000, 
including retirement and unemployment insurance taxes, and 
referred to pending wage increase proceedings, and other oper- 
ating expense items. It estimated that a 10 per cent increase 
in rates as proposed would produce additional annual revenue 
of approximately $42,500,000. It asked for prompt action in 
order that the increase might be made effective as soon as 
possible. 


New Orleans Asks Authority to 
Build Union Passenger Terminal 


The City of New Orleans and 11 railroads have filed with 
the Commission an application in Finance No. 15920, for author- 
ity for the city to issue and sell $15,000,000 bonds incident to 
the construction and operation of a union passenger terminal, 
and for authority to construct or acquire, use, and abandon 
certain lines of railroad. 


Cost of the station and facilities, said the application, would 
be about $15,765,000, including the cost of grade separation 
structures within the terminal, estimated at $1,137,000. Of the 
total amount, it said, about $1,800,000 would go to provision of 
the station proper, about $3,321,000 to land and property ac- 
quisition together with damages to property, and $9,507,000 to 
track work, signal installation, provision of equipment and facil- 
ities and other miscellaneous items. 


An extensive program of grade separation both within and 
outside the union passenger terminal proper was estimated to 
cost $18,528,000, said the application, adding that the city had 
obligated itself to bear 85 per cent of such costs, or $15,831,000, 
out of its own funds, apart from the $15,000,000 bond issue. It 
said the railroads’ portion of grade separation costs would be 
$1,643,000. 

The application said the new station, a two-story structure, 
would be built on the site of the present “so-called Union Sta- 
tion” between Howard Avenue and Calliope Street, with sep- 
arate structures for handling baggage, mail and express. In the 
passenger station, it said, would be 12 stub-end station tracks, 
served by six rail-height platforms. 


It said the carriers would obligate themselves to pay as 
rental for use of the passenger station facilities, on a user basis, 
amounts adequate to pay (1) the cost of maintaining and oper- 
ating the terminal and (2) interest on and serial maturities of 
terminal bonds to be issued by the city. It said the terminal 
would be operated for the city as a separate unincorporated 
entity by a committee of city and railway representatives. 

At present, said the application, there were five passenger 
stations in New Orleans. 

The application said the applicant railroads were the Chi- 
cago, St. Louis & New Orleans, the Gulf, Mobile & Ohio, the 
Illinois Central, the Louisiana & Arkansas, the Louisville & 
Nashville, the Missouri Pacific, the New Orleans & Northeast- 
ern, the New Orleans Terminal, the Texas & New Orleans, the 
Texas & Pacific, and the Texas Pacific-Missouri Pacific Ter- 
minal Railroad of New Orleans. 
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Decisions of the INTERSTATE COMMERCE COMMISSION 





Fruit, Vegetable Rates to N. Y. City 
Destinations Subject of Report 


In a proceeding involving canned fruit and vegetable ship- 
ments moving from interior points into Manhattan Island, New 
York City, over the New York Central’s floatbridge system, the 
Commission, by a report of Commissioner Miller in No. 29564, 
R. C. Williams & Co., Inc., vs. New York Central Railroad Co. 
et al., has found the assailed rates inapplicable in some in- 
stances and applicable in others and the applicable rates not 
shown to have been or to be unreasonable, unjustly discrimina- 
tory, or unduly prejudicial or preferential. Reparation is 
awarded. 

It said R. C. Williams & Co., New York, N. Y., alleged that 
the rates a 100 pounds on canned fruits and canned vegetables, 
in carloads, from points in New York, Maryland, Delaware, 
Pennsylvania, Virginia, West Virginia, Florida, “and other 
southern states” to its factory were unreasonable, unjustly dis- 
criminatory, and unduly prejudicial. 

The report said the complainant sought joint through class 
or commodity rates to New York City generally applicable from 
the considered origin territory to the 130th Street station of 
the N. Y. C. and to Manhattan Island stations of the defendant 
lines other than the N. Y. C. It also said no joint through class 
or commodity rates had been or were maintained for applica- 
tion on any traffic entering New York City’ over the lines of 
other defendants and reaching the N. Y. C. rails at its West 72d 
Street floatbridges to be delivered to the complainant through 
the facilities of the N. Y. C.’s 33d Street station. 

It said the rates assailed consisted of combination of class 
or commodity or class and commodity rates in effect to and 
from the N. Y. C.’s 130th Street station. For example, it said, 
on a shipment from Maurertown, Va., a rate of 44 cents a 100 
pounds was charged, made up of rates of 32 cents to 130th 
Street and 12 cents beyond, whereas a joint through class rate 
of 30 cents applied from Maurertown to other New York desti- 
nations not on the N. Y. C. It added that this rate of 30 cents 
also applied to the 130th Street station, and that the shipment 
was overcharged two cents. j 

Joint through class and commodity rates were in effect 
from the considered origin territory to the 33d Street station 
of the N. Y. C., where that carrier was the road-haul line bring- 
ing the traffic into New York, said the report. It said the 
normal movement of traffic to New York, hauled under joint 
through rates over the N. Y. C. to its Manhattan Island freight 
stations south of the 130th Street station, including its 60th 
Street and 33d Street stations, was over its own rails. 

The report said the complainant contended that the joint 
through rates applying to the 130th Street station should also 
be made applicable to the 33d Street station, thus eliminating 
a 12-cent rate charged for the movement from the first-named 
station to the complainant’s plant on Tenth Avenue. It said the 
N. Y. C. argued that the instant complaint was in effect a de- 
mand that it be compelled to open its so-called West Side line, 
including the 60th Street and 33d Street stations, for delivery, 
at the flat New York City rate, of traffic handled in road-haul 
service by its competitors. 

Observing that the traffic movement over the N. Y. C. from 
its float-bridges to lower Manhattan was complicated, the report 
said, “assuming, as does the complainant, that the flat New 
York rate to the 130th Street station is not excessive for de- 
livery there, it is not shown that the New York Central’s local 
rate of 12 cents for the haul beyond that station exceeds the 
maximum limit of reasonableness.” 


With respect to the allegation of unjust discrimination, the 
report. said the traffic turned over to the N. Y. C. at its West 
72d Street float-bridges for delivery by it to stations on its lines 
in Manhattan was not “a like kind of traffic” nor did it receive 
a like service, within the meaning of section 2 of the interstate 
commerce act, as compared with that which originated on its 
lines but on which it received a line-haul or traffic that did not 
originate on its lines but on which it received a line haul, even 
though the delivery point was the same in both cases. There 
was no showing, said the report, that the complainant was 
charged any different rate than that charged any other shipper 
on the same kind of traffic from and to the same point over the 
same line. i 

The complainant, according to the report, said that a ship- 
per on the N. Y. C. at the 130th Street station received the 
benefit of the flat New York City rate. 


“But this does not constitute unjust discrimination,” said 
the report. “The complainant receives the additional service of 
the haul from that station to its plant on Tenth Avenue, for 
which the 12-cent rate applies. The New York Central has no 
switching district on Manhattan Island.” 

Discussing the allegation of undue prejudice, the report 
said the complainant contended that in its sales of canned foods 
it was in direct competition with other New York City receivers 
of foodstuff. It said the complainant referred to the fact that 
the Lehigh Valley, for instance, published joint rates on canned 
food shipments from some of the considered origins to its New 
York terminal, which joint rates were on a lower level than 
the combination rates assailed, thereby subjecting the complain- 
ant and its shipments to undue prejudice and affording its 
competitors undue preference. The report continued: 


There is no showing of specific shipments to the alleged preferred 
points. Undue prejudice and preference must be established by a pre- 
ponderance of evidence which must make it reasonably clear that the 
prejudice and preference complained of result from the rate adjust- 
ment of which complaint is made. Undue prejudice and preference may 
not be assumed or left to inference. Moreover, general declarations as 
to competition or injury unsupported by evidentiary facts, do not 
warrant a finding of undue prejudice. Welch-Sandler Sand Co. vs. 
Atchison, T..& S. F. Ry. Co., 196 I; C. C. 789, 793. 


McAllister Right to Continue 
Water Operations Approved 


By a report on further hearing in W-81, McAllister Light- 
erage Line, Inc., Contract Carrier Application, the Commission, 
division 4, has granted McAllister Lighterage Line, Inc., New 
York, N. Y., a certificate, effective February 6, 1948, for con- 
tinuance of operation by self-propelled vessels and by non-self- 
propelled vessels with the use of separate towing vessels in 
transporting commodities generally, and by towing vessels in 
the performance of general towage, between ports and points 
in Massachusetts, Rhode Island, Connecticut and New York 
along the Atlantic coast and tributary waterways, from Cape 
Cod Bay to Troy, N. Y., both inclusive, including points in New 
Jersey within the limits of New York harbor and contiguous 
harbors, by way of Cape Cod Canal, Long Island Sound, Hud- 
son River and connecting waterways. 

Commissioner Miller, dissenting, said he saw no justifica- 
tion for reversing the findings in prior reports on reconsideration 
and that those findings should be affirmed. He said the record, 
supplemented by two hearings, disclose@ that whatever the 
applicant’s holding out might have been, it performed only a 
few isolated instances of transportation subject to the interstate 
commerce act from 1932 to December, 1940, and no other 
subject transportation had been performed by the applicant to 
or from points outside New York harbor from 1932 to the date 
of last hearing in 1946. 

“TI submit,” he said, “that these meager subject operations, 
over a period of 14 years, fall far short of meeting the best of 
“bona fide operation” required by the act and afford no basis 
upon which to predicate a grant of operating rights under the 
‘grandfather’ clause. 

The Commission concluded that suspension of the appli- 
cant’s normal operations in the war period was beyond its 
control and did not destroy its claim to “grandfather” rights. 


The report recited that the “grandfather” application was 
denied after having been the subject of two hearings and the 
same number of prior reports and orders (250 I. C. C. 803, and 
260 I. C. C. 803, not printed in full). Following denial, it said, 
litigation ensued, and on March 25, 1946, the Supreme Court of 
the United States rendered its decision in McAllister Lighterage 
Line, Inc., vs. United States et al., 327 U. S. 655, in which it 
affirmed the prior findings of the Commission. Following this 
decision, on petition of the applicant, said the report, the Com- 
mission, division 4, reopened the proceeding, and held a further 
hearing for receipt of additional evidence. 

The report said that although the evidence with respect to 
the applicant’s operations in the period from 1933 to 1941 
showed that its services were infrequent and irregular, never- 
theless such operations, together with the availability of its 
equipment for service, indicated a continuing operation by the 
applicant in accordance with its undertaking to serve the gen- 
eral public in respect to its needs for transportation between 
the aforementioned points. 

“In the circumstances,” said the report, “we conclude that 
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applicant is entitled to continue to operate as a common carrier 
in the performance of freighting and towing operations in the 
area above specified.” 

On the record as presented, said the report, it could not 
be said that the applicant, within a reasonable time prior to 
January 1, 1940, held itself out or engaged as a water carrier 
in the transportation of general commodities between points 
along the Atlantic coast above Cape Cod Bay or south of New 
York harbor. The report said the applicant had claimed it was 
entitled to authority under the “grandfather” clause to trans- 
port commodities generally to and from all ports and points 
along the Atlantic coast from Boston, Mass., to Baltimore, Md., 
Chesapeake Bay, Chesapeake and Delaware Canal, Long Island 
Sound (both shores), Hudson River to the head of the New 
York State Barge Canal, and New York harbor, and tributary 
waterways. 


U. S. LINES CO. TEMPORARY RIGHTS 


The Commission, division 4, has issued an order in No. 
W-497, Sub. 4, United States Lines Company, Temporary Au- 
thority-Long Beach, effective to and including May 12, 1948, 
authorizing the applicant to operate as a common carrier by 
self-propelled vessels in the transpertation of cocoanut oil, in 
bulk, from Long Beach, Calif., to the ports of Baltimore, Md., 
and New York, N. Y. The division said it found that there was 
an immediate and urgent need for the service and there was 
no other carrier service capable of meeting such need. 


INDIANA BUS PURCHASE AND CONTROL 


The Commission, division 4, by a report and order in MC 
F-3556, Beneficial Industrial Loan Corporation and Continental 
Motor Coach Lines, Inc.—Control; Indiana Motor Bus Co.— 
Purchase (Portion)—Peoples Rapid Transit Corporation, has 
approved and authorized, subject to condition, purchase by the 
Indiana Motor Bus Co., of Plymouth, Ind., of certain operating 
rights and property of Peoples Rapid Transit Corporation, of 
Kalamazoo, Mich., and of certain operating rights of Peoples 
Rapid Transit Corporation of Indiana, also of Plymouth, and 
acquisition of control of the operating rights and property by 
Continental Motor Coach Lines, Inc., and Beneficial Industrial 
owe Corporation, both of Wilmington, Del., through the pur- 
chase. 


CONTINENTAL BUS RIGHTS LEASES 


By a report and order in MC F-3586, Donald R. Stevenson 
—Lease and Purchase (Portion)—Continental Bus System, Inc., 
the Commission, division 4, has approved and authorized, sub- 
ject to condition, lease by Donald R. Stevenson, doing business 
as Cap Rock Bus Line, of Shamrock, Tex., of operating rights 
of the Continental Bus System, Inc., of Fort Worth, Tex., be- 
tween Hedley, Tex., and the Texas-Oklahoma state line, serv- 
ing all intermediate points, for a period of three years, and 
also purchase by the former of the latter’s rights between the 
Texas-Oklahoma stajg line and Mangum, Okla., serving all 
intermediate points. 

Division 4, by another report and order, in MC F-3571, 
W. R. Goldston—Lease (Portion)—-Continental Bus System, 
Inc., has approved and authorized, subject to condition, lease 
for three years by W. R. Goldston, doing business as Roswell- 
Carrizozo Stage Lines, of Roswell, N. M., of operating rights 
of the Continental Bus System, Inc., between Brownfield, Tex., 
and Roswell, N. M. 


TENNESSEE CENTRAL R. F. C. LOAN 


The Commission, division 4, by a report and order in 


Finance No. 15900, Tennessee Central Railway Co. Securities, 
has granted the railroad authority to issue to the Reconstruc- 
tion Finance Corporation a promissory note in the face amount 
of $250,000 to evidence a loan of that amount, and to pledge 
as collateral therefor $400,000 of the applicant’s 4 per cent 
first mortgage bonds, series A, making a total of $6,216,000 of 
the series A bonds to be pledged as collateral security, equally 
the ee gl a total of $5,232,300 of the applicant’s notes 
o the R. F. C. 


MISSOURI PACIFIC REORGANIZATION 


Expenses incurred by the Commission in submitting to the 
creditors and stockholders of the Missouri Pacific a plan of 
reorganization for their acceptance or rejection, pursuant to an 
order by division 4 dated June 20, totaled $2,569.68, according 
to a certificate issued by the Commission, division 4, in Finance 
No. 9918, Missouri Pacific Reorganization. It was noted in the 
certificate that under section 77(e) of the bankruptcy act the 
expenses so incurred and certified by the Commission should 
be borne by the debtor railroad’s estate. Largest item in the 
list of expenses stated was $1,336.01 for “penalty mail, less than 


TRAFFIC WORLD 








four pounds.” Other major items in the list were $612.95 for 
“salaries of temporary employes” and $453.76 for printing. 
By an order in Finance No. 9918, the Commission, division 
4, dismissed a motion filed October 22, 1947, by Mord Bogie, 
Avery Brundage, Leo J. Sheridan and Paul E. Kling, as a pro- 
tective committee for holders of 5% per cent secured serial 
gold bonds of the Missouri Pacific, requesting the Commission 
to vacate its order of October 15 by which it authorized Frank 
O. Frisk, William R. Cubbins and Ernest Lee Foley to serve as 
a protective committee for holders of the same bond issue. The 
Commission said that counsel for the moving parties, by letter 
dated November 10, had asked leave to withdraw the motion. 






















K. & I. R. R. BONDS 


By tenth supplemental order in Finance No. 7701, Ken- 
tucky & Indiana Terminal Railroad Co. bonds, the Commission, 
division 4, has amended its supplemental order of June 2, 1934, 
as amended, so as to permit the applicant to pledge and re- 
pledge, on terms stated in the supplemental order, to and in- 
cluding June 30, 1949, all or any part of $511,000 first mort- 
gage 4%4 per cent gold bonds as collateral security for any note 
or notes issued by it. 


ACCOUNTING BULLETIN CANCELED 


The Commission has issued an order cancelling accounting 
bulletin No. 12. The order said the bulletin, consisting of offi- 
cial interpretations of the accounting regulations then in effect 
was approved January 19, 1917, and that the regulations for 
carriers by water, as published in the code of federal regula- 
tions and interpreted in the bulletin had been cancelled by an 
order of November 7, 1946. 


Commission Reports 


(An asterisk before the docket number means that the report will] not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Lumber 


No. 29719, R. D. Hunting Lumber Co. vs. Illinois Central 
Railroad Co. et al. By the Commission, Commissioner Miller. 
Dismissed. Carload of lumber shipped from Grants Pass, Ore., 
to Emden, Ill., delivered March 21, 1945, found not shown to 
have ben overcharged. The complainant charged the shipment 
was billed at an excessive weight and, consequently, over- 
charged, and asked reparation. The report said the rule had 
been followed in numerous proceedings that scale weights must 
be accepted unless convincing evidence of error was submitted, 
and that such evidence had not been submitted. 


Kyanite Ore 


No. 29576, Chas. Taylor Sons Co., vs. Alabama Great South- 
ern Railroad Co. et al., including No. 29175, Same, vs. Balti- 
more & Ohio, et al., reopened for oral argument. By the Com- 
mission. Waiver of collection of outstanding undercharges 
authorized and findings in prior report in No. 29175, that 
charges for weights in excess of actual weights of imported ship- 
ments of kyanite ore from New York, Baltimore and New 
Orleans to Taylor, Ky., were unreasonable, and waiver of collec- 
tion of undercharges, affirmed. Found that the amount of weight 
placed on the cars was defendants’ responsibility in all in- 
stances. Further found that assailed charges on shipments to 
Taylor were unreasonable to the extent they exceeded charges 
for the actual weights in each car at rates a ton of 2,000 pounds 
of $4.29 from New York, $3.89 from Philadelphia, $3.69 from 
Baltimore and Norfolk, $5.69 from New Orleans, and 35 cents 
a 100 pounds until October 31, 1945, and $4.38 a ton thereafter 
from Savannah, plus such increases as may have been author- 
ized for general application when the shipments moved. The 
Commission said no order for the future was necessary. 





Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 108428, Louis Aielle and Dominick Aielle, dba Aielle 
Brothers, Philadelphia, Pa. Certificate granted. Malt beverages, 
over irregular routes, from New York, N. Y., and Newark and 
East Orange, N. J., to Philadelphia, Pa., and points in Pa., 
within 25 miles thereof, returning With empty malt beverage 
containers. ' 

*MC 4107678, Sub. 3, Hill & Hill Truck Line, Ltd., Houston, 
Tex. Certificate granted. Machinery, equipment, materials, and 
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‘ 


supplies used in, or in connection with, the discovery, develop- 
ment, production, refining, manufacture, processing, storage, 
transmission, and distribution of natural gas and petroleum and 
their products and by-products, and of machinery, materials, 
equipment, and supplies used in, or in connection with, the 
construction, operation, repair, servicing, maintenance, and 
dismantling of pipe lines, except the stringing and picking up of 
pipe in connection with the construction and dismantling of pipe 
lines, between Houston, Tex., on the one hand, and, on the other, 
points in Colo., and Utah, and of such commodities, other than 
those aforementioned, the transportation of which because of 
their size or weight, requires the use of special equipment, be- 
tween Houston, on the one hand, and, on the other, points in 
Okla., La., Colo., Utah, and Wyo., over irregular routes. 

*MC 107453, Sub. 3, Pauline Pate, Cloverport, Ky. Certifi- 
cate granted. Passengers and their baggage, between Clover- 
port, Ky., and Tell City, Ind., over a regular route serving all 
intermediate points. 

*MC 105460, Sub. 2, Wilbert Lane, Pittsfield, N. H. Certifi- 
cate granted. Lumber, from points in Belknap, Merrimack, 
Rockingham, and Strafford counties, N. H., to points in a de- 
scribed portion of Mass., over irregular routes. 

*MC 52362, Sub. 1, George W. Marinel, dba Marinel Trans- 
portation, North Chelmsford, Mass. Certificate denied. Passen- 
gers and their baggage, in charter service, over irregular routes, 
between Lowell, Mass., and points within 10 miles thereof, on 
the one hand, and, on the other, points in Conn., Me., and R. I. 
Commissioner Lee dissented. 

*MC 49490, Sub. 10, Harlow Andrew Ostebee, dba Ostebee 
Motorway, Windom, Minn. Certificate granted. Gypsum and 
gypsum products, calcined plaster, and Keene’s wall plaster, 
from Fort Dodge, Ia., and points within 10 miles thereof, to 
Windom, Delft, Bingham Lake, and Mountain Lake, Minn., over 
irregular routes. 

*MC 107777, Lewis Albaugh, Des Moines, la., contract car- 
rier. Permit granted. Animal and poultry feed from Des Moines 
to points in Ill., Minn., Mo., Neb., and S. D.; and feed ingre- 
dients and rejected shipments of animal and poultry feed from 
the aforementioned destination points to Des Moines, over 
irregular routes. 

*MC 79690, Sub. 6, South Bay Motor Freight Co., Inc., Seat- 
tle, Wash. Certificate granted. Ice and certain kinds of fish, be- 
tween specified points in Wash., on the one hand, and, on the 
other, described points in Ore., over irregular routes. Commis- 
sioner Lee concurred in part. 

*MC 106275, Brunton Storage and Van Co., Inc., Blooming- 
ton, Ill. Certificate granted. Household goods between Bloom- 
ington, Ill., and points within 25 miles thereof, on the one hand, 
and, on the other, points in Ind., Ia., Ky., Mich., Mo., O., and 
Wis., over irregular routes. 

*MC 106863, Sub. 2, H. C. Bacon, dba H. C. Bacon Motor 
Lines, Atlanta, Ga. Permit granted. Specified commodities be- 
tween points in Ark., Fla., Ga., Ind., Ky., Mo., and Tenn., over 
irregular routes. 

*MC 1263, Sub. 1, J. H. McCarty, dba J. H. McCarty Truck 
Line, Trenton, Mo. Certificate granted. Specified commodities 
between designated points in Mo., Ark., Ill., Ia., Neb., and Kan., 
over irregular routes. 

*MC 74598, Sub. 7, G. D. Miller, dba Miller Trucking Co., 
Gas City, Ind. Certificate granted and dual operations author- 
ized. Glass containers and accessories therefor, from Gas City, 
Ind., to specified points and areas in Ky., Mo., and Mich., and 
to all points in O., and Ill., over irregular routes. 

*MC 74695, Sub. 6, Thomas Dragna, Jr., dba Southern 
Trucking Co., Fairview, N. J. On reconsideration, permit de- 
nied. In the prior report, the Commission said the applicant 
was found entitled to a permit authorizing transportation, over 
tregular routes, of compressed industrial gases and empty gas 
cylinders between North Bergen, N. J., on the one hand, and, on 
the other, Middletown, Cornwall, N. Y., and points in West- 
chester county, N. Y., Philadelphia, and Conshohocken, Pa., and 
eriden, Conn., but that the permit had not been issued. While 
it was not a matter of record in this proceeding, the Commis- 
ion said it had been brought to its attention that applicant 
as affiliated with D. P. D. Truckmen, Inc., a motor common 
arrier, and added that division 4, in MC F-3135, Thomas J. 
Dragna, Jr., Control—D. P. D. Truckmen, Inc., decided August 
22, 1946, had ordered divestiture of common control. Such 
divestiture, however, it said, had not been accomplished. The 
ommission said it found that the dual operations which would 
esult would not be consistent with the public interest and the 
ational transportation policy. 















COMMISSION ORDERS 
1. & S. 5462, Switching, N. C. & St. L. and C. of Ga. at Atlanta. 
Order of February 14 vacated and set aside as of November 24 and 
proceeding discontinued. 
1. & S. 5480, Switching, A. C. L. at Atlanta, Ga. Order of April 4 
acated and set aside as of November 24 and proceeding discontinued. 
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Ex Parte MC 24, California Motor Carrier Rates. 
opened for further hearing. 

MC-C 246, Transportation Activities of Brady Transfer and Storage 
Company. Date on or before which respondent shall comply with re- 
quirements to cease and desist from performing any motor carrier 
operations, in interstate or foreign commerce, which it was found to 
be conducting with appropriate authority, as more particularly specified 
in report and order of Commission, Division 5, of February 3, further 
extended from November 15, 1947, to January 15, 1948. 

No, 29731, Consolidated Shoe Co., Inc., vs. Norfolk and Western Ry. 
Co. et al. Complainant’s motion for an immediate order commanding 
defendant’s to establish at Lynchburg, Va., on one day’s notice, rate 
to next more distant point and to pay reparation as required by pro- 
visions of Rule 44 of Classification, overruled. 

Finance 15601, Application of Howard S. Palmer, James Lee Loomis, 
and Henry B. Sawyer, Trustees of the Properties of the New York, 
New Haven and Hartford Railroad Co., for permission to abandon a 
line of railroad extending from Hawleyville to Southbury, Conn. N. Y. 
N. H. & H. R. R. Co. substituted as applicant in this proceeding in 
lieu of Trustees named in caption hereof. 

Finance 15602, Application of Howard S. Palmer, James Lee Loomis, 
and Henry B. Sawyer, Trustees of the Properties of the New York, 
New Haven and Hartford Railroad Co., for permission to abandon a 
line of railroad extending from Hawleyville to Litchfield. N. Y. N. H. 
& H. R. R. Co. substituted as applicant in this proceeding in lieu of 
Trustees named in caption hereof. 

1. & S. 5523, Minimum Charges Between Official and Southern 
Points. Motion of Lynchburg Traffic Bureau that an order be imme- 
diately issued requiring cancellation of suspended schedules and dis- 
continuance of proceeding, overruled. 

1. & S. M-2768, Sugar, Billings, Mont., to Twin Cities, Minn. Re- 
spondents’ petition that order of August 4 be vacated and set aside; 
that proceeding be discontinued, and that respondents be permitted to 
establish a new rate of 68 cents per 100 pounds, minimum 6,000 pounds, 
on beet and cane sugar from Billings, Mont., to Minneapolis and St. 
Paul, Minn., denied. 

MC-C 694, Henry Bachman, Revocation of Permit, and MC-60, 
Henry Bachman. Permit issued July 23, 1940, in MC-60 to Herman 
Bachman, revoked and cancelled as of November 4, 1947. 

No number. Petition of the Ohio Power Company for Exclusive 
Assignment to Its Own-Use of Private Coal Cars. Petition denied. 

l. & S. 5449, Beans and Peas West to Southwest and W. T. L. 
Orders of December 13, 1946, and April 29, 1947, vacated and set aside as 
of December 15, and proceeding discontinued. 

MC 64310, Sub. 8, Hensel Transfer and Warehouse Co., extension, 
New Furniture. Proceeding reopened for further hearing. 

MC-C 638, Carl S. Juliano and George W. Lessy, revocation of per- 
mit. Proceeding discontinued. 


Proceeding re- 


MC-C 645, Clyde Jones, revocation of certificate. Proceeding dis- 
continued. / 

MC-C 649, Charles D. Peck, revocation of certificate. Proceeding 
discontinued. 

MC-C 691, J. L. Culumber, revocation of certificate. Proceeding 
discontinued, 

MC-C 788, Earl Carlson, revocation of certificate. Proceeding dis- 
continued. 


MC-F 1953, Fleet Carrier Corporation, lease, George F. Burnett 
Company, Inc. To extent it seeks reopening of proceeding, petition of 
Fleet Carrier Corporation be reopened for hearing. Fleet Carrier Cor- 
poration authorized to lease certain operating rights of George F. 
Burnett Company, Inc., for a period not exceeding 180 days beginning 
November 29. 

W-367, Waterways Transportation, Inc., Contract Carrier Applica- 
tion. Effective date of order of May 26, further postponed to Decem- 
ber 31. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 15714, Dealer’s Trans- 
port Co. Securities, modifying report and order of August 11, 1947, 
so as to authorize the applicant to issue from time to time secured 
30-day notes payable to the order of The Northern Trust Co., ofi 
aggregate principal amount not exceeding $300,000 to be outstanding 
at any time, to evidence loans of like amounts to retire outstanding 
note and indebtedness and to provide additional working capital. Ap- 
proved. 

Report and order in F. D. No. 15898, Wheeling & Lake Erie Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $3,940,000 of Wheeling & 
Lake Erie Railway Co. equipment-trust certificates, series O, to be 
issued by the National City Bank of Cleveland, as trustee, and sold 
at 99.419 and secured dividends, in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 15902, New York, New Haven & Hart- 
ford Railroad Co. Equipment Trust Certificates, granting authority to 
assume obligation and liability in respect of not exceeding $7,500,000 
of New York, New Haven & Hartford equipment-trust certificates of 
1947, No. 3, to be issued by the Irving Trust Co., as trustee, and sold 
at 98.639 per cent of par and accrued dividends in connection with the 
procurement of certain equipment. Approved. 

Report and order in F. D. No. 15830, Midwest Transfer Co. of 
Illinois Securities, granting authority to issue (1) not exceeding $30,000 
of common capital stock, consisting of 300 shares of the par value of 
$100 each, in exchange for the entire capital stock of Truck Transport, 
Inc.; (2) a secured installment note or notes for not exceeding $400,000, 
to bear interest at the rate of 4 per cent per annum, and to evidence 
a loan of like amount to retire present note indebtedness and to finance 
the purchase of new motor vehicles, and (3) upon the surrender and 
cancellation of a promissory note heretofore issued without authority, 
a secured installment note for not exceeding $120,000, to bear interest 
at the rate of 3% per cent per annum, to evidence a loan of like amount 
to pay the indebtedness evidenced by said note issued without authoriza- 
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tion anos’ to provide additional working capital, condition prescribed. 
Approved. 

Report and certificate in F. D. No. 15826, Patapsco & Back Rivers 
Railroad Co. Construction, authorizing construction by the Patapsco & 
Back Rivers Railroad Co. of certain lines of railroad in Baltimore 
County, Md. Approved. 

Report and certificate in F. D. No. 15825, Philadelphia, Baltimore 
& Washington Railroad Co. et al. Construction, authorizing construc- 
tion by the Philadelphia, Baltimore & Washington Railroad Co., and 
operation by the Pennsylvania Railroad Co., lessee, of a branch line of 
railroad in Baltimore County, Md. Approved. 


MOTOR FINANCE CASES 

MC F-3470, R. W. Lee—Control; L. & E. Investment Co.—Control— 
Sooner Freight Lines. (1) Acquisition by Bessie L., Betty Lou, Robert 
E., and Stanley Lee, partners, doing business as L. & E. Investment Co., 
of Oklahoma City, Okla., of control of Sooner Freight Lines, also of 
Oklahoma City, through ownership of capital stock, and by R. W. Lee 
through the acquisition by the partnership, approved and authorized. 
(2) Application of Lee Way Motor Freight, Inc., of Oklahoma City, 
Okla., for authority to acquire control of Sooner Freight Lines through 
ownership of capital stock and of R. W. Lee to acquire control of 
Sooner Freight Lines through the acquisition by Lee Way Motor 
Freight, Inc., dismissed. 

MC F-3637, G. B. Powell—Lease—C. Rampy. Application for author- 
ity under section 210a(b) of G. B. Powell, doing business as G. B. 
Powell Truck Line, of Houston, Tex., for temporary operation of the 
motor-carrier rights of C. Rampy, also of Houston, granted November 
19, 1947, insofar as authority was sought for lease of operating rights 
covered by certificate issued June 6, 1947, in No. MC-64695, with condi- 
tions. 

MC F-3102, The Greyhound Corporation—Control; Pacific Greyhound 
Lines—Control and Merger—O. C. & N. Stages, Inc., and MC F-3208, 
The Greyhound Corporation—Control; Pacific Greyhound Lines—Control 
and Merger—M. C. Yahne, Inc., doing business as Inland Stages. Ac- 
quisition by Pacific Greyhound Lines, of San Francisco, Calif., of control 
of O. C. & N. Stages, Inc., of Alturas, Calif., and M. C. Yahne, Inc., 
doing business as Inland Stages, of Los Angeles, Calif., through purchase 
of their capital stock, and merger of their operating rights and prop- 
erty into Pacific Greyhound Lines for ownership, management, and 
operation, and acquisition of control of such operating rights and prop- 
erty by The Greyhound Corporation through these transactions, approved 
and authorized, subject to condition. 

Action by Division 4, November 21, 1947, in No. MC F-3601, James 
P. Clark—Control; Highway Express Lines, Inc.—Purchase (portion)— 
Gordon’s Transfer, Inc. Purchase by Highway Express Lines, Inc., 
of Philadelphia, Pa., of certain operating rights of Gordon’s Transfer, 
Inc., of Farmville, Va., and acquisition of control of the operating rights 
by James P. Clark through the purchase, approved and authorized, 
subject to condition. 

MC F-3644, Gilbert A. Banning—Control; Service Trucking Co., Inc. 
—Purchase (portion)—W. W. Gavin. Application for authority under 
section 210a(b) of Service Trucking Co., Inc., of Federalsburg, Md., 
for temporary operation of a portion of the motor-carrier rights of 
W. W. Gavin, of Salisbury, Md., granted, with exceptions. 


FINANCE APPLICATIONS 


MC F-3667, Eastern Canadian Greyhound Lines, Ltd., Detroit, Mich., 
Central Greyhound Lines, Inc., Cleveland, O., The Greyhound Corpora- 
tion, Chicago, Ill., and Canadian Greyhound Lines, Inc., Cleveland, O., 
jointly ask authority to merge Canadian Greyhound Lines, Ltd., into 
Eastern Canadian Greyhound Lines, Ltd. The application said the 
merger would result in corporate simplification in that the Greyhound 
Corporation would own all of the outstanding stock of Eastern and 
Central would be eliminated from ownership of Canadian, greater 
operating efficiency, minimization of operating expenses, and rendition 
of maximum service to the traveling and shipping public. 

MC F-3668,Frank Saita and Benjamin Saita, dba Saita Brothers, 
Scranton, Pa., ask authority to purchase the motor carrier rights of 
Allen J. Schware, dba Valley Transfer & Storage Co., Allentown, Pa. 

MC F-3669, Portland Pendleton Motor Transportation Co., of Port- 
land, Ore., asks authority to purchase certain operating rights of Byron 
Daggett, dba Enterprise Transfer Co., of Enterprise, Ore. Herman O. 
Sites, in control of Portland Pendleton Motor Transportation Co., 
joined in the application. 

MC F-3670, Ralph M. Bowman, dba Bowman Transportation Co., of 
Attalla, Ala., asks authority to purchase certain operating rights of 
Southern States Motor Lines, Inc., of Columbia, S. C. 

MC F-3671, Carbondale-Harrisburg Coach Lines, Inc., of Carbon- 
dale, Ill., asks authority to purchase certain operating rights of Santa 
Fe Trail Transportation Co., of Wichita, Kan. 


MC F-3672, Rogers Cartage Co., of Chicago, Ill., asks authority to 
purchase certain operating rights, property and equipment of Girton 
Bros., Inc., of Brazil, Ind. John B. O’Connor, Walter Mullady, and 
H. C. Griffin joined the application. 

MC F-3673, C. A. Conklin Truck Line, Inc., and E. H. Kern, of 
Adrian, Mich., ask authority to purchase certain operating rights of 
I, W. I. Freight Lines, of Chicago, from John H. Chatz, receiver-trustee, 

MC F-3674, West Shore Transport Co., Inc., of Hammond, Ind., and 
George H. Mickow, dba Hammond Motor Express, also of Hammond, ask 
authority to change name of Hammond Motor Express to West Shore 
Transport Co., Inc., an Indiana corporation. 

Finance No. 15918, Seaboard Air Line Railroad Co. asks authority 
to issue $7,500,000 of equipment trust certificates, non-callable, series C, 
to cover 75 per cent of the cost of 25 diesel locomotives and 1,000 box 
cars and 300 coal hopper cars, estimated to cost $10,065,411. The certifi- 
cates will be offered at competitive bidding. 

MC F-3675, Hennis Freight Line, Inc., Mount Airy, N. C., asks 
authority to lease with option to purchase part of the operating rights 
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issued in MC 66691 and Sub. 1 and all rights in MC 30232 of Turner 
Transfer, Inc., Greensboro, N. C. 

MC F-3676, Short Way Lines, Inc., Somerset, Ky., asks authority 
to purchase operating rights and properties of Harold J. Utter, and 
others, a partnership, dba Short Way Lines, Somerset, Ky. Harold J. 
Utter, Dagne A. Utter and Don D. Utter, saying they own an aggre- 
gate of 51 per cent of the total common capital stock issued and out- 
standing of Short Way Lines, Inc., ask authority to join in the purchase 
application. 


PETITIONS FOR REHEARING, ETC. 

MC F-1961, W. F. Williams, lease, Burlington Transportation Com- 
pany. Petitioners ask for extension of authority for the lease by W. F. 
Williams, doing business as Pop Corn Trail Stages, of certain operating 
rights of Burlington Transportation Company. 

No. 29028, Lakeville Creamery Company vs. Railway Express 
Agency, Inc., et al. Railway Express Agency, Inc., Great Northern 
Railway Company, Northern Pacific Railways Company and Minne- 
apolis, St. Paul and Sault Ste. Marie Railroad Company ask for amend- 
ment of order of February 18, as amended by order of May 23. 

No. 29322, E. J. Stanton & Son vs. Union Pacific Railroad Company. 
Complainant asks for a reversal of opinion and change of order from 
that advanced by Commission dated October 13. 

No. 29568, The Thatcher Manufacturing Company vs. New York, 
New Haven and Hartford Railroad Company. New York, New Haven 
and Hartford Railroad Company, defendant, asks for reopening and 
reconsideration of Commission’s decision of September 8, 


Railroad Abandonments 


Reading 


Examiner Robert Romero, in a proposed report in Finance 
No. 15670, Reading Company Abandonment, has recommended 
that the Commission, division 4, authorized abandonment by 
the Reading of the portion of its Pickering Valley branch line 
extending from Kimberton to Byers, approximately 6.7 miles, 
in Chester county, Pa., subject to the so-called Burlington con- 
ditions for protection of adversely affected employes. The re- 
port said shippers had not furnished the applicant in the last 
five years sufficient traffic to enable profitable operation of the 
line, stated that the cost of operation in the last three years 
had exceeded the system gross revenues from the line traffic, 
and added that any demand for transportation as a result of 
the abandonment could be met by motor carriers authorized 
to operate in the territory. The estimated gross salvage value 
of recoverable material was $58,020, based on market prices, 
and the estimated cost of removal and restoration of highways 
at existing grade crossings, $48,100, resulting in a net salvage 
value of $9,920, said the report. 


M. & St. L. 


The Commission, division 4, by a report and order in 
Finance No. 15620, Minneapolis & St. Louis Railway Co. Aban- 
donment, has denied the railroad authority to abandon its 
so-called Lynnville branch line of railroad extending north- 
westerly from Lynnville Junction to Lynnville, approximately 
2.55 miles, in Jasper county, Ia. The denial, however, is 
without prejudice to the renewal of the application at such 
time, says the report, “as the applicant can show that the traffic 
available to it in the tributary territory is insufficient to pay 
the costs of operating the line.” The report said that, according 
to applicant’s figures, the line produced small net system oper- 
ating incomes in 1944, and the first 4 months of 1947, and 
added that by eliminating the Iowa ad valorem taxes, which 
it said would not be saved by the abandonment, operating losses 
shown for 1945-46 became insignificant. It pointed to plans of 
the railroad for substitution of Diesel power in place of steam 
throughout its system, as the latter became obsolete and un- 
economical to operate, and said these improvements were de- 
sirable and should be encouraged. After stating that the time 
might conceivably come when continued operation of the line 
would impose an undue burden on applicant and interstate 
commerce, but asserting that that time was not now, nor would 
it be so long as the users of the line furnished sufficient traffic 
to pay the costs of operation, the report declared that “this 
is not to be construed as inferring that the future available 
rail traffic at Lynnville warrants the expenditures necessary to 
rehabilitate the line for Diesel operation.”” The record indicated 
the contrary, said the report, adding that it also indicated that 
there was no need to tear up the line at this time. Considerable 
rehabilitation and maintenance work must be done before ap- 
plicant could effectuate its plan to substitute Diesel power on 
the New Sharon-Newton branch and, too, some time would be 
required for it to obtain authority to abandon operations over 
the Burlington and acquire trackage rights over the Rock 
Island in connection with its proposed route via Newton on 
traffic to and from Des Moines, the report said, adding that in 
the meantime, Lynnville should not be deprived of its present 
service. The interval, it said, could be used to better advantage 
by affording the patrons of the line an opportunity to demon- 
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strate their need for the continued present or improved rail 
service. In a separate expression, Commissioner Mitchell said 
he concurred in the report as written, and, he added, after 
emphasizing certain statements made by the division in its 
report, “if this line is to be continued in operation there must 
be sufficient traffic to justify its continuance.” 


L. A. & S. L.-U. P. 


The Los Angeles & Salt Lake Railroad Co. and Union Pa- 
cific Railroad Co., lessee, have filed a joint application with 
the Commission, in Finance No. 15917, for authority to abandon 
by the former and abandon operation by the latter of approxi- 
mately two miles of the so-called Crestmore branch, together 
with incidental side and spur tracks, located in Riverside 
county, Calif., extending from a point near Fairmont Boulevard, 
in Riverside, to Crestmore. Applicant said the abandonment 
would avoid the necessity of replacing a pile trestle over the 
Santa Ana River with a permanent structure at substantial cost. 


Cc. of N. J. 


Examiner Lucian Jordan, in a proposed report in Finance 
No. 15497, Central Railroad Co. of New Jersey Trustee Aban- 
donment, has recommended that the Commission, division 4, 
find that the present and future public convenience and neces- 
sity permit abandonment of that portion of the Central of New 


-Jersey’s so-called New York and Newark branch line extending 


approximately 2.6 miles from Communipaw Station to a point 
east of Kearny Station, in Hudson county, N. J., subject to con- 
ditions. Conditions recommended provide for the protection of 
adversely affected employes and that the railroad, from and 
after the date of the abandonment, operate local passenger 
service by motor busses between its Jersey City terminal and 
all stations on the line and Kearny. The report said a bridge 
over the Hackensack River, which formed part of the line, and 
which it described as affording insufficient safe passage for 
large vessels, had several times been damaged by ship collisions, 
resulting in heavy costs to the applicant, and no railroad serv- 
ice thereover had been rendered since February 3, 1946. Unless 
abandonment was authorized, it said the applicant would be 
required to replace the bridge with one affording more clear- 
ance. It pointed out that shipbuilding facilities of the Federal 
Shipbuilding & Dry Dock Co., near the bridge, were designed 
to produce ships too large for the opening, and said tentative 
plans called for a bridge of larger clearance, the cost of which 
project was estimated at $3,476,000, the applicant to pay $375,- 
000 and the remainder by the United States. If a temporary 
run-around trestle was built to accommodate traffic in the 
period of construction, which the tentative plans called for, the 
report said the estimated cost would be increased to $4,158,630, 
of which applicant’s share would be $392,491. Increased costs 
of owning and operating the proposed new bridge, estimated at 
$119,500, together with an estimated loss of $79,000 from con- 
tinued operation, the report said would result in an annual 
saving of $198,500 a year to the applicant by reason of the 
abandonment. 


M. & A. 


_By an order in Finance No. 15470, Missouri & Arkansas 
Railway Co. Abandonment, the Commission, Commissioner Ma- 
haffie, has authorized the receivers of the railroad to tender to 
the Commission before November 26 for inclusion in the record 
of hearings, copies of reports filed by the receivers August 6 
and November 4 in the federal court for the western Arkansas 
district, Harrison division. Copies of the reports are to be fur- 
nished to all parties to the proceeding. The order said any 
party might, on or before December 8, file representations with 
respect to inclusion of the reports in the record. It also ex- 
tended the suspension of action in the proceeding to December 8 
and extended the time for filing of all briefs until December 31. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. M-2797, Passenger Fares—-W. M. and A. 
Motor Lines, from November 23, 1947, to and including June 
22, 1948, the operation of certain schedules published in tariff 
MP-I. C. C. No. 49 of Washington, Marlboro and Annapolis 
Motor Lines, Inc., Bradbury Heights, Md. The suspended 
schedules propose to increase one-way passenger fares between 
Washington, D. C., and Coral Hills and Hillside, Md., from 10 
cents to 15 cents. 

I. and S. M-2798, Rate Restrictions-Central-Southwest, 
from November 25, to and including June 24, 1948, certain 
schedules published in supplement No. 29 to tariff MF-I. C. C. 
No. 33 of Middlewest Motor Freight Bureau, Agent, Kansas 
City, Mo. The suspended schedules propose to establish new 
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or revised minimum rate stops on joint rates between points in 
Central and Southwestern Territories in connection with Inter- 
state Motor Freight System, Suburban Motor Freight, Inc., 
Liberty Highway Co., Transportation Freight Lines, Inc. (a 
Delaware Corporation), and P. W. Keely, doing business as 
Valley Motor Freight. 

I. and S. M-2799, Potato Chips, Grand Forks, N. Dak., to 
Twin Cities, from November 25, to and including June 24, 1948, 
certain schedules published in supplement No. 60 to tariff MF- 
I. C. C. No. 19 of Middlewest Motor Freight Bureau, Agent, 
Kansas City, Mo. The suspended schedules propose to reduce 
the rate on potato chips, subject to a minimum of 8,000 pounds, 
between Grand Forks, N. D.,-East Grand Forks, Minn., and 
Minneapolis and St. Paul, Minn., and points grouped therewith. 

I. and S. No. 5538, Classification Ratings—Cold Storage 
Lockers, from November 25, to and including June 24, 1948, 
certain schedules as published in supplement No. 36 to Consoli- 
dated Freight Classification No. 17, Agent R. C. Fyfe’s tariff 
I. C. C. No. 30. The suspended schedules propose to establish 
classification ratings on steel cold storage lockers, set up, of first 
class, less-carloads, and second class, carloads, minimum weight 
12,000 pounds, for application in all classification territories. 


State Passenger Fare Action; 
Charges in Fla. and Ky. Affected 


Increased coach fares, which the Kentucky Railroad Com- 
mission had suspended and denied in May, 1943 (being there- 
after sustained in this action in State of Alabama et al. vs. 
United States, 325 U. S. 535), were permitted to go into effect 
pursuant to an order of the Kentucky commission dated Novem- 
ber 12, 1947, Frederick G. Hamley, general solicitor, National 
Association of Railroad and Utilities Commissioners, has ad- 
vised association members. Continuing, he said: 


The increase is from 1.65 to 2.2 cents per passenger mile one-way, 
and from 1.485 to 1.98 cents for round trips, with some modifications 
in the case of two railroads. In the same order, the Kentucky Commis- 
sion authorized the C. & O. to increase basic parlor and sleeping car 
fares from 3.3 to 3.5 cents. This increase parallels the advance in 
interstate fares recently approved in Increased Passenger Fares— 
Southern Railroads, I. C. C. Docket No. 29785. In the same order, the 
commission denied a request of the C. & O. to increase coach fares 
from 2.2 to 2.5 cents per passenger mile, similar to the coach fare 
increase approved by the Interstate Commerce Commission in its 
Docket 29711, Increased Passenger Fares, Eastern Railroads. On this 
issue, the report and order states: 

‘The evidence of the C. & O, , , , was designed to show that this 
carrier is in need of additional revenues in order to take care of its 
decreased passenger traffic and increased operating expenses. There 
was nothing to show, however, that the C. & O. is in greater need of 
additional revenues than the other Kentucky carriers. As a matter of 
fact, it is well known that the C. & O. is one of the most prosperous 
railroads in the country. While it may be true that the proposed in- 
crease in coach fares from 2.2 to 2.5 cents would place these fares on 
@ parity with the C. & O.’s interstate fares, it would nevertheless place 
them on a higher level than the coach fares approved herein in Sus- 
pension Docket No. 40 for other Kentucky railroads. In the absence 
of any special justification of record we are of the opinion that such 
disparities should not receive our approval... .’’ 

The Florida Commission, on November 10, denied the application 
of Southern railroads for passenger fare increases paralleling those 
recently granted by the Interstate Commerce Commission in the 
Southern Passenger Fare Case, Dockets Nos. 29785 and 29796. The 
reason given by the Florida commission for this action was identical 
with that given for denial of interim freight rate increases paralleling 
those granted in Ex Parte 166 (see Traffic World, Nov. 22, p. 1500). 


Westbound Reefer Substitution 
Order Amended December 1 


Effective 12:01 a. m., December 1, the Commission, di- 
vision 3, by amendment No. 1 to fifth revised service order 
No. 104, which authorized the use of westbound refrigerator 
cars when available for suitable freight; substituting the fol- 
lowing paragraphs for those in the fifth revised order: 


(a) Any common carrier by railroad subject to the Interstate 
Commerce Act, for transporting: 

(i) Westbound shipments in carloads originating at points shown 
as origin points in Agent L. E. Kipp’s tariffs, I. C. C. Nos. 1516 and 
1517, supplements thereto or reissues thereof, and destined to points 
in the states of California, southern Idaho (on the Union Pacific main 
and branch lines across southern Idaho, including the line from Poca- 
tello to the Montana-Idaho state line and the branches north of Black- 
foot, Ida.), Arizona, Nevada or Utah; or 

(ii) Westbound shipments in carloads originating at points in the 
state of Utah and destined to points in the states of California or 
Nevada; or 

(iii) Westbound shipments in carloads originating in the states 
of Michigan (lower peninsula only), Indiana (excluding Chicago switch- 
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ing district), Kentucky, Tennessee, or Mississippi, or east thereof, and 
destined to points in the states of Minnesota, Iowa, Kansas, Oklahoma 
and Texas, or west thereof, or to Kansas City, Mo.: may, when 
freight (except freight requiring refrigeration, ventilation, insulation 
or heater service at the time cars are furnished or transported) to be 
transported is suitable, and facilities are suitable, for loading in RS 
type refrigerator cars and when such refrigerator cars are reasonably 
available: 

(ad) Application. (1) The provisions of service order No. 68, as 
amended, insofar as they conflict with this order are suspended. (2) No 
car or cars subject to this order shall be stopped in transit to com- 
plete loading. (3) Any car or cars subject to this order may be stopped 
in transit for partial unloading at any point in the destination terri- 
tory described herein, provided such stop-off is authorized in tariffs on 
file with this Commission. 


FRUIT, VEGETABLE ORDED EXTENDED 


By amendment No. 6 to service order No. 70, Fresh Fruit 
and Vegetable Reconsignments Restricted, the Commission, di- 
vision 3, has extended the expiration date of the order from 
11:59 p.m., December 1, to 11:59 p.m., December 1, 1948. 


MINNEAPOLIS SHIPPER EMBARGOED 


The Commission, division 3, by service order No. 795, 
Universal Machinery and L. J. Cohen Embargoed, effective 
from 6 p. m., December 1, until 11:59 p. m., April 5, 1948, has 
ordered 14 railroads not to accept from shippers or connecting 
railroads a loaded freight car or cars consigned or reconsigned 
direct to, or advise L. J. Cohen, Universal Machinery, Inc., and 
Consolidated Machine Co. 

It also ordered the named carriers not to deliver or place 
for delivery such car or cars so consigned or reconsigned advise 
L. J. Cohen, et al., at any point or station within the switching 
limits of Minneapolis or St. Paul, Minn. . 

Railroads named were the Burlington, the Rock Island, 
the Chicago Great Western, the Milwaukee, the Chicago, St. 
Paul, Minneapolis & Omaha, the Great Northern, the Minne- 
apolis & St. Louis, the Minnesota Transfer, the Northern Pacific, 
the Soo Line, the Minneapolis, Anoka & Cuyana Range, the 
Minneapolis Eastern, the Minneapolis, Northfield & Southern, 
and the Minnesota Western. 

The order said it appeared that L. J. Cohen, Universal Ma- 
chinery, Inc., and Consolidated Machine Co., Minneapolis, were 
“persistently” holding loaded freight cars an unreasonable time 
before unloading them, thus impeding the use of freight cars 
and contributing to the general car shortage. 


McKINNEY EMBARGO SUSPENSION 


The Commission, division 3, has issued service order No. 
782-A, effective at 12:01 a.m., November 26, suspending until 
11:59 p.m., April 30, 1948, provisions of service order No. 782 
which embargoed rail shipments to, from, for or by the Mc- 
Kinney Grain Co., of McKinney, Tex. (see Traffic World, Nov. 
22, p. 1484). 


Alleghany Official Opposes N. Y. C. 
Directorships for Young, Bowman 


George Estin, of Boston, describing himself as a director 
of the Alleghany Corporation, a member of its executive com- 
mittee and vice chairman of its finance committee, has written 
the Commission requesting that it refuse to permit Robert R. 
Young and Robert J. Bowman to become directors of the New 
York Central and that it prevent Chesapeake & Ohio “from 
acquiring any more New York Central stock.” 

Commissioner Mahaffie, replying to Mr. Estin on behalf 
of the Commission, said that under the Commission’s rules 
neither his letter nor copies of letters enclosed therewith could 
be considered as a part of the record in the proceeding on the 
petition of the C. & O. and Alleghany for permission to the 
C. & O. to acquire legal title to and to exercise full voting 
rights in 400,000 shares of N. Y. C. stock and with respect to 
applications of Messrs. Young and Bowman for authority to 
serve as directors of N. Y. C. while continuing to hold C. & O. 
positions. Mr. Mahaffie added, however, that Mr. Estin’s letter 
would be filed with correspondence in Finance No. 14692, 
C. & O. Purchase, etc.—Petition of the C. & O. and Alleghany 
Corporation for Modification of Order, et al. 

Observing that he was “entirely independent of the inter- 
ests which dominate Alleghany today,” Mr. Estin wrote that 
he had tried to dissuade Mr. Young from further acquisition 
by the C. & O. of N. Y. C. stock. He added: 


I have presented my position in writing and asked that it be read 
to the C. & O. board. I have even tried to become a director of the 
Chesapeake & Ohio in order to be in a position to advance my views, 
and a committee of C. & O. directors are now considering my ‘‘qualifi- 
cations,’’ but I have withdrawn my formal candidacy, in view of delays 
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in acting upon it, in order that my freedom of action might not be 
constrained in the interval. 

I have no alternative, therefore, but to appeal directly to your 
Commission to stop a program which I believe not to be in the interest 
of the public, of the Chesapeake & Ohio shareholders nor of the Alle- 
ghany shareholders. 


Mr. Estin enclosed with his letter to the Commission a 
letter he said he sent to Harvey D. Gibson, Howell G. Ermin- 
ger, Jr., and Herbert Fitzpatrick, C. & O. directors, asking that 
they arrange to have it read at the next C. & O. board meeting. 

He told the Commission he was a large shareholder of 
Alleghany preferred “A” stock and was one of two directors 
mote Aad representing that class of stock on the Alleghany 

oard. 

In his letter to Mr. Gibson, Mr. Estin said, among other 
things, that it was a surprise to him “that you gentlemen of 
the board can tolerate the cheap publicity which is continu- 
ously going on.” He said he definitely felt that the kind of 
publicity in which Mr. Young had indulged should be stopped. 


RUTLAND REORGANIZATION 


Alfred H. Heininger, secretary of the Rutland Railroad 
Crisis Committee, has filed with the Commission in Finance No. 
14635, Rutland Railroad Co. Reorganization, a proposed plan 
for reorganization of that railroad. 


The plan envisages erection of a feed mill on the railroad’s 
property at Ogdensburg, N. Y., so that grain and other in- 
gredients received through the Great Lakes may be converted 
into dairy feed. At each station on the railroad, the committee 
proposes to organize a local cooperative association to receive 
feed and distribute it to members, the cooperative corporation 
to be organized under the name of the Rutland Cooperative 
Transportation System. This corporation would have no stock, 
but would be authorized to issue certificates of interest to 
patrons and income bonds to present bondholders. It would 
operate for five years under the supervision of the court through 
three trustees. 


The plan proposes to accept the $10,000,000 capitalization 
approved by the Commission and to issue new bonds to all 
holders for one-third of that amount, to bear interest at 4 per 
cent. Earnings of the corporation in excess of its operating cost 
and debt service would be payable to all patrons of the railroad 
in proportion to their patronage, whether the patrons were 
cooperatives, proprietary corporations, or individuals. 


At the end of the five-year period, a permanent board of 
nine directors would be elected, which would elect officers, and 
the term of office of the trustees would terminate and the 
operation of the corporation “handed over by the court to the 
newly elected officers and directors.” 








Digest of NEW COMPLAINTS 


No. 29876, Great Atlantic & Pacific Tea Co., New York, N. Y., vs. A. C. 
L. et al. 

Alleges in violation of section 6 rates on numerous carload ship- 
ments of canned citrus fruit juice, shipped from various points in 
Florida to Altoona and Pittsburgh, Pa., in 1944, 1945, and 1946. 
Asks cease and desist order, rates, and refund. (L. Z. Whitbeck, 
general traffic manager, Great Atlantic & Pacific Tea Co., 420 
Lexington Ave., New York 17, N. Y.) 

No. 29877, Commerce and Industry Association of New York, Inc., New 
York, N. Y., vs. America-Hawaiian Steamship Co. et al. 

Alleges demurrage or storage charges, for the period August 31, 
1946, until October 29, 1946, or later, assessed because of strikes 
of truck drivers, seamen, masters, mates and pilots, and marine 
engineers made it impossible to take delivery at piers of de 
fendants in New York Harbor, in violation of section 305. Asks 
cease and desist order and damages, and waiver of collection. (G. E. 
Mace, 233 Broadway, New York 7, N. Y.) 

No. 29878, Phillips Petroleum Co., Bartlesville, Okla., vs. Louisiana & 
Arkansas et al. 

Rates on shipments of petroleum lubricating oil, since August 15, 
1946, from North Baton Rouge, La., to Okmulgee, Okla., in viola- 
tion of section 1, and section 3. Asks cease and desist order, rates, 
and reparation of $10,817.65 on shipments prior to October 16, 1947, 
and on shipments moving during pendency of proceeding. (T. P. 
Washington, traffic manager, Phillips Petroleum Co., Phillips Bldg., 
Bartlesville, Okla.) 

MC C-931, Robert Adams, North Tazewell, Va., vs. William M. King, 
Bluefield, W. Va. 

Alleges that defendant is engaged in transportation of coal miners 
from Bluefield, W. Va., and intermediate points, to Pocahontas 
Corporation mines Nos. 33 and 34 in McDowell county, W. Va., in 
violation of authority granted to him in MC 107862. Asks a cease 
and desist order. (Robert Adams, North Tazewell, /Va.) 
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PROPOSED REPORTS IN I.C.C. CASES 








Examiner Says Struck Plant Could 
Have Avoided Car Detention 


Though the steel strike early in 1946 by which the com- 
plainant’s operations were shut down was unquestionably be- 
yond the complainant’s control, the evidence failed to show 
that the complainant was powerless to release the cars as to 
which demurrage charges were in issue in the considered com- 
plaint, Examiner O. G. Barber concluded in a proposed report 
in No. 29710, Continental Can Co., Inc., vs. the Pennsylvania, 
and a complaint joined therewith. His recommendations were 
generally adverse to the allegations of the complainant that 
demurrage charges collected by the defendants for detention 
at Canonsburg, Pa., and Syracuse, N. Y., of three refrigerator 
cars containing rubber cement were in violation of sections 1, 
2, 3, 13 and 16 of the act. 

Joined with the title case was No. 29710, Sub. 1, Continen- 
tal Can Co., Inc., vs. New York Central. 

The examiner said the demurrage charges assailed accrued 
on one car detained on the tracks of the Pennsylvania at 
Canonsburg and on two cars held in the New York Central 
yards at Syracuse, and that the detention in each instance was 
caused, directly or indirectly, by the nation-wide steel strike 
that began January 21, 1946. The cars were identified as 
MERX 4021, which arrived at Canonsburg January 23; car 
URTX 91860, which arrived in the N. Y. C. yard at Syracuse 
at 3 p. m. January 19, and car FGEX 36493 which arrived at 
Syracuse at 10 a. m., January 28. He said demurrage charges 
totaling $1,485, $1,534.50 and $1,226.50 were collected on the 
respective cars. 


After observing that these charges were computed under 
provisions of a demurrage tariff published in compliance with 
the Commission’s fourth revised service order No. 180, as 
amended, providing for demurrage charges on “reefers” after 
two days’ free, time of $11 for the first day, $22 for the second 
day and $44 for each succeeding day, the examiner noted that 
that amendment 2 to the service order had suspended its oper- 
ation from 7 a. m., February 22, to 7 a. m., February 25. He 
said that ordinarily February 22 and February 24 (Sunday) 
would have been free demurrage days, and the charge for 
February 23 would have been $5.50, but that, in view of the 
strike conditions that existed the provisions of section G, rule 
8, of the tariff, providing a charge of $1.20 for each car day, 
including Sundays and holidays, were applicable. Overcharges 
collected on MERX 4021 were $128.40 and, on the other two 
cars, a total of $3,80, he said, and he recommended award of 
reparation in those amounts. 

“Complainant,” the examiner continued, “attributes the 
cause of the detention at Syracuse to defendant’s inability or 
failure to place the cars promptly after arrival, not to its own 
failure to order the cars placed or its inability to unload them. 
As to URTX 91860, it further urges that defendant was negli- 
gent in failing to place the car prior to midnight of January 
20, and that such negligence was the proximate cause of the 
detention. Complainant informed defendant by telephone on 
January 19 that it anticipated a strike would start at midnight 
of January 20. It requested that all cars on hand be placed 
promptly so that unloading could be accomplished before the 
strike started. This action by complainant was at variance 
with the established practice whereby complainant gives de- 
fendant written notice that placement of a certain car is de- 
sired, indicating the location within the plant where the car 
should be placed. The normal time required to place a car 
after arrival at Syracuse ranges from 36 to 48 hours. The 
evidence does not sustain the contention that there was unrea- 
sonable delay in placing URTX 91860.” 

Examiner Barber said that under fourth revised service 
order 180, which was promulgated to prevent a shortage of 
refrigerator cars and congestion of traffic, no shipment should 
be exempted from the provisions of the order unless it was 
shown that the cause of the detention was entirely beyond the 
control of the shipper or consignee and that the detention 
otherwise could not have been avoided or mitigated. 

The complainant, he said, could have avoided imposition 
of the high penalty charges by diverting the considered cars 
bo other points, or by the use of storage space at other loca- 

ions. 

“The Commission,” he said, “has awarded reparation in 
the amount of the penalty portion of the regular demurrage 
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charges where the detention resulted from circumstances be- 
yond the control of the shippers. But such practice has not 
been followed in instances where the shipments could have 
been diverted or otherwise disposed of without prohibitive 
expense. . . . Reparation of demurrage imposed by a service 
order has been denied where it was found that the consignee 
failed to make any unusual efforts to accomplish prompt re- 
lease of cars during a car shortage. Eagle Cotton Oil Co. vs. 
G. M. & O., 268 I. C. C. 391. The record in this proceeding 
affords no justification for condemning the charges which the 
Commission required, because of the emergency, the carriers 
to establish.” 


Meat, Packing-House, and Lard 
Reasonable Rates Proposed 


Examiners Myron Witters and E. L. Glenn, by a proposed 
report in No. 29510, Armour & Co. vs. Ahnapee & Western Rail- 
way Co., # al., and embraced proceedings, have recommended 
that the Commission should find unjust and unreasonable to 
an extent set forth in the report, but not otherwise unlawful, 
rates on fresh meats and packing-house products, in carloads, 
and lard and lard substitutes, in straight or mixed carloads, 
from various shipping points in Indiana, Illinois, Wisconsin, 
Minnesota, North Dakota, South Dakota, Iowa, Nebraska, Colo- 
rado, Kansas, Missouri, Texas, Louisiana, and Tennessee, to 
destinations in Washington, Oregon, California, Idaho, Montana, 
Nevada, Utah and Arizona. Prescription of reasonable rates 
and award of reparation are also recommended. 

The examiners further recommended that authority be 
granted, on conditions, to establish and maintain rates on fresh 
meats and packing-house products, lard and articles taking the 
same rates in carloads, from and to points in the aforementioned 
territories, without observing the long-and-short-haul provisions 
of section 4 of the interstate commerce act. 

Embraced proceedings are No. 29510, Sub. 1, Cudahy Pack- 
ing Co. vs. Santa Fe, et al.; Sub. 2, Kingan & Co., Inc. vs. Alton, 
et al.; Sub. 3, Swift & Co., et al. vs. Ahnapee & Western, et al.; 
Sub. 4, Wilson & Co., Inc. vs. Alton & Southern, et al.; Sub. 5, 
Dubuque Packing Co. vs. A. & W., et al.; Sub. 6, Geo. A. Hormel 
& Co. vs. Santa Fe, et al.; and fourth-section applications 
Nos. 21583, 21802, and 22179. 

The seven complaints and three fourth-section applications 
involved similar issues, said the examiners, and were heard on 
a single record. They said the instant proceeding stemmed 
from the Commission’s decision of June 4, 1945, in Geo. A. 
Hormel & Co. vs. Atchison, T. & S. F. Ry. Co., 263 I. C. C. 9, 
on a record that represented conditions as of October 12, 1943, 
and prior thereto. 


Examiners’ Recommendations 


The examiners recommended that the Commission should 
find that the assailed rates had been, were, and for the future 
would be unjust and unreasonable, but not otherwise unlawful, 
to the following extent: 

1. The assailed rates on fresh meats and packing-house 
products, in carloads, to key-point destinations and destinations 
taking the same rates, from points in midwest territory, which 
origin points were on November 9, 1945, by tariff provision, 
accorded the same origin rate groupings as points from which 
key-rates now applied, had been, were, and for the future 
would be unjust and unreasonable to the extent they had ex- 
ceeded, exceeded, or would exceed, the prescribed key rates from 
the respective key points and to the respective points over the 
same routes the key rates were now applicable, plus authorized 
general increases, and except where departures had been made 
with respect to origin groups in the Hormel case, provided, 
further that, the assailed rates from points in Missouri, Kansas, 
and eastern Colorado, to key-point destinations, and destinations 
now taking the same rates, should not exceed the contem- 
poraneous respective key rates from points in those three states 
to the same points and over the same tariff routes. In all other 
respects, said the examiners, the assailed rates, from the other 
considered points in midwest territory to points in Mountain- 
Pacific Territory, had been, were, and would be, unjust and 
unreasonable to the extent that they had exceeded, exceeded, 
or would exceed rates constructed on a basis of the distance 
scale of rates set forth in an appendix to the report (showing 
scales of rates on fresh meats and packing-house products 
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ranging from 16 cents a 100 pounds for fresh meats, minimum 
21,000 pounds and 13 cents for packing-house products, mini- 
mum 30,000 pounds, for five miles and under, to 186 cents for 
fresh meats and 161 cents for packing-house products, same 
minimum weights, for 2700 miles and over 2650 miles) for 
the total distances over shortest tariff route from, and to the 
respective points, plus arbitraries named in another appendix 
(showing arbitraries for interterritorial hauls ranging from 
four cents for fresh meats and three cents for packing-house 
products for 50 miles and under, to 22 cents for fresh meats 
and 19 cents for packing-house products for distances of 1700 
miles and over 1600 miles) for that portion of the total dis- 
tance of the through short tariff route in Mountain-Pacific 
Territory, plus authorized general increases. 

The examiners said the assailed rates from points south 
of midwest territory and from Memphis and Indianapolis to 
Mountain-Pacific Territory, had been, were, and for the future 
would be unjust and unreasonable to the extent they had 
exceeded, exceeded, or would exceed, rates constructed on a 
basis of the distance scale of rates set forth in the aforemen- 
tioned appendix (showing scales of rates on fresh meats and 
packing-house products) for total distances over the shortest 
tariff route from and to the respective points, plus arbitraries 
named in the other aforementioned appendix (showing arbi- 
traries for interterritorial hauls) for that portion of the total 
distance of through short tariff route in Mountain-Pacific Terri- 
tory, plus authorized general increases. . 

3. The examiners said the rates as assailed on lard, lard 
compounds, edible tallow, oleo oil and oleo stock, im straight, 
mixed, or tank-car, carloads, had been, were, and for the future 
would be unjust and unreasonable to the extent the assailed 
rates had exceeded, or would exceed, contemporaneously pre- 
scribed rates on packing-house products, from and to same 
points. 

4. They said the applicants should be authorized to estab- 
lish and maintain for the transportation of fresh meats, pack- 
ing-house products, lard, lard compounds, edible tallow, oleo oil 
and oleo stock, in carloads, over existing tariff routes, the pre- 
scribed rates on these commodities, from and to the points 
involved in this proceeding and in the Hormel case; provided 
that the rates from or to higher-rated intermediate points 
should not be increased except as authorized by the Commis- 
sion and should not exceed the lowest combination of rates sub- 
ject to the interstate commerce act; and provided further, that 
rates from or to intermediate points over existing indirect tariff 
routes did not, and would not, exceed rates constructed by use 
of the scale of distances named, plus arbitraries named, in the 
aforementioned appendixes, for the respective total and Moun- 
tain-Pacific distances over such circuitous or indirect tariff 
' routes. All other and further relief should be denied, said the 
examiner. 

Reparation was not sought in No. 29510, Sub. 6, Geo. A. 
Hormel & Co. vs. Santa Fe, et al., said the examiners. 


Hormel Proceeding 


In the Hormel proceeding, said the examiners, the rates on 
fresh meats and packing-house products, in straight and mixed 
carloads, from various origins in midwest territory to destina- 
| tions in Mountain-Pacific Territory, were assailed as unreason- 
able, and to the extent stated in that report unduly preferential 
of certain meat packers and unduly prejudicial to certain other 
packers. The examiners also said: 


The rates assailed in that instance were found not unduly preju- 
dicial but for the future unreasonable to the extent they exceeded 
prescribed maximum key-point rates set forth in the appendix B to the 
report in that decision, which decision also required defendants to 
adjust other assailed rates from and to other points, covered by the 
complainants in that proceeding, so as to bear a reasonable relation, 
distance considered, to the prescribed rates and groupings. 


They said the destination territory involved in the instant 
proceeding was the same as that in the Hormel case, described 
as Pacific coast territory and Mountain-Pacific Territory. 

On November 10, 1945, the effective date of the decision and 
order in the Hormel case, said the examiners, the carriers estab- 
lished the maximum prescribed key-point rates on fresh meats, 
and packing-house products, from the 13 key-point origins to 
six key-point destinations named in appendix B to that decision. 

The examiners said the defendants also established at that 
time reduced carload rates on these articles from and to certain 
other points involved in that proceeding, and, on March 28, 1944, 
made certain other adjustments in this rate situation. They 
said the rates on fresh meat and packing-house products as 
assailed in the instant proceeding, consisted in part, of the 
November 10, 1945, non-key point rates, and in part of the 
March 28, 1946 adjustment voluntarily made by the defendants. 
The examiners added: 


The specific commodity rates on lard and lard substitutes, including 
edible oils, in straight or mixed carloads, and in tank cars effective 








TRAFFIC WORLD 


since prior to November 9, 1945, are also assailed to the extent they 
exceed the key-point rates on packing-house products and other rates 
sought on packing-house products, in the same general territory. 

In the publication of the described rates on the two above named 
dates, the carriers say they found it impossible to establish rates in a 
manner that would keep open recognized transcontinental routes, and 
would avoid short-hauling important origin and destination rail carriers 
without creating fourth-section departures. Accordingly, the carriers 
applied for and secured temporary relief under the subject fourth section 
applications Nos. 21583 and 21802, and subject to conditions named in 
order No. 15416, as amended, to establish the assailed rates on fresh 
meats and packing-house products from and to intermediate points, 
without observing the long-and-short-haul provisions of section 4 of the 
act. For which permanent authority is now sought, except that relief 
over direct routes is not sought. Similar temporary relief was granted 
in connection with the above order and application No. 22179, with. 
respect to rates on lard, lard compounds, or substitutes, cottonseed 
cooking oil in liquid form and rendered pork fats in solid form, in 
straight or mixed carloads. However, applicants on briefs state the 
relief sought in No. 22179 has not been used, and that the relief sought 
therein is not necessary under the present basis of rates. 


The defendants contended, said the examiners, that the 
assailed rates were not unreasonable or otherwise unlawful in 
comparison with the prescribed key rates and claimed the as- 
sailed rates were established on basis of both distance and 
established transcontinental groupings. 


Key Rates Not Assailed 


The key rates prescribed in the Hormel case were not 
assailed by the complainants, said the examiners, adding that in 
fact they urged that those key rates should be used as a criteria 
in determining the lawfulness of the assailed rates. The defend- 
ants, on the other hand, said the examiners, renewed in this 
proceeding their dissatisfaction with the decision and basis em- 
ployed in constructing the prescribed key rates in the Hormel 
case. They again requested the Commission, on its own motion, 
in this instance, to reopen and reconsider its former decision on 
a basis of alleged new facts, said the examiners, adding that 
certain contentions with respect to alleged errors in the former 
decision were the alleged new facts submitted by the defend- 
ants as justification for their request and as their principal 
defense of the assailed rates. The examiners said all of the con- 
tentions were a repetition of data contained in the defendants’ 
petition in the Hormel case, “which, after careful consideration 
of those petitions and complainants’ replies thereto were de- 
nied.” The aforementioned allegations, said the examiners, did 
not serve as a justification of the assailed rates and the defend- 
ants’ request for reopening the Hormel case, they said, should 
be denied. 

It was the complainants’ position, said the examiners, that 
the assailed rates from and to the described non-prescribed 
points were unjust and unreasonable, aside from any fourth- 
section consideration, and that such rates were on a level higher 
than required in the Hormel case. 

The examiners said the complainants asserted there was 
nothing in the report in the Hormel case that would lead the 
defendants to reason the decision was designed to destroy the 
former group D arrangement, or that the carriers would be 
refused permission to establish the Madison, Wis., rates from 
all packing plants in group D territory, or on basis of the 2595 
scale formula and the average distance from all points in that 
group. After a discussion of the average distances involved, 
the examiners said: 


Complainants argue that the above facts demonstrate that, had all 
of these group D origins been before the Commission in the former 
proceeding, rather than Madison alone, the rate, for example, on fresh 
meat from the group based on an average distance would have been 
$1.68, or one cent higher than the Madison key rate, and that the com- 
petitive effect of such an adjustment would result in equality of rates 
to the Pacific coast destinations from all of group D. Such matters were 
considered in the former proceeding in prescribing the Madison key 
rates, Complainants’ suggestions in this respect when considered in 
connection with all evidence in this proceeding, does not warrant dis- 
turbance of the prescribed key rates. 


The examiners said the evidence in the instant proceeding 
indicated that lard in tank cars, because of heavier loadings, 
returned a higher yield a ton and a car-mile, either by use of 
the rates assailed or by use of the rates sought, than did ship- 
ments of lard in packages, or packinghouse products. The as- 
sailed rates on lard, they said, had been shown to be unjust and 
unreasonable to the extent they had exceeded, exceeded, or 
would exceed, rates prescribed in the instant proceeding, or in 
the Hormel case, on packinghouse products, in carloads. 

“The record in this proceeding, and the Hormel case,” 
concluded the examiners, ‘‘shows that carriers did not prior to 
November 10, 1945, in all instances, maintain the same rates 
on fresh meats and packinghouse products, in carloads, from 
all points within the boundaries of each described origin group 
to destinations in Mountain-Pacific Territory. Furthermore, the 
decision in the Hormel case disturbed former origin groupings 
F and E, by prescribing rates to Los Angeles from Kansas City 
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(group F) different from those from Omaha, Neb. (group F); 
and from East St. Louis (group E), different rates from Sioux 
Falls and Ottumwa (group E) to Los Angeles; and from East 
St. Louis to San Francisco, Portland, and Seattle, that decision 
also disturbed former groupings (group E) by prescribing rates 
therefrom that are nine cents for fresh meats and seven cents 
for packinghouse products, higher than the prescribed key rates 
from the Ottumwa and the other Iowa (group E) points.” 


Permanent Sec. 4 Relief on Coal 
to Texas Steel Mills Proposed 


Examiner C. B. Gray, in a proposed report in fourth sec- 
tion application No. 19643, Coal to Houston and Daingerfield, 
Tex., embracing eleven other fourth section applications, has 
recommended that the applicant southwestern railroads (the 
M-K-T and others) be authorized to maintain over their exist- 
ing routes from named points in mining districts at McAlester, 
Henryetta and Tulsa, Okla., and Greenwood, Ark., and from 
intermediate points from which the rates from the named points 
in those districts will be observed as maxima, carload rates 
on coal of not less than $2.30 a net ton to Houston, and not 
less than $1.45 to Daingerfield, and to maintain higher rates 
to intermediate points, provided that the rates to such higher- 
rated intermediate points shall not exceed rates prescribed in 
Corporation Commission of Oklahoma vs. Santa Fe, 160 I. C. C. 
143 and 192 I. C. C. 220, as subsequently modified by general 
increases authorized by the Commission, or the lowest combina- 
tion of rates subject to the act. 

Fourth section applications covered by the proposed report, 
in addition to F. S. A. 19643, were F. S. A. Nos. 19655, 19779, 
20143, 20149, 20220, 20796, 21012, 21043, 22314, 22376 and 22572. 

The examiner said that temporary relief had been granted 
to the applicants by fourth section order No. 14571, entered 
March 16, 1942, in fourth section application No. 19643, as 
amended, and by order No. 14847 entered January 2, 1943, in 
fourth section application No. 20143, as amended and respec- 
tively supplemented. He said that the rates of $2.05 to Houston 
and $1.20 to Daingerfield had been established under the afore- 
said section 4 authority to enable the steel plants at those 
cities to obtain their coal supplies from the Arkansas and 
Oklahoma mines in the war period. He stated that as a result 
of the general increases authorized in 1946, the rates had been 
increased to $2.30 and $1.45, respectively. 

“The rates that would apply on mine-ryn coal in the ab- 
sence of fourth-section relief,’”’ he said, “are on the basis pre- 
scribed in Corporation Commission of Oklahoma vs. Atchison, 
T. & S. Ry. Co. ... as modified by general increases subse- 
quently authorized by the Commission. Such rates from the 
McAlester district to Houston and Daingerfield are now $3.85 
and $3.25, respectively. Rates from all Oklahoma and Arkansas 
mining points to destinations intermediate to Houston and 
Daingerfield bear some relation to the rates prescribed to other 
points in Texas, and applicants fear that if the outstanding 
relief is not made permanent and they are required to apply 
the present rates of $2.30 and $1.45 as maxima, situations 
violative of the provisions of section 3 of the act may arise.” 

The examiner observed that the Sheffield Steel Corporation, 
with government aid, had built a steel plant in Houston which 
had been completed in 1943, and that the blast furnace plant at 
Daingerfield and related coal mining facilities near McAlester 
and McCurtain, Okla., were constructed in the early part of 
the war and were operated by the Lone Star Steel Co He 
said the ability to produce steel at Houston and Daingerfield 
was determined by the assembling costs of the raw materials. 
He stated that the delivered cost at Houston of pig iron pro- 
duced at Birmingham was $8.55 a ton, and that if the present 
normal domestic rate of $3.85 should be applied on coking coal 
to Houston, it would increase the total assembling cost of 
raw materials to $9.359, as Sheffield used 1.335 tons of coal 
for each ton of pig iron produced. 

Further discussion by the examiner of the coal rate situ- 
ation affecting the steel plants at Houston and Daingerfield 
included the following: 


The several chambers of commerce desire continued operation of 
the steel plants at Houston and Daingerfield since heretofore the rise 
of manufacturing in Texas has been handicapped to an import extent 
by the lack of basic industries or plants producing industrial raw 
materials for use in the production of consumer items. The development 
of an iron and steel industry is assisting in offsetting this deficiency. 
. . . Successful operation under peacetime competitive conditions . . 
requires that economic factors be favorable. Under such circumstances 
there will be a pig iron industry providing profitable utilization of 
east Texas ores, central Texas limestone, and coking coal from Okla- 
homa and Arkansas which it is felt will greatly influence future 
development. ... 

The rates sought to be maintained have been in effect approxi- 
mately five years. Applicants accordingly point to the fact that they 
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are not applying for authority to establish new rates but instead are 
endeavoring to have made permanent the relief heretofore granted on 
a temporary basis. During the period the rates have been in effect to 
Houston and Daingerfield, applicants have received no requests for the 
application of these rates to intermediate points of destination and no 
complaints have been made to them that the rates have resulted in 
any discrimination, prejudice or preference, or have created any 
hardship on any shipper or receiver. 

The Commission should find that the rates proposed to be con- 
tinued in effect are reasonably compensatory and that applicants have 
presented a special case which warrants the granting of relief, subject 
to the conditions hereafter prescribed. ... 


An appendix to the proposed report contained a commodity 
description and a list of origin points in the mining districts 
affected by the relief proposed. 


PURCHASES BY SIGHTSEEING BUS LINES 


Examiners Lacy W. Hinely and Robert H. Murphy, in a 
proposed report in MC F-3491, Jay L. Sheppard et al.—Control; 
Gray Line New York Tours Corp.—Purchase—Gray Line Motor 
Tours, Inc., embracing MC F-3492, Jay L. Sheppard et al.— 
Control; Royal Blue Tours of New York, Inc.—Purchase—Royal 
Blue Sightseeing Corp., have recommended denial of applica- 
tions of Gray Line New York Tours Corp., of New York City, 
and Royal Blue Tours of New York, Inc., for authority to pur- 
chase, respectively, operating rights and certain property of 
Gray Line Motor Tours, Inc., and Royal Blue Sightseeing Corp., 
dba Royal Blue Line Motor Tours, also of New York City. The 
examiners also recommended denial of applications of Jay L. 
Sheppard, Robert W. Budd, Dollie Sheppard and Margery C. 
Budd for authority to acquire control of Gray Line New York 
Tours Corp. and Royal Blue Tours of New York, Inc., through 
stock ownership. 


Furniture Rate Increases, St. Louis 
to Southwest, Upheld by Examiner 


In a proposed report in I. and S. No. 5503, Furniture, St. 
Louis, Mo., to Southwest, Examiner C. B. Gray has recom- 
mended that the Commission find justified the cancellation by 
the respondent railroads of temporary point-to-point commod- 
ity rates on furniture from St. Louis, Mo., and other origins, 
to destinations in southwestern territory, as compliance with 
finding 27 in Consolidated Southwestern Cases, 123 I. C. C. 
203, as amended, and has proposed vacation of the suspension 
order and discontinuance of the proceeding. 

The schedules under suspension, the examiner said, made 
the present commodity rates on furniture in carloads from St. 
Louis and certain other origins to certain Texas, Louisiana 
and intermediate points subject to expiration on June 30, 1947, 
and the respondent railroads, parties to Agent D. Q. Marsh’s 
tariffs I. C. C. Nos. 3648, 3700, 3708, 3738 and 3740, proposed 
to increase the rates on this traffic effective July 1, 1947. He 
said operation of the schedules was suspended until January 
31, 1948, on protest of the Meier & Pohlmann Furniture Co., 
of St. Louis. 

Specific commodity rates on furniture in carloads, min- 
imum 18,000 pounds, from St. Louis to Texas and Louisiana 
points, applying only by way of certain routes, had been pub- 
lished effective October 28, 1946, and later, said the examiner. 
He said these commodity rates were reductions from the 
class-45 basis, minimum 18,000 pounds, which exception rating 
for many years had been the moving rate basis, and that they 
represented 27% per cent of first class (77 cents to San An- 
tonio, 70 cents to Houston and Galveston and various interme- 
diate points). Representative of the class-45 basis of rates 
proposed to be restored on July 1, he said, were rates of $1.17, 
$1.13 and 99 cents from St. Louis to San Antonio, Galveston, 
and Alexandria (La.), respectively, he said. He stated that the 
expiration date of the specific commodity rates, after Kansas 
City, Mo., had been added as an origin point, had been ex- 
tended from December 31, 1946, to June 30, 1947, as a result 
of further modification by the Commission of its 28th supple- 
mental report in the Consolidated Southwestern Cases. He 
quoted finding 27 of that report, as follows: 


We are of the opinion and find that the undue prejudice and pref- 
erence and the unjust discrimination against interstate commerce set 
forth in findings Nos. 1 to 11, inclusive, or any of them, can and should 
be removed by the establishment and maintenance, from and to the 
points, or within the areas, designated in said findings, of interstate 
and intrastate rates which on the classes or on individual commodities 
shall bear the same percentage relations to one another as those re- 
flected in the respective maximum reasonable rates prescribed or ap- 
proved in findings No. 11 and Nos. 16 to 26, inclusive, which rates, from 
and to the points, or within the areas, found to be unduly prejudiced 
shall be subject to commodity descriptions not less favorable, and to 
carload minimum weights not higher, than those maintained from and 
to the points, or within the areas, found to be unduly preferred; Pro- 
vided, That nothing in this finding contained shall prevent the appli- 
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cation of lower rates on particular commodities from and to particular 
points, with our approval, upon application and showing of special 
circumstances and conditions. 


Position of Respondent Railroads 


Examiner Gray said the railroads’ justification for the 
proposed restoration of the higher rates rested solely on their 
contention that they were given no other choice under the 
terms of finding 27, and that they had stated that the rates 
ag be continued on the lower basis if it were not for find- 
ing 27. ‘yy 
“The requirement of prior approval by the Commission of 
particular point-to-point rates,” he continued, “was suspended 
by the Commission in the 28th supplemental report, Consoli- 
dated Southwestern Cases ... due to the numerous applica- 
tions being filed in connection with shipments of war mate- 
rials to, from, and within the southwestern territory. This 
suspension of finding 27 was purely a temporary war-time 
measure, dictated by the exigencies then existing, and was to 
be effective for the duration of the war and six months there- 
after, or until further order of the Commission. The period of 
suspension was finally terminated June 30, 1947, by order of 
December 9, 1946. 

“During the period that finding 27 was inoperative, numer- 
ous point-to-point commodity rates were published by the rail 
lines because of new and unusual movements of wartime traf- 
fic in the southwest. Since the cessation of hostilities, how- 
ever, most of these rates have either been cancelled or appli- 
cation for their continuance has been approved by the Com- 
mission. The rates here in issue were published during the 
time that finding 27 was suspended. . . . Although respondents 
expressed the opinion that St. Louis should have a relative 
basis as compared with those applicable from the other points, 
no application was made to the Commission under the terms 
watt finding 27 to permit the continuation of the St. Louis 
rates. .. .” 

One contention of the protestant, according to the exam- 
iner, was to the effect that in view of action taken in Furni- 
ture from, to, and Between Points in the Southwest, 209 I. C. C. 
116, 117, furniture had been removed from the terms of Con- 
solidated Southwestern Cases and finding 27 was not governing 
as to the rates here in issue. The examiner said that that in- 
terpretation could not be accepted. 

: “The issue,” he said, “resolves itself to the application or 
non-application of finding 27 to the rates effective by reason 

of this proceeding. In view of the fact that there is neither 
allegation nor proof of existence of motor or water competi- 
tion at St. Louis, and no relief having been granted by the 
Commission on other grounds, it should be found that respond- 
ents are correct in their interpretation of finding 27 and the 
rates should be permitted to expire.” 

He advised the railroads that the direct rates from Spring- 
field, Mo., on the same basis as Memphis, did not comply with 
finding 27. 


Gypsum Rate Adjustment in Trunk- 
Line and New England Recommended 


Examiner Paul O. Carter has recommended an adjustment 
of the rates on gypsum products, in straight or mixed carloads, 
within and between points in Trunk-Line and New England 
territories, and the denial of fourth section relief, in a proposed 
report in No. 29380, United States Gypsum Co. vs. Baltimore 
& Ohio Railroad Co. et al., embracing No. 29405, National 
Gypsum Co. vs. Acrade & Attica Railroad Corp., et al., and 
Fourth section application No. 15550, Rates on Plaster, Gypsum 
Lath, Gypsum Wallboard and Other Gypsum Products Within 
and Between Trunk Line and New England Territories. 

He also recommended finding unreasonable, unduly preju- 
dicial and in violation of section 4 the present rates on those 
products in the involved territories. 

Examiner Carter said the Commission should find the 
rates were and for the future would be unreasonable and un- 
duly prejudicial to the extent they exceeded or might exceed 
rates equivalent to 20 per cent of the first class rates in effect 
on the date of the order in the case on plaster and related 
articles as described in an appendix, and 22.5 per cent of the 
first class rates in effect on the date of the order on gypsum 
wallboard and related articles described in an appendix, sub- 
ject to a minimum carload weight of 40,000 pounds, and sub- 
ject to mixing rules also described in an appendix. Rates from 
the western New York group of producing points to destina- 
tions more than 100 miles from Oakfield, N. Y., might be 
grouped, he recommended, using Oakfield as the base point. 

He said the Commission should find further that many of 
the assailed rates were in violation of the long-and-short-haul 
clause of section 4 of the interstate commerce act. No justifi- 
cation for the departures having been made, he added, fourth 
section relief should be denied. 
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Earlier in the report, the examiner said the present ad- 
justment of rates contained many fourth section departures 
that were protected temporarily by fourth section order No. 
11752. He added that the adjustment suggested by the defend- 
ants for the future would materially change the situation. 


Referring to the present rates on gypsum products as a 
“hodgepodge,” the examiner said, because of the substantial 
number of producing points, most of them serving part of the 
same territories, and because of the severe competition be- 
tween the producing points, the rates should conform, gen- 
erally speaking, to a more uniform adjustment based on dis- 
tance, that there should be a uniform description of the com- 
modities comprising the gypsum products list, and a uniform 
mixing rule and a uniform minimum weight. 


Dealing with a request by some of the parties that the 
number of tariffs in which the rates appeared be limited, the 
examiner said the present tariff situation was complex and 
confusing, but that situation would be corrected by publication 
of the bases of rates prescribed. He added it was not consid- 
ered to be either necessary or desirable to limit the number of 
tariffs in which the rates were to be published. 


Another proposal of the complainant in No. 29380 to group 
rates from the New York metropolitan area to points beyond 
a radius of 50 miles using the 60th Street station as the base 
point would be a departure from the usual basis applicable in 
connection with class rates, said the examiner. He said there 
appeared no justification for this departure. 


As to the western New York rates, the examiner observed 
the seaboard area was a large consuming area, but not a nat- 
ural consuming area for the western New York Mills, the 
seaboard mills controlling the price by reason of their location 
and the use of motor trucks. He said equalization of commer- 
cial competitive disadvantages was not a proper function of 
rate adjustments. 


Proposed Reports 


Polystyrene Battery Boxes 


MC C-884, Willard Storage Battery Co. vs. Associated 
Transport, Inc. By Examiners Charles W. Bennett and Elden 
J. Miller. Dismissal proposed. Less-truckload rate of $1.02 a 
hundred pounds and truckload rates of 71 to 85 cents a hundred 
pounds charged on shipments of polystyrene battery boxes and 
vents transported by defendant from Florence, Mass., to Cleve- 
land, O., between July 22 and October 8, 1943, proposed to be 
found inapplicable. Recommendation made that 1. t. 1. rate of 
$1.36 and truckload rate of 95 cents, minimum 16,000 pounds, 
be found applicable, that the applicable rates be found not 
shown to have been unjust or unreasonable, and that defend- 
ant be authorized to collect the outstanding undercharges. The 
examiners said that no specific rates or ratings were main- 
tained by the defendant on the considered commodities; that 
the bases for the rates charged were not disclosed in the record, 
and that the attention of the examiners had been called to no 
tariff provision which more specifically described the complain- 
ant’s shipments than the classification item on synthetic gum 
or resin articles, n. o. i. 


Paperboard Articles 


MC C-511, Reynolds Metals Co. vs. R-C Motor Lines, Inc. 
By Examiner George A. Dahan. On further hearing, rates 
charged on shipments of paperboard wrappers and certain other 
paperboard articles, transported in period from December 1, 
1943, to August 17, 1945, from Jacksonville, Fla., to Richmond, 
Va., proposed to be found applicable in some instances and 
inapplicable in other instances. Finding recommended that 
applicable rates prior to February 21, 1944, were 80 cents a 
hundred pounds on wrappers and $1.39, 1. t. 1., on “squares,” 
and, from February 21, 1944, to August 17, 1945, 83 cents on 
wrappers and $1.45, 1. t. 1., on “squares.” Discontinuance of 
proceeding proposed. 


Spent Sulphuric Acid 


No. 29750, Consolidated Chemical Industries, Inc., vs. Illi- 
nois Central et al. By Examiner John Davey. Combination 
rate of $5.23 a net ton charged on tank-car loads of spent 
sulphuric acid shipped in May, 1945, from Kevil, Ky., to Baton 
Rouge, La., proposed to be found unreasonable to the extent 
it exceeded a rate of $4.73, but found not otherwise unlawful. 
The examiner said the defendants contemporaneously main- 
tained a rate of $4.73 on the considered commodity from Kevil 
to New Orleans via Jackson, Miss. He said that a rate of 
$5.23 on a commodity having a value of only $3.85 a net ton 
appeared to be in excess of a reasonable maximum basis un- 
less there was some justifying circumstance, and that no such 
circumstance was made known in the record. Reparation in 
the sum of $818.33, with interest, proposed. 
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Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face” type, with name of town or city following.) 


Pennsylvania (Newton)—MC 108879, Watson E. Buckman. 
Certificate proposed. Agricultural commodities and ordinary 
livestock, between points in Bucks county, Pa., on the one 
hand, and points in N. J., Del., Md., D. C., and New York, 
N. Y., on the other, and fertilizer, lime, seed, feed, plant spray- 
ing materials, fences, empty containers for the carrying of 
agricultural commodities, and building materials, from points 
in N. J., Del., and Md., to points in Bucks county, over irregu- 
lar routes. 

New York (Valley Cottage)—-MC 108887, Peter Brega. De- 
nial of certificate proposed. Passengers, in special and charter 
operations, in non-scheduled service, limited to the transporta- 
tion of children between the ages of 12 and 19 years of age, 
and accompanying school supervisory personnel, between 
Congers, New City, Valley Cottage and Rockland Lake, all in 
the township of Clarkstown, N. Y., on the one hand, and, on 
the other, New York, N. Y., Hohokus, Closter and Palisades 
Park, N. J., over irregular. routes. { 

lowa (Burlington)—-MC 108807, McBride Engineering Con- 
struction Co. Denial of permit proposed. Heavy construction 
equipment and materials, and such commodities as require 
specialized handling or rigging because of size or weight, be- 
tween Burlington, Ia., on the one hand, and, on the other, 
points in Ill., Minn., Mo., Neb., Kan., Ind., Ky., Wis., Mich., 
Ta., and O., over irregular routes. 

New York (New York)—MC 108640, Jomac Trucking Co., 
Inc. Permit proposed. Hardware and household utensils and 
furnishings from New York, N. Y., to points in Conn., N. Y., 
N. J., and Pa., within 150 miles of New York, N. Y., with re- 
jected shipments on return, over irregular routes. 

lowa (Mason City)—MC 108337, Bert C. Sage, dba Sage 
Truck Line. Permit proposed. Sugar, from Mason City, Ia., 
and points within one mile thereof, to Albert Lea, Austin, 
Owatonna, Rochester, and Winona, Minn., over irregular 
routes. 

Massachusetts (Waltham) — MC 108125, Sub. 6, Central 
Motor Trucking, Inc. Certificate proposed. Porcelain enamel 
panels, uncrated, from Watertown, Mass., to points in Me., 
N. H.,. Vt.; Conn., N. Y.; MN: J., Pas Del.,: Md., Va.,.W. Vai, 
Ky., O., Ind., and D. C., with damaged or rejected shipments 
on return, over irregular routes. 

Washington (Yakima)—-MC 108045, A. V. Lane. Denial 
of certificate proposed. Specified commodities from and to 
points in Ore., Wash., and Ida., over irregular routes. 

Tennessee (Memphis)—-MC 108008, B. F. Acuff, dba Cross- 
town Storage & Transfer Co. Certificate proposed. Household 
goods between points in Tenn., on the one hand, and, on the 
other, points in Ark., and Miss., over irregular routes. 

Wisconsin (North Prairie)—-MC 107814, Sub. 1, Zarmorski 
Cartage Co. Permit proposed, subject to request for cancella- 
tion of permit in MC 107814. Milk and manufactured milk 
products, from Atkinson, Wis., to Chicago, IIl., over U. S. high- 
way 12 through Whitewater, Wis., and Vola, Ill., and, as an 
alternate route for operating convenience, from Vola to Chi- 
cago over Ill. highway 59A to junction U. S. highway 45, thence 
over U. S. highway 45 to Halfday, Ill., thence over Ill. highway 
21 to Chicago, serving Whitewater as an intermediate point 
for pick-up only, but without service at other intermediate 
points or at Vola, with return of rejected shipments and empty 
containers over the aforementioned routes from Chicago to 
Fort Atkinson and Whitewater. 


Texas (Gainesville)—-MC 106545, Sub. 1, Lloyd Roane, dba 
Lloyd Roane Transfer & Storage Co. Certificate proposed, 
subject to request for cancellation of certificate MC 106545. 
Household goods between points in Cooke, Montague and Den- 
ton counties, Tex., on the one hand, and, on the other, points 
in Okla., La., Ark., Kan., Colo., and N. M. 


Missouri (St. Louis)—-MC 105146, Sub. 2, Columbia Motor 
Transport Co. Certificate proposed, subject to conditions which 
include limitation of the service to that which is auxiliary to, 
or supplemental of, rail service of the Missouri Pacific. Gen- 
eral commodities, with exceptions, between Newport, Ark., and 
Batesville, Ark., over a specified route. 

lowa (Dubuque)—MC 104571, Sub. 1, Mrs. William Clark, 
dba Clark Transfer & Storage. Certificate proposed. Home 
furnishings and home appliances between Dubuque, Ia., on the 
one hand, and, on the other, points in Ill., and Wis., within 75 
miles of Dubuque, over irregular routes. 

Pennsylvania (Downingtown)—MC 104340, Sub. 56, Leaman 
Transportation Co., Inc. Certificate proposed, subject to request 
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for coincidental cancellation of permits in MC 23293 and Sub. | 
Nos. 1 and 2, and MC 7567. Petroleum products, in bulk, in tank 
trucks, over irregular routes, from Titusville, Pa., to the in- | 
ternational boundary line between the U. S. and Canada at 
bridges over the Niagara River, in connection with shipments | 
destined to points beyond. 

lowa (Cedar Rapids)—-MC 103097, Sub. 7, Bee Line Transit, 
Inc. Certificate proposed. Passengers, baggage, express, mail 
and newspapers, over regular routes, between specified points 
in Ia., and Ill. 

Virginia (Montrose)—MC 95136, Sub. 10, Allen S. Yeatman. 
Certificate proposed. Specified commodities from and to points 
in Md., Pa., Va., and D. C., over irregular routes. 

lowa (Dubuque)—MC 69224, Sub. 17, Urban J. Haas and 
Cyril H. Wissel, dba H & W Motor Express Co. Certificate 
proposed. General commodities, with exceptions, over regular 
routes between described points in Ia. 

Nebraska (Omaha)—MC 58948, Sub. 39, Union Transfer 
Co. Certificate proposed. General cOmmodities, with excep- 
tions, between Sioux City, Ia., and junction U. S. highway 20 
and Ia. highway 17, over U. S. highway 20, and between 
Waterloo, Ia., and junction U. S. highway 218 and U. S. high- 
way 30, over U. S. highway 218, as alternate routes for operat- 
ing convenience in connection with applicant’s presently author- 
ized regular-route operations, serving no intermediate points. 

New York (New York)—MC 58813, Sub. 5, Selman’s Ex- 
press. Certificate proposed. Ladies wearing apparel, and ma- 
terials and machinery used in the manufacture thereof, over 
irregular routes, between specified points in N. Y., and N. J. 


Texas (Fort Worth)—MC 56810, Sub. 1, Texas Motor 
Coaches, Inc. Certificate proposed, subject to request for with- 
drawal of applicant’s registration application or BMC 75 state- 
ment in MC 56810. Passengers, baggage, express, newspapers 
and mail between Fort Worth, Tex., and Dallas, Tex., and 
between Fort Worth and Arlington, Tex., over specified routes. 

Kentucky (Lexington)—-MC 56753, Sub. 1, William Phillips 
and Luther C. Begley, dba Phillips and Begley Co.- Denial of 
certificate proposed. Passengers, baggage, express, newspapers, 
and mail between Mentor, Ky., and Cincinnati, O., over Ky. 
highway 8 to Newport, Ky., thence across the Ohio River over 
a state-owned free bridge ‘to Cincinnati, and return, serving all 
intermediate points, restricted against traffic from Cincinnati 
to Belleview and Dayton, Ky., and from Belleview and Dayton 
to Cincinnati. 

New York (Calverton)—-MC 45301, Sub. 1, Robert J. Wylie. 
Certificate proposed. Fresh vegetables, from points in Suffolk 
county, N. Y., to points in Conn., Mass., and R. I., and lumber 


from Chester, Vt., to points in Suffolk county, over irregular 
routes. 


Kentucky (Lexington)—-MC 32783, Sub. 60, Southeastern 
Greyhound Lines. Certificate proposed. Passengers, baggage, 
express and mail, between the junction of U. S. highway 25 
and Ky. highway 16 (near Walton, Ky.) and Nicholson, Ky., 
over Ky. highway 16, serving all intermediate points. 

Utah (Salt Lake City)—MC 32117, Sub. 10, George Bush 
and Gustave Bush, dba Bush Brothers Truck Line. Certificate 
proposed. Ore and ore concentrates, from Searchlight, Nev., 
to Midvale, Utah, serving Searchlight as an off-route point 
in connection. with applicant’s presently authorized regular- 
—_ operations between Kingman, Ariz., and Salt Lake City, 

tah. 

Massachusetts (Dalton)—-MC 30900, Sub. 7, Rensselaer D. 
Filkins. Certificate proposed, subject to elimination of dupli- 
cating rights. Cowhide splits (flesh side of split hides), from 
North Adams township, Mass., to Dover, N. H., of hides, leather, 
and machinery, chemicals and other materials used in or 
incidental to the manufacture and processing of leather, between 
Pownal township, Vt., on the one hand, and Salem and Peabody, 
Mass., on the other; of hides, from points in Vt., Conn., N. Y., 
except New York, N. Y., and those in N. J., within 25 miles 
of New York City, except Jersey City, N. J., to Pownal town- 
ship, Vt., and to North Adams township, Mass.; and of ma- 
terials used in the construction of roads, bridges, dams, and 
other public building projects, in dump trucks, between points 
in Berkshire county, Mass., on the one hand, and points in 
po a and Vt., within 50 miles of Pittsfield, Mass., on the 
other. 

Wlinois (Chicago)—-MC 19778, Sub. 18, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. Certificate proposed, subject to 
conditions. General commodities, over specified routes, between 
designated points on applicant’s rail lines in Wis., and Ia. Con- 
ditions imposed include limitation of service to that which is 
auxiliary to, or supplemental of, applicant’s rail service, and 
provide key point restrictions. 

South Carolina (Rock Hill)—MC 12408, Estelle Loucks, 
dba Loucks Tours. License proposed, for operation as a broker 
at Rock Hill. Passengers and their baggage, from Charlotte, 
N. C., and Rock Hill to all points in U. S., and return. 
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Missouri (Grant City)—-MC 2037, Sub. 1, Chas. M. Miller. 
Certificate proposed. Specified commodities, from, to or be- 
tween specified points in Mo., and Ia., over irregular routes. 

Texas (San Antonio)—-MC 46054, Sub. 50, Brown Express. 
Certificate proposed. General commodities, with exceptions, be- 
tween specified points in Tex., over specified routes. 


Missouri (Kansas City)—-MC 52746, Sub. 29, Knaus Truck 
Lifes, Inc. Certificate proposed. General commodities, with 
exceptions, between Quincy, Ill., and Moline, Ill., over a speci- 
fied route and return, for operating convenience only in connec- 
tion with regular-route operations between Quincy and Moline, 
with no service at intermediate points. 


New York (Rochester)—-MC 52633, Sub. 26, Howard G. 
Mathews, dba Mathews Trucking Co. Certificate proposed. 
Frozen fish, from Rockland and Portland, Me., Boston, Glou- 
cester, New Bedford, and Provincetown, Mass., and Providence 
and Tiverton, R. I., to points in Va., W. Va., Tenn., bo Ae ORG od Oe 
Ga., Ala., Fla., Miss., La., Md. (except Baltimore), and D. C., 
and from Portland, Rockland and Boothbay Harbor, Me., to 
points in Ill., Ind., Mich., Wis., and in a described area of Ohio, 
and from Gloucester, Mass., to points in Wis., and IIl.; frozen 
fruits and frozen vegetables, from Houlton, Caribou and Cor- 
rina, Me., to points in N. Y., and Pa., and from Boston to points 
in Fla. and N. C.; and rejected shipments on return. 

Washington (Seattle)—-MC 1129, Sub. 1, Interstate Freight 
Lines, Inc. Certificate proposed. General commodities, with ex- 
ceptions, between Tenino, Wash., and Tacoma, Wash., over a 
specified route, for operating convenience in connection with 
applicant’s otherwise authorized regular-route operations, with 
no service at Tenino or at intermediate points. 

New Jersey (Mullica Hill)—-MC 109092, George L. Ledden. 
Certificate proposed. Fertilizer, from Philadelphia, Pa., to 
Woodstown, N. J., and points within 10 miles of Woodstown; 
lime, from Plymouth Meeting, Pa., to Woodstown and points 
within 10 miles thereof; and feed, from Wilmington, Del., to 
Woodstown and points within 10 miles thereof, all over irregu- 
lar routes.: 

IMinois (Chicago)—-MC 4405, Sub. 180, Dealer’s Transport 
Co., corrected. Certificate proposed. (1) New trailers, new 
semi-trailers, including farm trailers but excluding house trail- 
ers, new trailer chassis and parts, in initial movements, in 
truckaway or driveaway service, from Columbus, Delphis ‘and 
Forest, O., to points in N. D., S. D., Neb., Kan., Okla., Mont., 
Idaho, Wyo., Colo., N. M., Ariz., Nev., Utah, Calif., Ore., and 
Wash.;(2) trailer and truck bodies, in initial movements, over 
irregular routes, from Columbus, Delphos, Forest, and Wapak- 
oneta, O., to all points in the U. S.; and (3) trailer and truck 
bodies, in secondary movements, between points in Ala., Ark., 
Conn., Del., and D. C., Fla., Ga., Ill., Ind., Ia., Ky., La., Me., 
Md., Mass., Mich., Minn., Miss., Mo., N. H., N. J., N. Y¥., N. D., 
O., Pa., R. I., S. C., Tenn., Tex., Vt., Va., W. Va., and Wis., and 
returned or rejected shipments on return. Holding by applicant 
of certificate and permit by W. R. Arthur & Co., Inc., an affili- 
ated carrier, found consistent. 

California (Yosemite National Park)—-MC 109045, Sub. 1, 
Yosemite Park & Curry Co. Certificate proposed. General 
commodities, with exceptions, between Merced, Calif., and all 
points in Yosemite National Park, Calif., over a specified route 
serving the intermediate points of Bear Creek Lodge, Whisper- 
ing Pines, Briceburg, Indian Flat, and El Portal, Calif. 

Texas (Houston)—MC 109032, J. Te Quattelbaum, dba 
Comet Motor Coaches. Certificate proposed. Passengers and 
their baggage, in special and charter operations, from San 
Antonio and Houston, Tex., and points within 50 miles of San 
Antonio and Houston, to Carlsbad Caverns, N. M., and, so far 
as such transportation takes place within the U. S., to points 
in Mex., and return, over irregular routes. 

Alabama (Birmingham)—MC 108889, Samuel A. Portera, 
dba Samuel A. Portera Produce Co. Certificate proposed. Com- 
modities classified as dairy products, and frozen foods, over 
irregular routes, from Birmingham, Ala., to points in Ga., Fla., 


Miss., N. C., S. C., and Tenn., and rejected shipments on return, 
and commodities classified as dairy products from points in 
Wis., to Birmingham, Ala., traversing Ill. and Ky., for oper- 


ating convenience only. 

New York (Jamaica)—-MC 108841, Sol Cohen and J. Walter 
Cohen, dba Red Flash Delivery Service. Denial of application 
for a certificate proposed for want of prosecution. Motors, not 
exceeding 500 pounds each, automotive parts, supplies and ac- 
cessories, and advertising matter, between Kearney, N. J., on 
the one hand, and, on the other, New York, N. Y., and points 
in Nassau and Suffolk counties, N. Y. 

. Oregon (Coos Bay)—MC 108820, Sub. 1, D. L. Spicer. De- 
nial of certificate proposed. Lumber, from points in Coos, Curry, 
and Douglas counties, Ore., to ports and lumber loading facili- 
ties on Coos Bay, Ore., over irregular routes. 

Pennsylvania (Philadelphia)—-MC 108813, Dominic Mark. 
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Certificate proposed. Printed materials and graphic arts mate- 
rials, in packages not exceeding 30 pounds in weight, between 
Philadelphia, Pa., and New York, N. Y., over a regular route. 

Alabama (Birmingham)—MC 108767, C. E. Willis and Jack 
L. Willis, dba Doc’s Transfer Co.. Certificate proposed. General 
commodities, with exceptions, between Birmingham and Besse- 
mer, Ala., over specified routes. 


Virginia (Staunton)—-MC 106465, Sub. 4, R. R. Smith, dba 
Smith’s Transfer Co. Certificate proposed. General commodities, 
with exceptions, over regular routes, between Waynesboro, Va., 
and Orange, Va., serving all intermediate points and the off- 
route points of Crozet, Schuyler, and Scottsville, Va., subject to 
elimination of duplicating rights. 

Washington (Spokane)—-MC 100756, Sub. 21, James J. Wil- 
liams. Certificate proposed. Petroleum products, in bulk in 
tank trucks, from Spokane, Wash., and points within 10 miles 
thereof, to points in Ida., north of the southern boundary of 
Ida. county, Ida., and returned or rejected shipments in the 
reverse direction, over irregular routes. 


California (San Francisco)—-MC 78786, Sub. 163, Pacific 
Motor Trucking Co. Certificate proposed, subject to conditions, 
and dual operations recommended. General commodities, with 
exceptions, between Lincoln, Calif., and Newcastle, Calif., over 
unnumbered highway, and between Madison, Calif., and the 
junction of U. S. highway 99-W and Calif. highway 16, over 
Calif. highway 16, as alternate routes, without service at any 
intermediate plants, and for operating convenience only. Con- 
ditions imposed include limitation of the service to that which 
is auxiliary to or supplemental of rail service of the Southern 
Pacific Co. 


Georgia (Atlanta)—-MC 65697, Sub. 12, Theatres Service 
Co. Certificate proposed. Equipment and supplies used in the 
maintenance and operation of theatres, motion and sound films, 
newspapers, books and’ periodicals, between Harriman, Tenn., 
and Clinton, Tenn., over Tenn. highway 61, serving all inter- 
mediate points, and serving Tompkinsville, Ky., as an off-route 
point in connection with regular route operations between 
Lebanon, Tenn., and Madison, Tenn., authorized in certificate 
MC 65697, Sub. 6. 


Virginia (Charlottesville)—-MC 59238, Sub. 33, Virginia 
Stage Lines, Inc. Certificate proposed. Passengers, baggage. 
mail, express and newspapers between junction Va. highways 
8 and 103 and Winston-Salem, N. C., over a regular route, 
serving all intermediate points. 


New York (Binghampton)—MC 58692, Sub. 7, Austin F. 
Robbins, dba Chenango Valley Transit. Dismissal of applica- 
tion for a certificate proposed on finding applicant already 
authorized under section 208(c) to conduct the involved serv- 
ice and that no additional authority is required. Passengers 
and their baggage, in charter operations for the season extend- 
ing from May 1 to September 30, inclusive, over irregular 
routes, between Johnson. City, N. Y., on the one hand, and, on 
the other, Hartford, Conn., Springfield, Mass., New York, 
N. Y., Trenton, N. J., and points in Pa., on and east of U. S. 
highway 15. 


Wisconsin (Kenosha)—-MC 47309, Sub. 4, Reinhold Klug, 
dba Klug & Son. Permit proposed and dual operations recom- 
mended. Meats, meat products, meat by-products, dairy prod- 
ucts, and articles distributed by meat-packing houses, from 
Kenosha, Wis., to points in Waukesha, Jefferson, and Mil- 
waukee counties, Wis., except Milwaukee, over irregular 
routes. 


South Carolina (Rock Hill)—-MC 12419, Roy Z. Thomas 
and James R. Thomas, dba Thomas Tours. License to operate 
as a broker at Rock Hill, S. C., proposed. Passengers and 
their baggage, from Charlotte, N. C., and points and places in 
S. C., to points and places in U. S., and return, subject to re- 
quest for cancellation of broker’s license issued to Thomas 
Tours, Inc., on September 13, 1939. 


California (San Jose) —MC 5047, Sub. 5, Garden City 
Transportation Co., Inc. Certificate proposed. Salt, in pack- 
ages, from Newark, Calif., to San Francisco, Oakland, Rich- 
mond, El Cerrito, Albany, Berkeley, Emeryville, and Alameda, 
Calif. over irregular routes. 


California (San Francisco)—-MC 78786, Sub. 162, Pacific 
Motor Trucking Co. Certificate proposed subject to conditions, 
and dual operations recommended. General commodities, with 
exceptions, between Chico, Calif., and Stirling City, Calif., over 
a specified route, serving all intermdiate and off-route points 
that are stations on the Southern Pacific Co., Stirling City 
branch line; also between specified points in Calif., over de- 
scribed alternate routes for operating convenience only. Con- 
ditions imposed include limitation of the service to that which 


is auxiliary to or supplemental of rail service of the Southern 
Pacific Co. 
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November 29, 1947 


Ex Parte 166 Hearings Resume at 
Los Angeles, Fort Worth and Boston 


Sessions end at Montgomery and Salt Lake City and 
begin at Los Angeles and Fort Worth on schedule. 
General opposition of shippers against further rate in- 
creases on particular commodities continues. Western 
shippers say burden will be greatest in that area, and 
ask fixed maximum increases in many cases. Allega- 
tions made that rate increases will increase consumer 
prices. Witnesses at Fort Worth contrast truck and 
rail services and predict shift of citrus and other traffic 
to the highways under increased rail rates. Water lines 
and textile mill counsel favor increases at Boston, 
while others protest 


e On November 19, closing day of the three-day hearing in 
Ex Parte 166 before Commissioner Aitchison, at the New- 
house Hotel, Salt Lake City, a verified statement of H. W. Ansell 
in behalf of the Utah-Idaho Sugar Co. and its subsidiaries, was 
accepted. Mr. Ansell, general traffic manager of the company, 
appeared in opposition to any further increases on “three basic 
raw materials used so extensively in our industry; namely, 
sugar beets, lime rock, and beet sugar molasses moving between 
factories for further refining.” 

He said that another witness will cover the proposed in- 
crease on sugar on behalf of his company, to which the company 
is not offering any opposition except that it asks for the preser- 
vation .of former sugar relationships with its competitors. Mr. 
Ansell offered the following reasons for entitling his company 
and others to special consideration: 


At the outbreak of the war we were the first industry to be gov- 
ernment controlled—the first industry to have its production rationed— 
and to have price ceilings established on sugar. We were the last 
industry from which these controls were removed and the last to have 
price ceilings lifted, effective October 31, 1947. We believe the govern- 
ment regulations we suffered were the most severe in any industry 
and consequently during the war years we have not obtained the lush 
earnings as a cushion with which to meet the shock of continuing 
increased costs of labor, materials, and supplies, and now substantial 
increases in freight rates, which we have to absorb. ... 

W do think that the three raw materials mentioned, which are 
peculiar to the beet sugar industry, should be exempt from further 
increase. We'do not think there will be any discrimination, because 
these commodities are only used in our industry. 


Proposals Made by Prickett 


The remainder of the session was devoted to testimony by 
H. W. Prickett, Salt Lake City, transportation consultant, De- 
partment of Publicity and Industrial Development, State of 
Utah, and witnesses placed on the stand by him. 


Mr. Prickett presented two exhibits, the first of which 
showed the rates in effect, and proposed, on a number of com- 
modities to and from origins in Official Territory to destinations 
in Official, Western Trunk Line, and Mountain-Pacific terri- 
tories. ‘“‘The purpose is to emphasize the greater transportation 
burden that will be placed on the consumers and receivers in 
this territory, compared with Official Territory,” he said. 


As an example, he cited from his exhibit that the rate on 
agricultural implements (other than hand) from Syracuse, 
N. Y., to Salt Lake City was 194 cents a 100 pounds on June 30, 
1946, and would, under the rail proposal in Ex Parte 166, be 
increased to 328 cents, an increase of 134 cents. The comparable 
rate from Syracuse to Peoria, Ill. was 60 cents on June 30, 1946, 
and the proposed increase, 104 cents, for a total increase of 44 
cents, the exhibit showed. 


On butter, the increase proposed in Ex Parte 166 from Salt 
Lake City to Los Angeles and San Francisco is 30 cents a 100 
pounds, and to New York City, 148 cents a 100 pounds. On 
canned goods, the proposed increase would be 29 cents a 100 
pounds from Salt Lake City to Los Angeles, and 55 cents to New 
York City. “The proposed increases are so much less from 
Utah to the west coast than to the east, that the result will be 
greatly increased traffic from Utah to the Pacific coast,” said 
Mr. Prickett. 

He presented three proposals to the Commission for special 
treatment of Mountain-Pacific shippers and receivers: 

1. That maximum increases be set on canned goods, in the 
following manner: If the Commission grants a further 10 per 
cent increase in Ex Parte 166, that the maximum on canned 
goods be 8 cents a 100 pounds; if 15 per cent, 12 cents; if 20 
per cent, 16 cents; and if 25 per cent or more, 20 cents. 

2. In the event the Commission authorizes a further in- 
crease in class rates, that the increase in Mountain Pacific terri- 
tory be made 10 per cent less than those between points within 
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Western Trunk Line and between those points and Official and 
Southern territories. 

3. That in the event commodity rates are increased, the 
increases between Mountain-Pacific Territory on the one hand, 
and Official and Southern territories on the other hand, be not 
as great as the increase in Mountain-Pacific, Western Trunk 
Line, and Southwestern territories, and interterritorially. 

Commissioner Aitchison pointed out that Mr. Prickett’s pro- 
posal as to class rates (see No. 2 above) would result in fourth 
section violations, to which the witness replied that the viola- 
tions would be only to short points. “You mean they would only 
be ‘little’ violations?” asked Harry Barron, counsel for the 
western railroads. “It could be taken care of,” replied Mr. 
Prickett. . 

Commissioner Aitchison complimented Mr. Prickett on his 
exhibits, and said they were a relief from some of the exhibits 
presented. 

Support Canned Goods Proposal 


Harvey F. Cahill, of Ogden, Utah, secretary-treasurer of 
the Utah Canners Association, and J. F. Gimlin, of Salt Lake 
City, a canner and chairman, traffic committee, of the above 
association, testified they were in agreement with Mr. Prickett’s 
proposal for fixed maximum increases on canned goods. “We 
feel this would result in the least possible injury and harm to 
us, and represents our idea of how any increases should be 
made,” said Mr. Gimlin. 

Mr. Cahill presented an exhibit showing the amount of 
canned goods shipped by the 19 members of the association from 
Utah to various states in 1940 and 1946-47. “Our principal prod- 
ucts are peas, tomatoes, and tomato products,” he stated. 

Mr. Gimlin testified that the principal competition on the 
Atlantic seaboard comes from canned goods producers in the 
Pacific northwest and in Wisconsin. He said that the 86-cents- 
a-100-pounds water rate from Pacific coast points to North 
Atlantic coast ports, which became effective August 11, 1947, 
following the Commission’s investigation in docket No. 29663, 
Transcontinental Rail Rates, is a factor in the competition. 
‘“‘We have to meet competition because of this lower water rate,” 
he said. “Our rail rate to the east coast is 122 cents, and we 
absorb the difference between 122 and 86 cents.” 


In response to questions from Commissioner Aitchison, the 
witness said that the Walla Walla canners had to pay 4.5 cents 
a 100 pounds to get their shipments from the canneries to the 
boats, before the war. Before the war, the water rate from 
there to the east coast was 63 cents, he said. Mr. Gimlin fur- 
ther stated that the Utah canners stand to lose the eastern 
markets and midwestern markets. Citing figures showing the 
increased production of canned peas in all points outside Utah, 
and the decreased production in Utah, he stated that “our com- 
petitors have more faith in their market areas, and can assume 
that their future is brighter than ours. Our primary interest 
is in seeing a maximum put on any percentage rate increase 
granted.” 

W. S. Young, of Ogden, Utah, representing the Farmers 
Grain Cooperative, which raises wheat, barley and oats, chiefly 
marketed in California, stated he opposed any increase in freight 
rates. He said that in 1919, wheat sold on the Chicago market 
at $3.30 a bushel, and the freight rate from Utah to Los Angeles 
was 51 cents a 100 pounds; and that in 1932 wheat sold in 
Chicago at 44.5 cents a bushel, and the freight rate had only 
gone down one cent, to 50 cents. “While wheat prices have 
climbed back up, freight rates have not declined, and today are 
26 per cent higher than they were in 1919,” the witness said. 
“Under the present rail proposal, the rate would go to 75 cents, 
about 47 per cent over the 1919 rate.” 


Commissioner Aitchison pointed out that the government 
was operating the nation’s railroads in 1919, and that the rate 
structure was then so low that when the roads were turned 
back to their owners in 1920, it was necessary for the govern- 
ment to guarantee a suitable income to the railroads for six 
months during which time the Commission examined the rate 
structure, after which rates were increased 40 per cent in the 
east, 35 per cent in Western Trunk Line and Southwest terri- 
tories, 25 per cent in the south, and 25 per cent in Mountain- 
Pacific territories. ‘The whole rate structure in 1919 only in- 
curred debts for the railroads, which had to be borne by the 
nation’s taxpayers,” he said. 


Mr. Young testified that the grain movement is today re- 
stricted due to the shortage of box cars, and predicted a return 
of the itinerant trucker if the rail rates are increased. “Just 
last week three truckers came in from Omaha with corn, and 
bought wheat to haul on the return trip,” he said. 

The witness stated that the cooperative has found it profit- 
able to use a truck to haul grain locally, and predicted that 
‘if we can make it a paying proposition locally, we can do so 
on a long haul.” 


Morris Rosenblatt, president, Utah Citizens Freight Rate 
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Association, urged the Commission ‘‘to consider each element of 
the rate advance, rather than to make horizontal increases.” 
Each area should be treated in accordance with its needs, 
both as to shippers and railroads, the witness proposed, adding 
that the Union Pacific is already prosperous because of the non- 
competitive conditions it enjoys in much of its territory. 
“Would you advocate one basis of rates for one railroad if 
that road were prosperous, and another basis for another rail- 
road in the same territory?” asked Mr. Barron. “I was speak- 
ing of non-competitive areas,’ replied Mr. Rosenblatt. 

Mr. Barron asked him if it weren’t a fact that for years 
the Utah area has had the benefit of low rates to and from the 
Pacific coast, rates which were made because of water compe- 
tition. 

The witness said that rate increases on a percentage basis 
tend to accentuate present gross inequities. 


Says Industrial Growth Threatened 


A. K. Bagley, of Salt Lake City, executive secretary of the 
Utah Manufacturers Association, said he represented 230 manu- 
facturers employing 30,000 persons. Asked about future indus- 
trial prospects by Mr. Prickett, the witness replied: 

Industrial prospects in Utah are good, provided there is not an 
imposition of higher freight rates on a flat percentage basis. Pros- 
pective enterprisers are very sensitive on this point. This matter of 
disproportionately high freight rates is the most difficult problem we 
face, and has long been a deterrent to industrial expansion. 


The witness said he subscribed to Mr. Prickett’s earlier 
proposals. 


Testimony on Eggs, Poultry 


The last witness was R. L. McDonough, Salt Lake City, 
traffic manager, Utah Poultry & Farmers Cooperative. “Our 
objection runs chiefly to the repeated formula of adding per- 
centage increase upon percentage increase and even upon those 
commodities which already are contributing very highly to the 
rail revenue picture,” stated Mr. McDonough. “We feel that the 
public interest is large enough to require the establishment of 
reasonable maximum limits more in keeping with equity than 
flows from the application of uncontrolled percentage increases. 
. .. I advance the opinion that ‘reasonable maximum increase 
limits’ might, for example, be based primarily upon the revenue 
contribution that each commodity or group of commodities has 
made during the past year, as against some previous representa- 
tive average.” 

The witness said he could not understand why the rate on a 
carload of eggs from Salt Lake City to the eastern seaboard is 
the same as on a carload from California, “although we have an 
advantage of over 800 miles to the eastern market; nor can I 
understand why our competiters on the east in Colorado (a 
distance of only 466 miles nearer the eastern markets) should 
enjoy a rate substantially less than ours.” 


Under questioning from Mr. Barron, the witness agreed 
that his exhibit, No. 49 Salt Lake City, showed that while the 
costs of producing eggs have risen 8 per cent in the last year, the 
revenue has risen 14 per cent. He also agreed there is an un- 
precedented demand for eggs in the United States, and that 
prices are the highest in many years. 

There being no further witnesses, Commissioner Aitchison 
announced the hearing suspended, to be resumed at the various 
regional hearings scheduled. 


Montgomery Hearing Ends 


The hearing at Montgomery, which began November 17, 
before Commissioner Alldredge November 17, came to an end 
four days later after scores of witnesses had been heard. 

C. A. Barinowski, vice-president of the Birmingham Slag 
Co., and an executive of other stone, gravel and slag companies, 
asked that the Commission not only refuse to grant further 
increases on road aggregates, but that the 10 per cent surcharge 
now in effect be eliminated. 


Economies to Combat Cost 


He said his companies had endeavored to overcome the 
increased cost of all materials by better design of plants, engi- 
neering skill and other economies -and by following that policy 
had increased their volume and remained in most of the markets 
in Alabama, Georgia, Florida and Mississippi. 

“During our entire history,” said Mr. Barinowski, “we 
have maintained extremely low prices to the railroads on their 
company ballast, as we have always felt more or less as part- 
ners with the rail carriers.” 

Present prices on railroad ballast ran from 65 to 75 cents 
a ton, he said, adding that the companies’ price for slag for use 
in highway construction and on the commercial market ran from 
$1 to $1.25 a ton. 

“We cannot continue to market the large tonnage that we 
are able to produce without a reasonable schedule of rates 
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throughout the southeast, and during the past years, we have ta 
been a to convince the railroads of this fact,” said Mr. Bari- 3 rn 
nowski. : 

He said his companies had been through a cycle of increas- — 
ing freight rates since 1927 and had been greatly concerned c in 
about the increased rates on slag as well as other commercial He # 
aggregates because such higher charges promoted the use of 250 
local or substitute road aggregates and the use of local quarries $ peer 
to serve individual communities. This development, he said prog: 


greatly reduced his companies’ market and also the tonnage of sa : 
aggregates transported by railroads. seng 


“We look to the future and see the cycle beginning all over per’ 
again,” continued Mr. Barinowski. ‘Having already been sub- onl 
jected to a 15 cents per ton increase in the majority of our of rd 
rates, we are already suffering from loss of business due to the ‘Ties 
10 per cent emergency charge that has been granted in these tia 
proceedings.” flash 

Transportation cost was the principal part of the delivered 
cost of road aggregates in the southeast, said Mr. Barinowski, 
adding that his companies’ situation in that area was quite dif- 
ferent from that existing in the north or east and that “our third 
scale of rates should be so considered.” iner 

Responding to a question by Mr. Ribe, on direct examina- pecs 
tion, Mr. Barinowski said he understood that the carriers in pera 
their petition had stated they had made investigations and were : 
assured that the proposed increases would cause no appreciable ort 
loss of traffic to the carriers. He said he had endeavored to Pad 
determine just what investigation had been made with respect had : 
to the proposed increases on road aggregates. He said he Tury 
learned from four state highway departments that no inquiry Tu 
was made in their departments by any railroads to determine Seas 
the effect of the proposed increases. B.G 

Mr. Ribe asked Mr. Barinowski what effect the loss of his and 
companies’ commercial market would have on their railroad ville 
ballast prices. 

“Frankly,” said Mr. Barinowski, “if we lose a good portion woul 
of our commercial market, thereby reducing our-tonnage, our terri 
cost per ton will naturally rise and it will be necessary for us said 
to greatly increase our prices to the railroads. This will mean stor 
that the railroads will not only lose the revenue formerly ob- of n 
tained from transporting our products, but will also be faced he s: 
with an increased cost of their own company requirements.” inate 

Mr. Barinowski said that outside of Alabama practically cons 
all of his companies’ competitors moved their products on intra- the 
state rates. wou 

C. Eugene Fowler and Henry D. Green, of the Alabama mov. 
Asphaltic Limestone Co., Birmingham, testified with respect to 
rate increases on natural limestone and pre-mixed road mate- a er 
rials. Mr. Fowler recited a succession of rate increases granted it tk 
by the Commission following which, in each instance, he said, busi 
it was necessary to ask the carriers for reductions. high 

Mr. Green said his company’s most serious competition 
came from the “job site.” There were numerous deposits of pror 
stone in the territory in which the company operated, he said, char 
adding that plants operated at these locations were mostly local amp 
enterprises and no rail haul was involved. Because of high Phil 
transportation costs, he said, his company had not been able to 194¢ 
do business in Georgia. This situation, he said, was relieved by wou 
a reduction granted by the southern railroads in August. He he s 
said he feared that if the proposed rates went into effect the to FE 
company would lose the Georgia business as well as that in $164 
other territories. He recommended flat reductions a ton. und 

Coal Dealers Testify $116 

W. M. Maxwell, of Memphis, Tenn., and Isadore Torch, fron 
Macon, Ga., coal dealers, testifying with respect to the effect navi 
of the proposed rate increases on the coal business, both took of 
the position that the increases, if effected, would compel many Wor 
customers to use other types of fuel like natural gas and oil. 50 t 

Frank E. Harrison, Jr., traffic manager of the Florida state due 
road department, said that agency’s position was that increases com 
in rates on roadway aggregates such as sand, stone, gravel and 
slag might not and probably would not produce the increase in 
revenue expected. si 

Mr. Harrison asked that the Commission deny any increase po 
in freight rates where any part of the increase was to offset pas- cent 
senger revenue deficits “until the railroads have made a con- proc 
scientious effort to meet the requirements of section 3(4) of he ¢ 
the interstate commerce act.” He also asked that the railroads in t 
be required to coordinate their schedules for the betterment of thar 
their passenger service to the public when feasible, or that the he { 
Commission divorce the passenger revenue angle from the pro- rosii 
ceeding and hold a separate investigation and hearing dealing 
with the existing conditions and lack-of revenue under present selli 
schedules and service. pric 

A substantial portion of the total cost a mile of state roads regu 
was reflected in transportation costs indicated in exhibits he plar 
introduced, said Mr. Harrison. He added that the Florida de- pric 
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partment was giving added consideration to adopting other types 
of roads that could utilize local materials. Summarizing his 
exhibits, he said it was apparent that further increase in freight 
charges on materials would not in and of itself create additional 
railroad revenue but was more apt to reduce present revenue. 
He said the increase sought by the railroads would add from 
$250,000 to $500,000 a year to the cost of Florida’s road building 
rogram. 
r oHe said it was his opinion that lack of coordination of pas- 
senger train schedules on all of the southern railroads was 
partly responsible for a decline in passenger revenue. Generally 
speaking, he said, gore? schedules had been developed self- 
ishly by individual railroads and arranged for the convenience 
of terminal passengers. The crack streamliners and “Trains of 
Tomorrow,” he said, benefitted people living in large cities. All 
the small townspeople could do, he said, was “watch them 
flash by with mixed feelings of envy and perchance resentment.” 


Simultaneous Hearings 


Because of a crush of witnesses wanting to be heard on the 
third day of hearing. Commissioner Alldredge assigned Exam- 
iner McGrath to hear a group of naval stores witnesses in 
another room of the Alabama capitol. Mr. Alldredge heard 
other testimony in the house of representatives. 

Examiner McGrath heard testimony of Carl Dodson, New- 
port Industries, Inc., Pensacola, Fla.; Frank L. Haver, Newport 
Industries, Inc., Memphis, Tenn.; Frank E. Harrison, Jr., who 
had testified in the main hearing room; C. S. Newton, American 
Turpentine Farmers Association, Cogdell, Ga.; P. J. Rooney, 
Turpentine and Rosin Factors, Inc., Savannah, Ga.; Paul H. 
Brock, Southern Pine Extracts Co., Tallahassee, Fla.; Copley 
B. Glass, Lerio Corporation, Mobile, Ala.; and C. Eugene Fowler 
— — Lord, of the Rockwood Alabama Stone Co., Russell- 
ville, Ala. 

Mr. Dodson said the proposed increases on naval stores 
would be 38 per cent in Official Territory and between that 
territory and other territories and 28 per cent otherwise. He 
said petroleum oils and solvents, chief competitors of naval 
stores, would have the same proposed increases with a maximum 
of nine cents a 100 pounds. Because of competitive conditions, 
he said, the rate on the turpentine group should have no greater 
increase than petroleum products. He identified naval stores as 
consisting of rosin, pine oil, turpentine and other products. If 
the rates were increased, he said, it was possible his company 
would ship by water routes in certain instances where rail-water 
movements had been the custom. 

Mr. Haver said if the rate on turpentine was increased to 
a greater extent than that on petroleum solvents it would make 
it that much more difficult for the turpentine producers to do 
business. He testified that the price of turpentine was still 
higher than that of petroleum naphtha. 

Mr. Harrison entered exhibits showing the effects of the 
proposed rate increases on rosin and turpentine, pine tar, and 
charcoal. He cited rate increases from his exhibits. For ex- 
ample, he said, the rate on charcoal from Shamrock, Fla., to 
Philadelphia, Pa., was 47 cents a 100 pounds as of June 30, 

6; was increased to 58 cents as of January 1, 1947, and 
would be 80 cents under the proposed increases. This meant, 
he said, that for a shipment weighing 35,000 pounds, Shamrock 
to Philadelphia, the charge on June 30, 1946 would have been 
$164.50; on January 1, 1947 it would have been $203.50; and 
under the proposed increases would be $280, or an increase of 
$115.50 over June 30, 1946. 

Mr. Newton said labor in his industry now accounted for 
from 50 to 60 per cent of production costse His organization’s 
naval stores, he said, were sold in 1,760-pound units consisting 
of 360 pounds turpentine and 1,400 pounds rosin. Prior to 
World War II, he said, naval stores exports amounted to from 
50 to 55 per cent of production. The decline, he said, had been 
due partly to postwar economic decline abroad and partly to 
competition. 

Other Naval Stores Testimony 


Mr. Rooney said his organization had not readjusted prices 
since the 10 per cent interim increase went into effect. He said 
experience showed that when turpentine reached a price of 50 
cents a gallon the consumer would consider using some other 
product.. The turpentine market of the paint manufacturers, 
he said, was lost to petroleum naphtha. He said any increase 
in the rate for transporting turpentine should not be greater 
than that on its chief competitor, petroleum naphtha. He said 
he favored a straight percentage increase on turpentine and 
rosin. 

Mr. Brock said there had been no great fluctuations in the 
selling prices of pine tar since January 1, but that the delivered 
price had been increased from 29 to 34 cents after the O.P.A. 
regulations expired. He said his company’s Fort Myers, Fla., 
plant paid higher freight rates than other plants but that the 
price asked would not permit this increase to be passed on 
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to the consumer and the plant was closed. On charcoal, how- 
ever, he said, the prices had been down since January 1, the 
demand having decreased with the end of its large metallurgical 
use in wartime. He said if charcoal could stand any advance 
for increased transportation costs, it would be not more than 
five cents a 100 pounds. 

Mr. Glass said that competitors in Texas and southwestern 
and middle western points had a short distance advantage over 
his company in shipping from Mobile and that further transpor- 
tation cost increases would further restrict the company’s dis- 
tribution. 

Mr. Lord said that on a basis of 50 cents a 100 pounds plus 
the emergency 10 per cent, the freight charge to the consumer 
on rough building stone was $31.34 a ton, but would advance to 
$34.12 under the proposed increases. He illustrated the size of 
some building jobs by saying, for example, that the National 
Gallery of Art in Washington consumed 100 carloads of stone. 

In the main hearing room Commissioner Alldredge heard 
testimony of E. L. Hart, on behalf of Georgia producers of road 
aggregates; L. A. Gossage, for T. L. Herbert & Sons Sand 
Gravel Co.; T. F. Wallace, Roquemore Sand and Slag Co., and 
Montgomery Gravel Co., operating three plants in Montgomery 
county, Ala.; W. G. Pruitt, of the Alabama highway department; 
— Louis A. Schwartz, New Orleans Traffic and Transportation 

ureau. 


Georgia Road Aggregates 


Mr. Hart said the Georgia road aggregate producers fav- 
ored a percentage increase of line-haul rates and not a flat 
amount in cents a ton. This had been their consistent position, 
he said, in all general advance rate cases since World War I. 
It was only in that way, he said, that short-haul traffic would 
not be penalized in favor of the long haul. In the more recent 
general advance rate cases the Commission had approved a per- 
centage increase on these commodities, said Mr. Hart. Present 
rates were as high as these commodities could stand without loss 
in tonnage and revenue by the carriers through substantial 
ne to other types of transport and roadside operation, he 
said. 

Mr. Gossage urged the Commission, if it decided to author- 
ize any increase in the rates.on common sand and gravel, not to 
grant an increase on this “low grade, heavy loading commodity” 
in excess of 10 cents a ton on traffic between points in the south. 

“We further petition the Commission,” he said, “that any 
increase, which may be imposed on rates on common sand and 
gravel between points in the south, should be stated in cents per 
ton rather than percentage advances thus preserving established 
relationships, which are very important to our industry.” 

Mr. Wallace said that the gravel companies be represented, 
in order to keep from increasing their prices, which increase 
would destroy their long-haul markets, had installed the most 
agree ae efficient plants and mining equipment available. 

e added: 


By doing so, we have only had to increase our gravel price one 
time since 1941, and this increase by only five cents per ton, which 
amounts to less than six per cent on gravel and no increase on sand. 
This in spite of the fact that our labor cost has trebled and the cost 
of our supplies and parts almost doubled. This small increase is also 
the average increase over the entire United States, as shown in table 
number 3 as tabulated by the U. S. Bureau of Mines, Washington, D. C. 


He said his companies realized the need for more revenue 
for the railroads, and were in thorough accord with the maxi- 
mum 15 cents a ton increase granted the carriers in January, 
1947. It was his companies’ studied opinion, however, he said, 
that should any further freight increase be granted, their long 
haul shipments would be curtailed at least 50 per cent, and that 
this decrease would seriously affect the financial well being of 
the railroads serving Southern Territory. 

“Our estimate of the loss to these carriers would be ap- 
proximately $428,000 for this ten months period,’ said Mr. 
Wallace. “The loss to our companies would amount to approxi- 
mately $125,000.” 

He asked for withdrawal of the present “10 per cent emer- 
gency surcharge” and denial of any further increase in rates on 
gravel and sand. 

. Mr. Pruitt, called for direct examination by Attorney Gen- 
eral Albert A. Carmichael, of Alabama, discussed increased costs 
of building roads that would result, he said, if the proposed 
increase became effective. He said such a development would 
cause the carriers to lose business and many persons to be 
thrown out of work. 

Mr. Schwartz’ testimony consisted of an explanation of an 
exhibit entered by him with respect to the increases as of 
June 30, 1946, and January 1, 1947, and the instant proposed 
increases, applicable to beet or cane, sugar, syrup and molasses, 
blackstrap molasses, green coffee, clean rice, burlap bags, cotton, 
grain and grain products. 

Commissioner Alldredge also heard testimony of L. O. 
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Kimberly, Jr., of Atlanta, representing several hundred textile 
mills in eight southern states. 


Textile Mills Represented 


Mr. Kimberly said the position of these mills was that the 
carriers should aH granted no greater increases than found 
necessary to provide efficient transportation under economical 
management. 

“It is particularly our view,” he said, “that the revenue 
needs of the railroads in other territories should not form the 
basis for increasing rates on traffic within Southern Territory 
to a higher level than otherwise necessary.” 

Discussing an exhibit dealing with proposed carrier in- 
creases on interterritorial traffic, Southern to Official Terri- 
tories, Mr. Kimberly said the textile mills held that no possible 
justification existed for a higher level of rates on interterritorial 
movements than the highest of the levels maintained for a cor- 
responding distance within either of the two territories through 
which the interterritorial movement occurred. 

In a majority of instances shown, he said, application of 
the same percentage increase on interterritorial traffic as pro- 
posed on traffic within Official Territory would actually have 
the effect of producing interterritorial rates materially higher 
than the highest level for a corresponding distance within either 
of the two territories through which the interterritorial ship- 
ment was transported. 

The mills held, he said, that any percentage of increase 
authorized within Official Territory, higher than the percentage 
increase authorized in Southern Territory, should not form a 
basis for increases on interterritorial traffic. Instead, he con- 
tinued, the interterritorial rates properly should be increased 
only by some intermediate percentage between th higher and 
the lower percentages of increases authorized in the two terri- 
tories involved. 

Mr. Kimberly said that since the Ex Parte 162 increases 
had the effect of disturbing the previously existing relationship 
of rates to southern mills with the export rates by greater 
increase to the mill points, his clients held that it would be 
entirely proper to take into account such greater increases in the 
Ex Parte 168 proceedings in arriving at the maximum additional 
increase that might be authorized in Ex Parte 166. He added: 

Even if that is not done, however, we urge that in no event should 
the Commission approve any greater increase in this proceeding than 
would result from whatever increase may be authorized in the basing 
rate from Memphis to New Orleans and that if the full 28 per cent 
sought by the carriers is granted the maximum increase of 10 cents 
per 100 pounds should be observed in conformity with their proposal. 


Mr. Kimberly observed that the Commission, in Blytheville 
Chamber of Commerce vs. A. & R. R.R. 259 I. C. C. 201, pre- 
scribed a differential of 10 cents a 100 pounds between the rates 
subject to 35,000-pounds minimum and rates subject to 50,000- 
pounds minimum. He said the differential was maintained in 
applying the Ex Parte 162 increases, but that in the 10 per cent 
interim increase effective October 13, this differential was in- 
creased to 11 cents a 100 pounds. He said the proposal of the 
carriers to observe 10 cents a 100 pounds as maximum would 
result in restoring the Blytheville differential, and added: 


It is our position that this differential should be restored and 
maintained and that under no circumstances should the increase be 
applied in such manner as to widen the spread fixed by the Commission 
in the Blytheville case between rates available for the movment of 
uncompressed cotton and those available for the movement of com- 
pressed cotton. 


Verified Statements 


Verified statements were received from Kaolin Clay Pro- 
ducers Association, Inc., New York; Armour Fertilizer Works, 
Atlanta; Laclede-Christy Clay Products Co., St. Louis, and Carl 
Dodson, Newport Industries, Inc., Pensacola, Fla. 


Kaolin asked the denial of the carriers’ petition for a full 
38 and 28 per cent increase on its commodity, “China Clay or 
Kaolin,” that any increase, if and when authorized, be ordered 
published on a flat sum basis, per ton or per 100 pounds, rather 
than on a percentage basis; that the applicants commodity be 
continued to be given specific or maximum treatment; and that 
the carriers’ petition to increase each separate factor of combi- 
nation rates be denied. 


Armour Fertilizer opposed the “tremendous increases” pro- 
posed on fertilizer and fertilizer materials, asking the Commis- 
sion to consider the burden they would place on agriculture. 
It added: 


In our opinion the maximum increases already granted in Ex 
Parte 162 on fertilizer, fertilizer materials, sulphur, potash, and phos- 
phate rock are adequate for this class of traffic which loads heavy with 
considerable shipped in bulk and on which claims for loss and damage 
are negligible. However, if your Honorable Commission finds in favor 
of the rail carriers and grants additional increases, we ask that they 
be limited to maximum amounts on these commodities. 


TRAFFIC WORLD 


Laclede-Christy, manufacturer of refractory materials, fire 
brick, sewer pipe and other products, said that if it were to 
continue to compete it was important to: Maintain the uniform 
brick list; maintain uniform rates on all articles in the brick list; 
and, among other things, restore relationships on brick rates 
in effect prior to Ex Parte 162. 

Mr. Dodson requested, if the Commission found the appli- 
cant carriers entitled to the proposed increases, that resinous 
waste wood, from which naval stores are extracted, be given 
the same kind of special treatment that might be accorded other 
low-grade commodities, such as pulpwood. 

At the end of the third day’s hearings at Montgomery there 
had been close to 50 appearances of witnesses. 


More Than 75 Witnesses Heard 


Testimony from a large portion of shipper interests of the 
southeast in opposition to increases in freight rates was con- 
cluded on November 21, as Commissioner Alldredge announced 
the end of a five-day hearing in Ex Parte 166, Increased 
Freight Rates, 1947, held at Montgomery, Ala., in the historic 
state capitol building (see Traffic World, Nov. 22). 

With more than 75 appearances of witnesses, some of 
whom individually appeared more than once to represent dif- 
ferent interests, Commissioner Alldredge and Examiner John 
P. McGrath, assisted in the early stages by Chairman Nat B. 
Knight, Jr., of the Louisiana Public Service Commission, heard 
the story of rate increase opposition in the south from repre- 
sentatives of numerous industries, and from trade and traffic 
associations, chambers of commerce, and southern port inter- 
ests. 

In the last two days of hearings Attorney General Albert 
A. Carmichael of Alabama presented a long list of witnesses 
from the state government and different segments of industry 
in opposition to the rate increases. 

The increases asked by the roads were, generally, 28 per 
cent within Southern Territory; 38 per cent interterritorially 
between Southern and Western Territories, on the one hand, 
and Eastern Territory, on the other; and 28 per cent interter- 
ritorially between Southern and Western Territories, subject 
to exceptions for named commodities. Various witnesses, in 
opposing the increases, referred to an average increase of 27 
per cent. 

Many of the witnesses asserted that before any increases 
were granted there was room for railroad improvement in 
methods of operation and many predicted that if the proposed 
rates went into effect there would be diversion of much traffic 
from the rails to other modes of transport. 


Textile Witnesses Heard 


As Commissioner Alldredge began the fourth day of hear- 
ae, ne of representatives of the textile industry was 

eard. 

Charles W. Strickland, Greensboro, N. C., of the Prox- 
imity Manufacturing Co., and Cone Export and Commission 
Co., cotton mill and finishings plant operators, said it was the 
position of the interests he represented that the carriers should 
be given no greater increase than found necessary to enable 
them to provide efficient service. 

“It is our view,” said Mr. Strickland, “that the revenue 
needs of the carriers in the various territories involved should 
be individually considered. As far as possible the border terri- 
tory barriers which have caused so much criticism and an out- 
lay of tremendous amount of money both by shippers and rail- 
roads should be wiped out. This was partially done in Dockets 
28300 and 28310.” , 

Rupert L. Murphy, traffic manager for associations repre- 
senting 205 textile mills in Georgia and Alabama, urged the 
Commission not to grant the carriers further increases. 

“With the rates and charges now applicable, including the 
10 per cent emergency charge which became effective on Octo- 
ber 13, 1947, and the trend of increased traffic to carriers,” he 
= — is a great possibility that their revenue needs will 

e met. 

“It would appear that what is most needed by the car- 
riers at this time are the facilities for handling the additional 
traffic that is available, or either an improvement in the serv- 
ices now being rendered.” 


Mr. Murphy said there should be no additional burden 
placed on interterritorial traffic merely because Official Terri- 
tory carriers were found to be in need of revenue. He said if 
such an added burden were placed the eastern carriers would 
not receive the added amount over that sought within South- 
ern and other territories. 


Not only, he said, were the textile mills greatly concerned 
over the railroads’ petition asking the same percentage of in- 
crease between Southern and Eastern Territories, as was 
sought within Eastern Territory, applying against textiles, but 
they were also concerned, he said, with the heavy movement 
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of machinery, chemicals, wool, wool tops, fibre, yarns, paper 
and many other commodities received by the mills from pro- 
ducers located within Eastern Territory. He predicted diver- 
sion of much textile traffic from rails to other forms of trans- 
port in the event the additional increases were granted. 

Mr. Murphy said a serious problem confronted the Ala- 
bama and Georgia textile mills with respect to the rates apply- 
ing on textile products and related articles. In previous gen- 
eral increase proceedings, he said, the increases as authorized 
for application against the rates applying on textile products 
had a tendency to disturb greatly the group relationship of 
mills located in the southeastern and Carolina mill territories 
by broadening the spreads and continuing to place Alabama 
and Georgia mills at a greater differential over their competi- 
tors in the Carolina territory. , 

Mr. Murphy offered exhibits which he said clearly indicated 
the disturbances of the original spreads brought about by 
previous general increases and as proposed in the instant pro- 
ceeding to the detriment of Alabama and Georgia mills. He 
urged that the Commission require a maximum amount of in- 
crease on textile products in connection with any general in- 
crease on traffic in general. 

“The disruption of the spreads in favor of the Carolina ter- 
ritory on textile traffic destined to Eastern or Official Terri- 
tory,” said Mr. Murphy, “has not by any means been offset in 
the reverse direction on traffic moving to Western Territory, 
whereby the Alabama and Georgia mills would supposedly 
have the advantage, with distance being considered, to a large 
portion of Western-Transcontinental Territory.” : 

Mr. Murphy cited examples of the spreads from his ex- 
hibits. He noted, among other things, that the Greensboro, 
N. C., rate as compared with the Birmingham, Ala., rate on 
finished cotton piece goods that was in effect on March 17, 1942, 
to New York, was 41 cents in favor of the Greensboro shipper. 
This spread was increased to 50 cents under Ex Parte 162, effec- 
tive January 1, he said, adding that under the proposed increase 
the spread would be hiked to 69 cents in favor of the Greens- 
boro shipper. : : 

With respect to rates on finished and unfinished cotton 
piece goods to Rochester, N. Y., he said, there had been an 
increase in the spreads in favor of the Carolina shippers by 
approximately the same amount as was true of the New York 
situation. 


“Small Shipper” Wires Protest 


Commissioner Alldredge received from M. J. Moss, Jr., of 
Orlando, Fla., a telegram that was not incorporated in the 
record because the witness was not present for cross-examina- 
tion. It read: 


As a very small shipper, who can’t attend the meeting, I want to 
add my protest to the proposed rail rate increases. Why do these nine 
grand old southern states blindly vote the New Deal ticket year after 
year, decade after decade, thereby okaying the class legislation that 
causes these rate increases, when we know we will be kicked around 
another 80 years by the same bull dozers we keep voting for. If we 
would stop voting on sentiment and begin voting for our pocketbooks, 
and two-party government, we would inflict sudden death on the New 
Deal, Then we might elect a southern President and be one of the big 
dogs ourselves. Let’s stop putting a red hot water bottle on the car- 
buncle, and take a voters’ knife in 1948 and cut out the trouble. 


Iron Ore and Manganese Ore 


. L. Turner, Birmingham, said he was associated with 
G. P. Cochran, industrial or traffic manager for more than 80 
industrial enterprises in southeastern and central states. In a 
statement not read but incorporated into the record, he op- 
posed the increases in Ex Parte 166 on behalf of Sloss-Sheffield 
Steel and Iron Co. He asked the Commission to find not justi- 
fied any increases in iron ore rates beyond those already 
authorized in Ex Parte 162, and to find not justified any in- 
creases on manganese ore beyond those now in effect under 
the interim increase. bets 

After reviewing circumstances under which it said Sloss- 
Sheffield was “at a peculiar competitive disadvantage in respect 
of two iron ore producers in the Birmingham area,” the state- 
ment said the company, in contrast to the competitors, was 
dependent on common carriers for transportation of its ores, 
limestone and coking coal. 

From an exhibit entered by Mr. Turner entitled “Tron Ore, 
Carload, to Birmingham and North Birmingham, Ala.,” said the 
statement, there was to be drawn the “inescapable conclusion” 
that approval by the Commission of the carriers’ proposal in 
Ex Parte 166 would result in Sloss-Sheffield being placed at a 
still further economic and competitive disadvantage. There was 
a strong likelihood, it said, that the company’s production of 
pig iron would be seriously affected with a consequent shrink- 
age of carrier revenues. ; 

The statement said that from an exhibit entitled “Man- 
ganese Ore, Carload,” showing, via several routes, the number 
of carloads and gross tons of manganese ore received by Sloss- 
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Sheffield at its North Birmingham blast furnace plant in the 
year ended October 31, it was readily apparent that this traffic 
was paying relatively high charges and if the carriers shown 
in the exhibit were being soundly and efficiently managed, their 
earnings should be satisfactory. It said that to add further to 
the transportation burden laid on managanese ore ex import 
to Sloss-Sheffield would be to exact on that traffic a level of 
rates unduly high and for which justification would be difficult, 
if not impossible. 

C. W. Thompson, of Birmingham, said he also was associated 
with G. P. Cochran and represented National Southern Prod- 
ucts Corporation. He said an increase of more than 10 per cent, 
with a maximum of 2% cents a 100 pounds, on sulphate black 
liquor skimmings in tank cars, such increase including the 
interim increase, would be as injurious to the carriers as it 
would be damaging to the industrial producers of tall oil. He 
requested the Commission so to find. He asked the same treat- 
ment as that given rates on oil, fish or sea, animal, vegetable 
or nut, as listed in items 183 and 185, page 8 of the carriers’ 
September 5 petition. Mr. Thompson explained that tall oil, 
used in making industrial soaps and cleansing compounds, and 
in paints and lacquers, was derived from the acidulation of 
black liquor skimmings, formerly a waste paper product. 

He said any increase in rates on sulphate black liquor 
skimmings would have a tendency to restrict production of tall 
oil to those paper mills having their own conversion facilities. 

Mr. Thompson said he opposed the rails’ petition for rate 
increases without a maximum on liquefied petroleum gas in 
tank cars. In this, he said, he acted for the Southern Natural 
Gas Co., Birmingham, and the West Florida Gas & Fuel Co. He 
said the carriers proposed to apply the full increases of 28 per 
cent or 38 per cent on liquefied petroleum gas, but on fuel 
oil, its chief competitor in the petroleum group and numerous 
others in the petroleum list, the rails proposed increases of 
28 or 38 per cent but with a maximum of nine cents a 100 
pounds, when in tank cars. He said he protested this and asked 
the same ratio for liquefied petroleum gas. 

Appearing also for Concrete Manufacturing Co., Birming- 
ham, with respect to coal cinders in carloads, Mr. Thompson 
said an increase should be allowed on coal cinders the same 
as allowed on slag, crushed stone, and related articles. 


T. V. A. Men Heard 


Commissioner Alldredge then heard testimony of three 
representatives of the Tennessee Valley Authority. 

Norman Wengert, the first T. V. A. witness, said that 
agency believed that the proposed increases applicable to phos- 
phate rock and phosphate fertilizers would be contrary to the 
national interest. Among the reasons, he said, were, that the 
increases would impede vital and necessary expansion in the 
use of this material; would limit the investment in fertilizer 
production capacity, and consequently the production of this 
material; and limit the opportunities for sound agricultural ad- 
justments in many parts of the country. 

Mr. Wengert said the proposed freight rate increases on 
phosphate rock and phosphate fertilizers would adversely affect 
the nutritional standards of the population. He also discussed 
the effect of a rate increase on the agricultural development and 
watershed protection in the Tennessee Valley and what he 
described as the adverse effect of the increase on T. V. A.’s 
educational program. Turning to the subject of the ability of 
farmers to absorb the rate increase he quoted data from the 
October issue of a U. S. Department of Agriculture publication 
entitled “Agricultural Situation” to the effect that in 1946 the 
net per capita farm income was $620, while the similar figure 
for persons not on farms was $1,326 for the same period. 

“These income data to my mind suggest that increases in 
the price of phosphate fertilizers cannot well be absorbed by 
the average farmer and that consequently such an increase in 
price would only endanger the chances for meeting soil needs,” 
he said. ‘‘Moreover, a large proportion of farmers have incomes 
far below the average.” 

Tenn. vs. Fla. Phosphate Rock 


Reynold B. Burt, the second T. V. A.’witness, said present 
freight rates favored the use in the Tennessee Valley area of 
phosphate rock from the Tennessee reserves, instead of rock 
from the Florida field. An increase in freight rates, he said, 
would increase the discrepancy between freight costs applied 
to rock from the two fields that would accelerate the rate of 
depletion of the Tennessee phosphate reserves. 

The bulk of fertilizer produced by T. V. A. had been triple 
superphosphate, said Mr. Burt, adding that its manufacture in- 
volved three stages: (1) production of elemental phosphorus 
in an electric furnace; (2) manufacture of phosphoric acid 
from the phosphorus; and (3) acidulation of phosphate rock 
pei the phosphoric acid to produce concentrated superphos- 
phate. 


Phosphate rock usable for producing phosphate fertilizers 
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was obtained from the Rocky Mountain area, Tennessee, and 
Florida, said Mr. Burt, adding that the Tennessee deposits had 
been seriously depleted by military demands and increased fer- 
tilizer needs of occupied countries as well as the United States. 
By far the greater portion of the rock reserves were in the 
Rocky Mountain area, but they had not been extensively devel- 
_— because of the long freight haul to consuming areas. He 
a : 


During recent years, however, with a growing recognition of the 
tremendously increased need for phosphatic fertilizers in the middle 
west, interest in developing the western rock deposits and in construc- 
tion of fertilizer plants capable of utilizing these deposits has increased 
greatly. T. V. A., because of its national responsibilities with respect 
to fertilizer developments, and its interest in conserving the Tennessee 
reserves, has cooperated to the fullest possible extent with the De- 
partment of the Interior and also with private businesses interested in 
development of the western deposits. . 


At present, he said, T. V. A. generally used Florida rock 
for acidulation and Tennessee rock for furnace charge. Given 
what it would regard as a reasonable level of rates from 
Florida, he said, the agency would desire to use Florida rock 
almost exclusively. He added: 


If, on the other hand, the Commission were to grant a percentage 
increase such as requested here applicable to the existing level of 
rates, Florida rock would be placed at such a disadvantage that T. V. A. 
not only could not contemplate its use for furnace charge, but would 
be driven to consider seriously going back to Tennessee rock for 
acidulation, or, in the alternative, limiting its operations to the use 
of the more economical units in order to preserve the Tennessee 
reserves. ... 


Mr. Burt said that even allowing for the lower cost of 
Florida rock f.o.b. mine, the present rate structure encouraged 
use of Tennessee rock and discouraged use of Florida rock. 

He said the addition of a percentage increase such as that 
proposed could only result in: 

(1) Forcing existing interior producers to deplete the Tennessee 
reserves more rapidly than they otherwise would; and (2) discouraging 
expansion of production at interior points, to the great detriment not 
only of the national interest but of the railroads as well, 


Louis B. Rockwell, traffic supervisor for T. V. A.’s mate- 
rials division at Knoxville, Tenn., said that because of deple- 
tion of the Tennessee deposits, there was no longer any sub- 
stantial competition between Tennessee and Florida rock at 
intermediate points, except at locations very close to the Ten- 
nessee fields. The Tennessee field, he said, had been so de- 
pleted that it would be only a short time before Florida rock 
would have to be used by all producers which in the past had 
used Tennessee rock. 


Florida Rock Movement 


“Because of the need for conserving the remaining Ten- 
nessee reserves in the interest of national defense, I believe 
that the national interest would be best served by a rate struc- 
ture which would encourage the widest possible use of Florida 
rock immediately, by making it possible for Florida rock to 
move long distances by rail and to serve a large area which 
at one time was served by the Tennessee mines,” said Mr. 
Rockwell. 

He said the effect of a percentage increase would be seri- 
ously to prejudice the position of Florida rock at destination 
points far removed from the Florida fields, such as the T. V. A. 
plant at Sheffield, Ala. 

“The application of the full percentage increase to phos- 
phate rock would serve to intensify the disproportion between 
the low rates to the ports and the high rates to interior desti- 
nations,” he continued. 


Exhibits introduced by Mr. Rockwell, he said, demon- 
strated that the existing rate structure discouraged all-rail 
transportation of phosphate rock. He said that by keeping in 
effect low rates to the Florida ports, the carriers encouraged 
water transportation of phosphate rock and then put into ef- 
fect relatively low, water-competitive rates to the Atlantic 
ports in order to meet the competition thus created. 

A rate structure designed to encourage the growth of fer- 
tilizer plants in the middle west and southeast would assure 
the railroads a permanent and steady volume of traffic in a 
commodity with very favorable transportation characteristics, 
said Mr. Rockwell. 

“If the rates are made too high to move the traffic, how- 
ever, the fertilizer manufacturers must continue to expand 
their operations, to the extent they expand them at all, at 
gata where phosphate rock can be received by water,” he 
said. 

Phosphate rock was a very low-value commodity, said 
Mr. Rockwell, adding that the prices presently paid by T. V. A. 
f. o. b. Florida mines ranged from $3.25 a gross ton to $4.80 a 
gross ton. 
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“Thus it is seen that freight charges greatly exceed the 
value of the material,” he said. 

Frank W. Gwathmey, representing the petitioning rail- 
roads, wanted to know if Mr. Rockwell contended that the 
rate from Florida should be held down to conserve the supply 
in Tennessee. Mr. Rockwell said that was “too strong,” and 
that the phosphate rock rates from Florida were unreasonably 
high on June 30, 1946. C. J. McCarthy, T. V. A. counsel, said 
T. V. A. thought there should be no rate increase, but that if 
there were one it should be held as low as possible. Mr. Rock- 
well said one way the carriers could effect economy would be 
by cutting down circuitous routes. 

C. Eugene Fowler, of Birmingham, representing mahogany 
lumber interests, said the Commission, in Ex Parte 162, pre- 
scribed 10 cents a 100 pounds on native lumber but failed to 
provide that rate on mahogany, which carried a rate three 
cents over the native lumber rate. He asked the Commission 
to grant the mahogany industry no greater increases than 
native lumber received. 

- Mr. Fowler recited for the Commission what he described 
as recent instances of railway inefficiency in car delivery that 
had come to his attention. He said it took 30 days to get one 
merchandise car from Chicago to New Orleans. He said an 
1, c. 1. shipment from the west coast took more than 60 days 
to reach an eastern port and that the recipient company lost 
a year’s operation through this delay because it could only 
operate in a dry season. He said he cited these examples to 
show that the railroads should not ask “such large increases” 
until they could do a more efficient job. At Mr. Gwathmey’s 
request Mr. Fowler said he would furnish details as to these 
shipments. 

Alabama Witnesses 


Commissioner Alldredge asked Attorney General Albert A. 
Carmichael of Alabama to present his witnesses. Mr. Car- 
michael first called L. O. Wilson, who appeared on behalf of 
bey Alabama Department of State Docks and Terminals, Mo- 

ile. 

Mr. Wilson said the dock and terminal department’s in- 
terest in the proceeding was that the carriers’ petition re- 
quested authority to place in effect an increase of 27 per cent 
in freight rates, and that if this were granted, “certain things 
might transpire which would adversely affect the progress and 
expansion of the Port of Mobile.” 

Because of the long distance between Mobile and the great 
manufacturing centers located north and south of the Ohio 
River and along the Mississippi River, he said, a percentage 
increase would be greater to Mobile because of the longer dis- 
tance than would apply on traffic that could move to north 
Atlantic and south Atlantic ports. 

The Alabama docks, said Mr. Wilson, were nearly: alto- 
gether dependent on export and import for revenue. It was his 
opinion, he said, that any considerable freight rate increase that 
would raise the price on exports and also increase the import- 
er’s cost, might divert South American and other foreign trade 
to countries now coming into competition against U. S. exports. 
He asked careful consideration of this aspect of the problem. 

Commissioner Alldredge called attention to page 15 of the 
carriers’ petition on which it was said no increase was proposed 
in charges applicable at south Atlantic ports, Hampton Roads, 
Va., and south Florida ports and Gulf ports for wharfage, han- 
dling or tippling. 

_ Mr. Gwathmey referred to a current newspaper clipping 
which he said reported an all-time high in earnings of the Ala- 
bama docks and terminals. Mr. Wilson, in response to a ques- 
tion, said he was not in a position to say whether the quoted 
figures were accurate. Mr. Carmichael objected to the refer- 
ence to a newspaper clipping. He said he would comply with a 
request of Mr. Gwathmey that he furnish an official report on 
the situation. 

_H. S. Phifer, of the state revenue department, detailed 
reciprocal arrangements Alabama had with 22 states for waiv- 
ing collection of mileage taxes and other requirements for 
trucks traveling between these states. After question had been 
raised by railroad counsel as to the pertinency of the material, 
Mr. Carmichael said the data were to demonstrate the facility 
with which motor carriers. could perform interstate operations. 
Mr. Gwathmey drew laughs when he asked if Alabama waived 
taxes for outside railroads. 

William P. Mount, of the Mount Scrap Material Co., Mont- 
gomery, said his company shipped waste paper to a plant in 
Minnesota and that the price was at so narrow a margin that 
increased freight rates might prevent its shipment. The Min- 
ones ane depended on his company for its complete supply, 

e said. 

Leo J. Drum, of the Capitol Feed and Grain Co., Mont- 
gomery, opposed further increases in freight rates which, he 
said, would curtail business in his lines, narrow the operating 
territory and limit shipments. He said his company used rail 
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transportation altogether except for trucks operated in Mont- 
gomery. He said 50 per cent of the firm’s shipments went out- 
side of Alabama. 


Bruce Leads Alabama Attack 


John G. Bruce, transportation consultant and former. chief 
of the Department of Justice’s rate bureau in its antitrust divi- 
sion, headed the state of Alabama’s witnesses opposing the rate 
increases on the last day of the hearings. He said he had been 
retained by Attorney General Carmichael for investigations in 
connection with the railroads’ general financial and operating 
methods. ; 

He referred to a part of the Commission’s October interim 
rate decision relating to requirements of the law that the Com- 
mission consider the need of revenue sufficient to enable effi- 
cient management and rail service. He cited reports of the 
Bureau of Transport Economics and Statistics which, he said, 
showed a healthy recent trend with respect to rail income. 

The trend of traffic on a combined basis did not warrant an 
increase at the present time and not until a test had been made 
with respect to what the traffic volume would be this year, said 
Mr. Bruce. 

He cited total current assets of $3,457,618,814 as against 
current liabilities of $1,755,758,567 of the Class I roads for the 
first seven months of 1947 and said the increase in net income 
for that period as against the same period of 1946 was “decided 
and important.” 

“For the first three months in 1947, the net income was 
$121,829,027,” he said. “For the same period in 1946 the net 
income was $12,488,819, or an increase in favor of 1947 of $109,- 
340,208, over 1946. For the first six months in 1947 the net in- 
come was $213,219,796 while in 1946 there was a deficit of 
$18,032,277, showing an increase for 1947 over 1946 of $231,- 
252,073.” 

In the first seven months of 1947, he said, the ratio of in- 
come to fixed charges was 2.05 per cent compared to 1.13 per 
cent in the like 1946 period. He reported that selected liability 
items showed a total current liability in 1939, the last so-called 
normal year, of $2,528,504,705, which, he said, was approxi- 
mately more than $800,000,000 rail liabilities for the year 1939 
than existed for the first seven months of 1947. 

The most startling change, he said, was shown by the car- 
riers’ earnings for the first seven months of 1947 over the like 
1946 period and the entire year of 1939. The net income for the 
entire year of 1939, he said, was $94,638,951, for the first seven 
months of 1946 it was $11,720,072, and for the like 1947 period 
the net income was $242,041,790. He said payroll taxes for the 
Southern Region, deducted in part from the employe’s wages, 
increased 32.8 per cent in 1947 over 1946. The railroads, he 
said, were in no different position with respect to employe wage 
increases than other employers of labor. 

If passenger operating revenue had kept pace with freight 
operating revenue, said Mr. Bruce, the net railway operating 
income would be in a sounder condition. He said the present 
traffic trend was on an increase basis and that ton miles were 
constantly increasing. 

Turning to the. question of operating methods, Mr. Bruce 
said that with few exceptions most of the way-billing, expense 
billing, yard checking and other accounting were done by the 
railroads today in exactly the same manner as when he was a 
railway clerk in 1920. 


“It is my opinion,” he said, “that the installation of mod- 
ern methods of accounting and the employment of continuous 
carbon-ready forms in billing and expensing would save millions 
of dollars annually for every railroad in the nation.” 

Less-carload freight, he said, was still handled by methods 
used in 1920. He mentioned the use of conveyor systems, 
pallets and power hydraulic-equipped vehicles by manufac- 
turers, warehouse operators and others and added that the 
railroads, at many of their stations, were still using heavy hand 
trucks with obsolete axles and wheel arrangements. The use 
of such trucks, he said, reduced the capacity of a worker by 
at least two-thirds. ae 

He referred to Finance No. 15534, relating to an application 
of the Southern Railway for a certificate to abandon a line 
between Rome, Ga., and Gadsden, Ala., and quoted allegations 
that numerous cars had been diverted circuitously in an effort 
of the railroad to show that this segment should be abandoned. 
He quoted a witness as describing this as inefficiency and lost 
motion. 


Cites N. Y. C. Holdings 


Mr. Bruce read into the record certain balance sheet and 
earning power data relating to the New York Central to be 
compiled later as an exhibit. He said the material showed that 
the N. Y. C. was in substance and fact an investment company 
that issued bonds. He said the N. Y. C. had investments ex- 
ceeding 35 million dollars in public buildings and a number of 
hotels, including, among others, the Bilgmore and Commodore 
hotels and the Graybar building in New York, terminals in 
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Cleveland and Chicago, and a stockyards in Buffalo. He said 
this railroad had holdings in 24 motor common carriers owned 
or controlled through subsidiaries. 

In time of depression, said Mr. Bruce, the carriers, because 
of restricted income, asked the Commission for increases. In 
times of prosperity, he said, because of added cost, they also 
asked for increases. 

W. A. Northcott, of the petitioning railroads, on cross- 
examination, asked Mr. Bruce if he were not aware that oper- 
ating conditions for the first six months of 1946 were followed 
by the Commission’s rate increase orders and that it was obvi- 
ous that with increased rates the earnings would appear greater 
in the first seven months of 1947. He asked Mr. Bruce if he 
did not admit that it was the Commission’s purpose to better 
the railroads’ condition by granting the 1946 increases. Mr. 
Bruce said he did not question what the Commission did. 

Mr. Northcott, referring further to Mr, Bruce’s testimony, 
said payroll taxes came from railroad funds and not out of the 
employes’ pocketbooks. He referred to exhibits in Ex Parte 
166 entered at earlier hearings elsewhere by Dr. J. H. Parmelee, 
of the Association of American Railroads, as showing what he 
had just asserted with respect to payroll taxes. Mr. Bruce said 
he questioned Dr. Parmelee’s data because they were often 
derived from answers to questionnaires. He said Dr. Parmelee 
did not always know who was furnishing the information. 

Attorney General Carmichael made a motion in which he 
objected to inclusion of Dr. Parmelee’s exhibits in that they did 
not comply with rules of the Commission because, he said, they 
were prepared from questionnaires and auditors of railroads did 
not produce the information and did not appear to testify for 
themselves. 

Commissioner Alldredge said the motion was based on a 
misunderstanding. He said he had heard Dr. Parmelee’s testi- 
mony and was familiar with the background. He overruled the 
motion. 


State Agricultural Witnesses 


Ben F. Alvord, head of the department of agricultural 
economics, Alabama Polytechnic Institute, Auburn, Ala., pre- 
sented Alabama farm data showing, among other things, a 
sharp increase in fertilizer sales from 1939 to 1947. He said 
this was an important indicator of farm activity. Mr. Alvord 
entered for the record an estimate showing, he said, that trans- 
portation of all types required 6.4 per cent of the American 
consumer’s food dollar in 1939 and that the farmer received 
38.4 per cent of the dollar. 

Walter L. Randolph, president, Alabama Farm Bureau 
Federation, said freight rates were as important to the farmer 
as to any manufacturer and he considered the farmer in a 
sense a manufacturer, who “pays the freight both ways.” It 
was a serious matter to the farmers when the railroads asked 
for large increases, he said, especially in the southeast, where 
the farmers’ income was low. He said increased railroad effi- 
ciency should come before increased rates. 


E. E. Estes, Jr., until recently state purchasing agent and 
now assistant to the state director of finance, discussed the 
added financial burden which he said would fall on the Alabama 
state government in the event of a rate increase. As an illus- 
tration of purchase volume he said the state bought a million 
dollars worth of bituminous materials annually. Purchases of 
most commodities, he said, were made mainly f.o.b. destination, 
freight prepaid. Mr. Estes added that most of the state depart- 
ments operated on restricted budgets and that if commodity 
prices were forced upward by freight rates their purchases 
would necessarily have to be cut. 


W. Clyde McMurry, general manager of the Birmingham 
Traffic Association, representing approximately 226 shippers, 
said he had not been thoroughly convinced that the proposed 
increases were necessary. If increases were to be granted, he 
said, he favored, generally, a uniform percentage basis “across 
the board.” He was asked by Mr. Carmichael if he thought im- 
proved service and efficiency of the carriers might supplant the 
need for increased rates. Mr. McMurry said that he, as a 
traffic man, had worked in various branches of shipping. He 
said that, comparing railroad freight houses with modern in- 
dustries in the methods of handling materials, great improve- 
ments could be made that would reduce costs considerably. 
Mr. Carmichael wanted to know if Alabama’s three largest 
cities—Birmingham, Mobile and Montgomery—had adequate 
freight marshaling yards. Mr. McMurry said if they had such 
yards they caused a lot of delay. . 

Norwood Johnson, rate expert for the Alabama Public 
Service Commission, entered exhibits with respect to revenue 
and traffic in 1946 of eight railroads serving Alabama. Based 
on his statistics, he said, the proposed rate increases, at a 
conservative estimate, would cost Alabama industries and 
shippers approximately $20,000,000 more than they were paying. 

Haygood Paterson, state commissioner of agriculture, said 
an increase of 27 per cent in freight rates would’ greatly 
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add to the farmer’s burden. He said that in the rapid change- 
over to animal husbandry throughout the southeast, the impact 
would be almost disastrous. He added: 


During the month of October the Union Stock Yards and the Capi- 
tal Stock Yards in Montgomery shipped out about 200 cars of cattle 
to various points. This 27 per cent freight rate increase would represent 
an average of about 15 cents per 100, or $42 per car, making the addi- 
tional freight charge for the month $8,400. This added marketing cost 
would further handicap the whole southeast in its struggle to supply 
an important part of the world’s foodstuff, and would have to be borne 
by the farmer or passed on to the consumer, and the public cannot 
stand such an increase in food costs. 

Much propaganda has been issued belittling the efforts and in- 
telligence of the southern farmer. The production in the southeast 
during the recent war years has given it the lie. The agricultural 
southeast helped win the war with its tremendous increase in produc- 
tion of oils, fats, food, feed and forage. 


Mr. Paterson said that despite the handicap, including 
freight rate differentials, the southeastern farmers in the last 
80 years, by scientific farm practices and use of horsepower 
mechanization, were steadily moving forward to new accom- 
plishments. 

“Please do not further handicap them with this increase 
in freight rates,” he said to the Commission. 

Glenn T. Stebbins, president and general manager, Union 
Stock Yards Co., Montgomery, said any increase in transpor- 
tation costs, insofar as livestock was concerned, would have a 
tendency to reduce the market and his company’s revenues 
and operations. Transportation, he said, was one of the most 
important factors of the cost of meat to the American con- 
sumer. 

J. M. Stauffer, chief of the forestry division of the Ala- 
bama Department of Conservation, asserted that anything 
done to increase freight rates would jeopardize the forestry 
development of Alabama, one of the country’s leading lumber 
producers. 

James E. Burkett, head of the transportation department 
of the Chamber of Commerce of Montgomery, told the Com- 
mission he adopted the testimony of Mr. Bruce insofar as it 
applied to the freight rate situation in Montgomery. 


Port Traffic Rates 


David Knapp, Jr., general manager of the Mobile Traffic 
Association, said rail and water freight rate increases to and 
from the ports, applicable on export and import traffic, would 
adversely affect the country’s foreign trade and urged that the 
“utmost caution attend any further upward treatment of 
export-import freight rates at this time.” 

He said the cost and prices of U. S. manufactured and 
agricultural products had already reached an unprecedented 
high level. On exports, he said, an increase in the inland 
freight rate factor usually resulted in the addition of this in- 
crease to the price of the goods laid down at the port. This, 
he said, called for an increase in the cost of insurance, which 
was based on the total value, and the next rise, he said, was in 
the cost of consular documentation and customs duties of the 
destination country. In addition, he said, the cost of banking, 
collection of drafts, and other fees, also based on a percentage 
of the total value of the invoice, increased. He added: 


So that, the added transportation cost brings with it the burden of 
these other costs, and makes our prices in foreign markets higher, and 
higher; therefore, less attractive. 

At the same time other countries particularly in Latin America, 
who are friends, allies and good neighbors, but nevertheless rivals for 
our foreign trade are improving their economy and seeking these 
markets. 


Brazil, for example, he said, was buying huge quantities 
from the U. S., “but it is not our canned goods, our bicycles, 
our razor blades or our base ball bats. It is steel and brick 
and cement with which to construct buildings to house indus- 
try. This is praiseworthy, but it will be sad for us to price 
ourselves completely out of these foreign markets, and lose 
the friendly feeling that cultural intercourse and trade has 
created and developed for us.” 

The same proposition operated somewhat in reverse on 
import traffic, said Mr. Knapp. Some foreign nations, he said, 
desperately depended for existence on their exports to the 
United States, which become our imports. He added: 


When elements, such as increases in transportation costs from ports 
‘to our interior makes these materials more expensive than substitutes 
at hand, the imports fall off. This hurts the balance of trade, so essen- 
tial to good relations. 

It seems an unsound policy to contemplate spending billions of 
dollars to help Europe, and at the same time, by increases in our 
prices, make it so difficult to trade with our friends and neighbors on 
this continent, that they turn away from us. 


Mr. Carmichael presented for the record a stipulation from 
J. H. Guy, of the Home Coal Co., Montgomery, that he agreed 
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with the previous testimony of W. M. Maxwell, of Memphis, 
Tenn., and Isadore Torch, of Macon, Ga., coal dealers, who 
took the position that the proposed increases, if approved, 
would compel many customers to use other types of fuel like 
natural gas and oil. 

L. L. Schertzer, sales manager of J. W. Wells Lumber Co., 
Montgomery, opposed any increase on lumber transportation, 
saying, among other things, it would promote the substitution 
of competitive products for lumber. He said that if the 10 per 
-_ increase were permitted to stand, “I believe we could get 

i 
Effect om Liquor Prices 


Harry E. Gussenbaer, of the Alabama Alcohol Beverage 
Control Board, said the full effect of a 27 per cent increase in 
freight rates on beverage control operations could not be seen 
at the present time, but that definitely it would raise retail 
prices. He said “that fact is acknowledged by the entire dis- 
tilling industry as being bad for legal operation.” 

Present prices were decreasing consumer demand for higher 
priced bottled-in-bond liquor in favor of moderately priced 
blends, he said, adding that it was not unreasonable to presume 
that even higher prices would tend to increase a demand for 
“cheaper illegal merchandise of the bootleg variety.” 

The beverage control board paid $346,572.17 for freight 
charges in 1946, said Mr. Gussenbaer. It also purchased 447,100 
cases of wine in the same period, most of it on an f.o.b. Mont- 
gomery basis, some arriving from New York, Ohio and Califor- 
nia in bottles, he said. A large part came from California in 
tank cars to Montgomery and Birmingham, where it was bot- 
tled, he said. Mr. Gussenbaer added: 


If the 20 per cent increase granted January 1, 1947, and the 27 
per cent increase under discussion is added to the $346,572.17 actually 
paid for transportation by the board during 1946—the amount expended 
for freight would have been approximately $528,000, an increase of 
$181,600. This increase when marked up by the board would result in 
the consuming public having to pay approximately $300,000 more in 
addition to the unknown increase sure to be caused by the rise of 
wine f.o.b. Montgomery prices. 

What effect an increase of this size would have on future opera- 
tions is problematical. It would no doubt have a tendency to force 
sale out of legal channels, through the state stores into the illegal 
channels of moonshining and bootlegging. This would force the state 
to spend considerable sums on additional enforcement measures which 
would be necessary to combat these illegal operations and at the same 
time would lose for the state stores system the profit on all merchan- 
dise passing through the illegal channels. 


Mr. Northcott, of the railroads, brought laughter in the 
hearing room when he asked Mr. Gussenbaer if the situation 
would have any effect on the Monday rationing. 

J. W. Norris, president of the Building Supply Co., Mont- 
gomery, said he represented some of the smaller manufacturers 
of concrete blocks and some 40 dairies, and was opposed to the 
rate increases. In connection with dairy costs, he observed that 
Alabama was not a grain producing state and that the dairy 
farmers shipped large quantities of grain from the outside. 

W. O. Dobbins, Jr., director of the Alabama State Planning 
Board, opposing the increases, presented statistics on housing 
with reference to its cost as a consumer expenditure. In illus- 
trating the need for housing material, he said that 40.8 per 
cent of the homes in the United States and 31 per cent of the 
homes in the south were more than 30 years old. 

Mr. Carmichael asked for permission to enter for the record 
a verified statement of Allison G. Brush, president of King 
Pharr Canning Operations, Inc., with canning plants at Selma 
and Cullman, Ala., in opposition to the rate increases. He was 
informed by Examiner McGrath, however, that it was too late 
to submit a verified statement because the “other side’? would 
not have a chance to study it. Commissioner Alldredge over- 
ruled the request. 


Los Angeles Hearing Opens 


The Los Angeles hearing in Ex Parte 166, Increased 
Freight Rates, 1947, opened November 21 at the Pacific Elec- 
tric Building auditorium before Commissioner Aitchison, and 
Dr. Kenneth Potter, of the California Public Utilities Com- 
mission. Representatives of the west coast fruit and fresh 
vegetable industry testified at the opening session in opposition 
to any increase in freight rates on their commodities, and 
asked that if any increases are granted, they be on the basis of 
cents per 100 pounds rather than on a percentage basis. 

Harold Angier, of Fresno, Calif., general manager, Cali- 
fornia Grape & Tree Fruit Association, also appearing for the 
California Growers & Shippers Protective League, presented a 
pre statement bringing up to date various statistics in an 
earlier verified statement introduced by him at the Washington 
hearing, September 9. “As far as California deciduous fresh 
fruits and grapes are concerned, the flat 10 per cent interim 
increase granted the carriers more of an increase in freight 
rate than they had requested in their original) petition and 
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slightly less than they requested in their amended petition,” 
he said, adding that the grower is compelled to absorb the 
increases. 

Mr. Anzier said that if the request of the carriers for a 
maximum increase of 20 cents a 100 pounds and for an in- 
crease of 38 per cent in refrigeration charges, had been in 
effect during the 1947 pear shipping season, the grower returns 
would have been reduced by 16 cents a box, or by $480,000, 
and the volume of shipments of pears interstate would have 
been substantially reduced. “Transportation charges constitute 
the greatest single factor between the California grower and 
his eastern market,” concluded Mr. Angier. “This industry, 
which now produces and ships in excess of 45,000 refrigerator 
carloads in interstate commerce, cannot continue to do so in 
its present volume in the light of declining prices and increas- 
ing costs of transportation. Under these conditions, the grower 
and the railroads stand to lose. Many orchards and vineyards 
will go out of production and the railroads will lose the traf- 
fic.” 

In response to questions from James Knudson, of the 
Department of Agriculture, the witness said that precooling of 
cars is performed by the shippers. He said that the Canadian 
embargo on deciduous fruit, which become effective November 
17, will mean that 20 per cent of the 5,000 carloads of grapes 
now in storage, which Canada normally takes, will not be 
shipped, and that this will tend to further depress prices. 

The second witness was J. A. Montgomery, of San Fran- 
cisco, appearing for the California Growers & Shippers Pro- 
tective League, who presented an exhibit depicting the effects 
of the carrier proposals on carload revenue. Questioned by 
Harry Barron, of Chicago, counsel for the western railroads, 
the witness said that any freight rate increase will retard the 
movement of grapes and fruits, and that these crops will be 
diverted to wine or to local consumption. 

Mr. Montgomery asserted that the 10 per cent interim 
increase in line haul charges granted effective October 13, 
1947, by order of the Commission, has increased freight rates 
on deciduous fruits and grapes an average of approximately 
17 cents a 100 pounds to eastern destinations, or slightly less 
than the full increase of 20 cents a 100 pounds requested in 
the railroads’ amended proposal. “Unless the interim increase 
of 10 per cent is vacated, and should there be any increase 
granted in this proceeding, in either the line haul or protective 
service charges, the volume of interstate movement of fresh 
fruits and grapes and resulting revenue to carriers will be 
decreased because of lessened production of fruits or because 
fruits will be diverted to other outlets,” he said. 


Testimony of Potato Industry 


S. B. Carnine, executive secretary-manager, Kern County 
Potato Growers Association, Bakersfield, Calif., testified that 
Kern and Tulare counties shipped a total of 31,077 carlots of 
potatoes this year, of which 65 per cent moved east of the 
Mississippi River, and on which the railroads received $16,- 
626,195 in freight and refrigeration charges. “No other agri- 
cultural commodity in the fresh fruit and vegetable field offers 
the petitioning carriers a like revenue over a similar (three- 
month) period,” asserted the witness. 

Mr. Carnine added: 





























































































A tremendous increase in national potato production has taken 
place since 1939, from 187,604 cars that year, to 294,563 heavier cars 
in 1946. In spite of higher shipments, the present per capita consump- 
tion of potatoes is at an all-time low, now reported to be 119.6 pounds. 
Higher freight rates and charges will not increase consumption. . 
Freight rates on California potatoes must not only remain static; rates 
and charges must be reduced if present production is to be maintained, 
and the growers’ investment protected. . . . The carriers’ petition for 
an increase of 38 per cent for protective service is unreasonable and 
without justification. . . . I request that the Commission in its findings 
deny the carriers’ petition in its entirety, otherwise, exclude potatoes 
as covered in Ex Parte 166. 
















Mr. Carnine presented two other witnesses, Claude E. 
Botkin, of Arvin, Calif., a potato grower, and Ernest Marx, of 
San Francisco, traffic manager, General Potato & Onion Dis- 
tributors, who supported Mr. Carnine’s stand. Mr. Botkin said 
that higher freight rates would reduce the potato acreage, and 
that he had already reduced his acreage 40 per cent. Mr. Marx 
said that the present cost of shipping a car of potatoes to New 
York City is $564, not including protective service or federal 
tax, whereas other perishable commodities receive carload rates 
as low as $394. Mr. Marx replied to Mr. Barron that some 
potatoes are shipped via refrigerated truck to Chicago, and 
that potatoes will not carry satisfactorily by water. 


Vegetables and Melons 


The next witness, G. K. York, of the California Department 
of Agriculture, presented an exhibit which showed that the 
carlot shipments of specified vegetables and melons from Ari- 
zona and California had decreased substantially in 1947 from 
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1946, while the truck unloads from the same two states had 
generally increased in the same period. 

T. R. Phillips, of Los Angeles, traffic manager, Western 
Growers Association, followed with an exhibit which indicated 
that the proposed combined increased freight and protective 
service charges per car of specified vegetables and melons from 
California and Arizona to Detroit are: 


For asparagus and beans, $70.59; for broccoli, cauliflower, and peas, 
$50.92; for cabbage, $56.19; cantaloupes, $89.62; carrots, $68.19; celery 
and lettuce, $54.75 and $54.19; and for tomatoes, $61.41. 


Mr. Phillips protested any percentage increase formula, 
and asked that if any increase be found necessary, it be made 
in cents per 100 pounds—the traditional demand of the western 
shippers with the long haul to market. 

Franklin Gindick, of Los Angeles, statistician, presented 
four exhibits for the above association, intended to show the 
precarious position of the California grower of fresh fruits and 
vegetables. 


Dried Fruit 


The position of the Dried Fruit Association of California 
was presented by H. C. Dunlap, of San Francisco. “Dried fruits 
are today an outstanding exception to the rule in the nation’s 
agriculture,” he said. “Whereas prices have generally been 
rising as to nearly all commodities, the prices of dried fruits 
are down very sharply, from 30 to 60 per cent below the prices 
at this time last year.” 

He continued: 


Dried fruit must be sold in competition with other foods, particu- 
larly with other fruit foods. . . . Owing to flat percentage increases, 
transportation costs of dried fruits have within the last year been 
increased to a greater extent than have those of other fruit foods. The 
transportation characteristics of dried fruit are highly favorable, and 
unit earnings are extremely high, the average revenue being over 
$1,300 per car to all transcontinental destinations. . .. It is the posi- 
tion of the association that no further increases in the dried fruit rates 
are justified. 


Under cross-examination by Mr. Barron, the witness said 
that the federal government has recently purchased 193,000 tons 
of dried fruits, presumably for European relief. 


California Citrus League 


F. R. Wilcox, of Los Angeles, assistant general manager 
and treasurer, California Fruit Growers Association, appearing 
for the California Citrus League, testified that despite relatively 
good prices during the war, present high production costs are 
not conducive to continued planting of citrus fruit trees. His 
exhibit indicated how the Florida growers have outstripped the 
California citrus producers by more than double in the past five 
years. Mr. Wilcox said he feared that an increasing portion of 
the citrus crop would go to processing plants, and indicated 
what this would mean to the carriers: One ton of fresh fruit 
produces only 975 pounds of natural strength orange juice, 235 
pounds of bottlers concentrated juice, and 140 pounds of con- 
centrated juice, 30 pounds of pectin, and 1.5 pounds of oil, his 
exhibit showed. 

“Prices of citrus fruits have not increased to correspond 
with rising costs,” the witness said. “A price recession began 
a year ago in fresh fruit.” 

In a colloquy between Mr. Wilcox and Commissioner 
Aitchison, the witness said that wholesalers and retailers of 
fresh fruit have continued the high profit margins of O. P. A. 
days, that today the retailer takes a profit of 40 or 50 per cent, 
“twice too high. We think there should not be such a margin 
and we are trying to bring it down.” 

The witness said there has been substantial improvement 
in the techniques of canning fruit juices, and that there has 
been an increasing foreign demand for concentrated fruit juices, 
which conserve precious shipping space. The wholesaler and 


retailer margins on fruit juices are very low, he said, con- 
cluding: 


The prices of citrus fruit are lower now than in the war years. We 
have curtailed production. The 1947-48 crop will be 8,000,000 boxes 
below the record citrus crop of 1946-47 for the United States. 


Robert C. Neill, of Los Angeles, traffic manager, California 
Fruit Growers Exchange, presented an exhibit which stated that 
the total freight charges on 1946-47 shipments of California- 
Arizona citrus fruits, at rates in effect prior to July 1, 1946, 
were $57,303,000; that the total freight charges on the same 
shipments at the January 1, 1947, rates were $62,197,000; and 
that the total freight charges (including refrigeration in all 


_cases) at the proposed rates would be $70,248,000. “We oppose 


any increase on California-Arizona citrus fruits. Our prices are 
down, and transportation costs are now greater than the com- 
bined costs of picking, packing, and hauling, and constitute the 
highest single cost from tree to consumer,” said Mr. Neill. “We 
also oppose any increase in protective service charges. Refrig- 
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eration charges are supposed to be based on the costs of pro- 
viding the service, and we think that basis should be continued. 
We think the increased costs of protective service are due to 
carrier inefficiency and poor rolling stock. . . . We also oppose 
the 10 per cent interim increase in this proceeding.” 

Similar testimony on walnuts was entered by W. T. Web- 
ber, of Los Angeles, secretary and sales manager for the Cali- 
fornia Walnut Growers Association. 


Citrus Processors 


R. Y. Handasyde, of Los Angeles, appearing for the Citrus 
Processors of California, was the first witness November 22 
as the hearing resumed, in the California Public Utilities Build- 
ing. His one-page exhibit was intended to show that, in recent 
general rate cases, the carriers have used percentage increases 
‘in raising rates on citrus juices, causing a differential to be 
compounded to the advantage of Florida producers and the 
disadvantage of the California producers. Asked by Mr. Barron 
why so much Florida citrus juice is on the California market, 
Mr. Handasyde replied that production costs are much lower 
in Florida. 

J. H. Morrison, rate expert with the California Public 
Utilities Commission, San Francisco, presented an exhibit of 
25 pages which showed in part that 62 per cent of California 
fruits are delivered at transcontinental markets and that 83 
per cent of such deliveries are made in Official Territory. ‘The 
fruit and vegetable traffic from California constitutes the larg- 
est block of traffic handled in the nation over distances of 
2,400 to 3,000 miles,” he asserted, adding that the carriers’ 
proposals would increase charges on transcontinental fruit 
shipments by nearly $9,500,000, and would increase charges 
on transcontinental shipments of vegetables by more than 
$7,800,000. 

The remainder of Mr. Morrison’s exhibit was designed to 
show “the serious threat to carriers and shippers of transconti- 
nental traffic inherent in cumulative percentage increases in 
freight and other transportation charges.” 

Mr. Barron reminded the witness that the carriers have 
proposed a maximum limit on fruits and vegetables, which 
would also bear upon the Florida producers. James E. Lyons, 
general attorney for the Southern Pacific Co., San Francisco, 
asked the witness, “Is it your position that California fruit and 
vegetable producers can stand no further increases?” 

“The lowest possible increase that will give the carriers 
the revenue they need is the one that should be imposed,” replied 
the witness. 

Mr. Morrison told Mr. Knudson that the California state 
commission has followed the Commission and has granted 
a 10 per cent interim increase on intrastate shipments, effec- 
tive December 2, with the same exceptions that apply inter- 
state. 

Arizona Mining Testimony 


Charles E. Blaine then placed on the stand Charles F. 
Willis, of Phoenix, Ariz., state secretary of the Arizona Small 
Mine Operators Association, and a member of the Arizona State 
Department of Mineral Resources. Mr. Willis said that the 
present price of copper in New York is 21.5 cents a pound; of 
lead, 15 cents; and of zinc, 10.5 cents. “The price of copper 
is effected by the price of aluminum at 15 cents,” he said. 
“The 21.5-cents price will hold only until the present backlog 
of demand is met.” 

In reply to Mr. Barron, the witness stated that the healthy 
economic condition of Arizona depends chiefly upon a healthy 
mining industry. He replied to Mr. Lyons that not all of the 
3,800 members of the association own and operate mines. When 
Mr. Knudson undertook to question the witness, Mr. Blaine 
said that the association is not attacking agriculture. 

Mr. Lyons in cross-examination brought out that the small 
Arizona mine operators account for only about 3 per cent of 
the total ore production of the state, to which Mr. Willis replied 
that “the small mines of today will be the large mines of 
tomorrow. In the last two years, there has opened up in 
Arizona the largest deposit of copper ore in the United States.” 


West Coast Packing Interests 


The last witness presented by Mr. Blaine was E. F. Forbes, 
of San Francisco, a rancher, and president of the Western 
States Meat Packers Association, also appearing for the West- 
ern States Livestock & Meat Council. Mr. Forbes said that 
the position of the west coast packers is that the major middle 
west packers have injected a fixed-relationship theory in the 
case. The maximum increase proposed by them at Chicago 
will place the meat packing industry on the Pacific coast com- 
pletely at the mercy of the midwest packers,” he said. 

Mr. Forbes asserted that average labor costs in the mid- 
west plants are 30 to 40 per cent less than on the coast. Since 
the Commission’s decision in the Hormel case, in November, 
1945, which provided for a 35 per cent reduction in westbound 
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meat rates, the big national packers have enlarged their west 
coast plants, he said. The witness stated that in California 
in 1946 the per capita consumption of meat was 201 pounds, 
14 per cent above the national average; that almost all the 
meat produced in California is consumed in the state, except 
for a portion which is shipped to the Far East; that the Cali- 
fornia packers can’t ship meat eastward because of the high 
freight rates, far higher than the westbound rates; that the 
Hormel decision put the west coast pork producers out of busi- 
ness; that the largest hog slaughterer on the coast, as a result 
of that decision, has built a plant in Kansas, where he slaughters 
the hogs; that hogs can be delivered to the coast from Kansas 
jaa to $6 a head cheaper than they can be slaughtered on the 
coast. 

“Were it not possible for us to secure lamb and mutton, 
we would be out of the packing industry,” continued Mr, 
Forbes. “We feel that if a fixed rate relationship is established, 
and a maximum increase is set on livestock, we would he 
worse off than we are today. Livestock rates have always 
received larger increases than have packinghouse products or 
fresh meats. We oppose any increase in livestock rates, and 
think they are out of line today. We want no increase on 
eastbound rates, which are prohibitive now. The eastbound 
rate from Los Angeles to Chicago is $3.84 a 100 pounds, the 
westbound rate only $1.76. As to the 10 per cent interim in- 
crease already granted, we thought that shouldn’t apply to 
livestock.” 

Cross-examined by Mr. Barron, the witness said he opposes 
any increase on livestock rates into California, and any increase 
on dressed meats in or out of California, but that he doesn't 
oppose any reasonable increase in westbound fresh meat rates 
and packinghouse rates, which “are ridiculously low.” 

He said that the costs of operating refrigerated trucks are 
excessive compared with railroad costs. 

Under further cross-examination from various midwest 
packer representatives, the witness was asked to comment on 
an exhibit introduced by Mr. Blaine at Salt Lake City, which 
showed that 300,000 more hogs were slaughtered in California 
in 1946 than in 1945. “The rate of hog slaughter in 1944 and 
1945 was abnormally low,” replied Mr. Forbes, adding that 1947 
was the first normal year since the Hormel case decision. “The 
only class of meat that could compete eastbound is spring 
lambs, and in some years, beef,” he said. 

Mr. Forbes charged that the large packers have prompted 
the Commission to impose an inequitable rate structure on the 
west coast packing industry, and said that the rate structure in 
effect before the Hormel decision should be restored. 

Paul E. Blanchard, of Chicago, representing Armour & Co., 
asked, “Didn’t your packers, in two westbound meat cases, 
testify they couldn’t ship fresh meat out of here?” 

“The midwest packers tried to prove they couldn’t ship 
fresh meat here, and compete with those who shipped live ani- 
mals here for slaughter,” replied the witness. ‘After the first 
westbound meat case, Armour built packing plants on the west 
coast.” 

He said that the only rail revenue from the west coast 
packers was on inbound livestock, dressed hogs, and dressed 
pork cuts. “The railroads are now hauling dressed meats to the 
an 4 coast, where they formerly hauled livestock,” asserted Mr. 

orbes. 

He conceded, under questioning from Mr. Blanchard, that 
the position of some Chicago packers is that the rate relation- 
ship existing as of June 30, 1946, should be restored; and that 
the present spread in westbound rates is such that the rate on 
packinghouse products is 44 cents a 100 pounds higher than on 
livestock, and on fresh meats 78 cents higher than on livestock. 


Rail Icing Costs 


Fred Pettijohn, of Talahassee, Fla., of the Florida Public 
Utilities Commission, was placed on the stand to testify for the 
Florida citrus industry. The witness called attention to certain 
alleged discrepancies in Mr. Vivian’s exhibits for the carriers 
as to costs of providing refrigeration services. He said that the 
number of icings required between Florida and New York City 
has been cut in recent years, that in 1925 the average was 4. 
icings, and that today on third morning delivery it is 3 icings, 
and on fourth morning delivery, 4 icings. 

Cross-examined by Mr. Barron, the witness said he did not 
challenge Mr. Vivian’s estimate that 65 to 70 per cent of the 
total cost of providing protective service is represented by the 
cost of the ice, and that the cost of ice has risen. 


Pacific Coast Gypsum Industry 


Several witnesses appeared for the Pacific coast gypsum in- 
dustry in opposition to any increase in the rates on gypsum, 
gypsum rock, and agricultural gypsum, among them C. M. 
Rogers, of the Union Plaster Co., Phoenix, and Gabriel Bass, 
of ‘the Blue Diamond Corporation, Arden, Nev. The witnesse 
were presented by F. C. Hillyer.’ Mr.- Rogers stated that “the 
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proposed increase would jeopardize the rail movement of gyp- 
sum products from Phoenix into the Los Angeles area, as has 
happened in the cement and lumber industries.” 

Mr. Bass estimated that his company would, under the car- 
riers’ proposals, have to pay additional annual freight charges 
of approximately $16,000, and that “if anything is added to our 
present freight rates, it will be very difficult for us to continue 
shipping into those markets which consume practically our en- 
tire output. Because of the threatened increases it has been 
necessary to give consideration to the use of proprietary trucks, 
particularly to reach the greater Los Angeles area. The rail- 
roads would, in my opinion, lose the rail haul of materials from 
the Los Angeles area to Arden, Nev., and would lose the rail 
haul of gypsum products from Arden to the Los Angeles area. 
... The increases in rail rates from the distant interior plants 
to the coast would . . . encourage the importation of gypsum 
rock by water to the larger coastal cities.” 


Perlite Earth 


W. P. Tuller, traffic director, Great Lakes Carbon Corpora- 
tion, Chicago, presented a 44-page exhibit and a 43-page state- 
ment, which, he said, supported the carriers’ position as to pro- 
posals for maximum increases on diatomaceous earth and 
perlite rock. Cross-examination was laid over until November 
24 to permit carrier representatives to examine the exhibits. 


Los Angeles C. of C. 


Representatives of various Los Angeles industrial interests 
testified November 24 at the closing session of the three-day 
hearing in Ex Parte 166. 

W. G. O’Barr, secretary, rail and highway committee, traffic 
division, Los Angeles Chamber of Commerce, stated that the 
chamber’s board of directors had recommended resistance to 
the granting of increases in rates, to, from or within western 
territory in excess of those increases necessary to meet the 
needs of the western railroads. Mr. O’Barr’s exhibit stated 
that the carriers, in their revised petition, had dropped their 
request for an increase in the western district only 60 per cent 
as great as the increase required by the eastern district, and 
had “added a flat 13 per cent to the previously sought 25-15 
percentages, making them 38 per cent and 28 per cent in the 
east and west, respectively. This addition of a flat nationwide 
percentage caused the relationship of the western district in- 
creases, sought to rise from 60 per cent up to 73.6 per cent of 
the increases apparently required in the eastern district.” 

The witness said that the proposed rate increases would be 
as high as 98 to 130.4 per cent on a long list of commodities 
moving in heavy volume. Commissioner Aitchison observed 
that the exhibit did not show the results of the Commission’s 
decision in the Class Rate Case, docket No. 28300. 


Mr. Barron questioned Mr. O’Barr as to whether his state- 
ment expressed the policy of the entire chamber board of 
directors, and the witness replied he was authorized to speak 
for the chamber. He said he had no suggestion for Commis- 
sion action in Ex Parte 166. 

Mr. O’Barr announced that members of the Western Traffic 
Conference of retail establishments had presented their posi- 
tion in verified statements (see below). 


Position of Sears Roebuck 


Franklin H. Powers, general traffic manager of the Pacific 
coast territory for Sears, Roebuck & Co., Los Angeles, testified 
that his company does not believe the petitioners’ request for 
blanket increases for all the western territory is reasonable. 
“The Commission should give consideration to the additional 
revenues being derived by the rail carriers, both intrastate 
and interstate, on the Pacific coast due to certain increases we 
have had to bear which are higher than those granted in other 
parts of the United States.” 

He added: 


I feel’ the Pacific coast should be considered as a separate territory 
and the Commission should give consideration to the additional revenues 
derived by these western carriers from rate increases that have been 
obtained here. 

Shipments transportd between Oregon and Washington on the one 
hand and California on the other have been subjected to heavy increases 
brought about by various fourth section orders and by the cancellation 
of aforesaid orders as provided in the decision of the Commission of 
June 26, 1947, in docket No. 29721, plus the 10 per cent interim increase 
recently granted. 


Commissioner Aitchison observed that the Commission had 
found the above former rates unnecessarily low, and asked if 
the witness objected to that finding, to which Mr. Powers 
replied he did not. 

Sears, he said, opposes any further increase in rates be- 
tween Oregon and Washington on the one hand and California 
on the other, and believes the interim 10 per cent increase 
should be cancelled; opposes any increase for c.o.d. collection 
service; opposes the carrier proposal to increase minimum 
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charges on 1. c. 1. shipments from $1.00 to $1.50, and to increase 
carload minimums from $20.00 to $30.00; and opposes the re- 
quest to increase the minimum rate for p. u. d. service from 
50 to 75 cents a 100 pounds. “I believe that increases granted 
to the carriers so as to give them the same operating ratios 
as were in effect in 1939 would result in a reasonable and just 
rate structure,” the Sears traffic manager concluded. 

His exhibit showed that, for example, on a carload ship- 
ment of iron or steel furniture from New York City to Los 
Angeles the rate is $2.27 a 100 pounds which would become 
$3.13 under the carriers’ proposal. A shipment of the same 
merchandise from St. Louis to Los Angeles moves at the present 
rate, exclusive of the 10 per cent interim increase, of $1.75 
which would become $2.24. Mr. Powers observed: 


It will be noted that the western carriers would obtain 9.48 cents a 
100 pounds more increase in revenue on a carload of iron furniture 
from New York to Los Angeles than they would on a like carload from 
St. Louis to Los Angeles. Shippers should not be required to pay 
western carriers a higher increase in rates or revenue on shipments 
made interterritorially than the increases found necessary for the rail 
carriers within western territory. Sears opposes the granting of higher 
percentage increases on shipments moving interterritorially from Of- 
ficial Territory to the Pacific coast territory than is found necessary or 
justified for western territory. 


He suggested that if larger increases are granted inter- 
territorially, the revenue should accrue to the eastern carriers. 


Manufacturers Association 


The third witness was M. B. Pendleton, first vice-president 
and chairman of the freight traffic committee, California Manu- 
facturers Association, who said “that a substantial number of 
the people here are convinced that many shippers in this area 
have not received fair and equitable treatment, and that instead 
of believing that improvement may be forthcoming, many of 
our members believe more and more unfair freight penalties are 
being heaped upon the west.” 

As an example, he said, it is the association’s view that the 
general application of longhaul rates is grossly unfair. 

Commissioner Aitchison challenged the witness’ statement 
that in the past year “the railroads actually requested and re- 
ceived (freight rate) increases totaling up to 69 per cent,” the 
witness then modifying it to “requested or received.” 

Whereas U. S. corporations will wind up this year with 
total income 50 per cent or so above 1946, said Mr. Pendleton, 
the Association of American Railroads has estimated that rail- 
— net income is up 200 per cent in the first nine months of 

: ra 
The witness several times predicted that increased rates 
would bring about industrial decentralization, wherein western 
companies would have to establish plants nearer the eastern 
markets. He cited several instances where this has occurred, 
including his own company, the Plomb Tool So. 


Mr. Pendleton summarized the association position as 
follows: 


Consideration of the issues on a strictly regional basis, with’ no 
further general increases to western lines where no additional revenue 
needs are substantiated. 

In the event a further increase may be found justified within Of- 
ficial and/or Southern territory, but is not found to be justified in 
Western Territory, rates for through interterritorial traffic between 
points in California on the one hand, and points in Official and/or 
Southern territory on the other, be increased only on that portion of the 
through haul which is located in Official and/or Southern territory, and 


to the same extent, including maximum amounts as may be authorized 
within those territories. 


The witness said that the manufacturers had been able to 
absorb approximately one half of the amount of the various 
wage increases granted in recent years, and said that railroad 
management should seek means of absorbing the increases in 
rail wages. 

While west coast manufacturers are concerned both with 
the rates on raw materials and finished products, it is the latter 
with which most shippers are concerned, he told Commissioner 
Aitchison. 

William Henry, general manager, Henry Asphalt Co., Los 
Angeles, testified briefly that freight rates on adhesives and 
cements from Los Angeles to the northwest have been increased 
82 per cent in the last year; and that this has priced Los An- 
geles manufacturers out of that market because they cannot 
compete with Chicago companies. 

“The carriers propose to increase rates from Chicago a 
greater amount than from Los Angeles to Portland. Do you 
object to that?” asked Mr. Barron. “Yes, our rate is too high 
now,” replied Mr. Henry. 


Hay, Grain and Feed 


_ FF. F. Miller, traffic manager, California Milling Corpora- 
tion, Los Angeles, representing the California Hay, Grain & 
Feed Dealers’ Association, the Los Angeles Grain Exchange, and 
his own corporation, testified that the Trans-Continental Freight 
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Bureau has recently cancelled Pacific coast terminal rates on 
soy bean meal and cake, and that present rates on soy bean 
meal have become so high “it is going to be necessary for the 
mills on the Pacific coast to look for substitutes.” 

The attitude of the grain and feed trade to the proposed 
increases on grain is the following, he said: 


The trade is opposed to a straight percentage increase. . . . There 
have been so many percentage increases that the consignees located in 
California are at a great disadvantage in purchasing coarse grains— 
also in the outbound movement of their finished products. 


“We do not believe the carriers west of the Mississippi 
River need or should be given a 28 per cent increase, but if the 
carriers are able to show they are entitled to an increase, we 
ask the Commission to give consideration to not granting a 
straight percentage increase on grain and grain products, but 
that it consider a maximum of 5 cents a 100 pounds,” the wit- 
ness concluded. 

Cotton Interests 


L. H. Stewart, of Los Angeles, appearing for the California- 
Arizona Cotton Association, said he agreed with the carriers 
that there should be a maximum on cotton, but that it be set at 
7 cents instead of the 10 cents suggested by the carriers in their 
amended petition. He asked the railroads to readjust the mat- 
ter “by immediately correcting their present tariff for the future 
and by instituting a special docket application with a view of 
refunding these extra charges on past shipments made subse- 
quent to October 13, 1947.” 

On domestic oil, the witness suggested a maximum of 8 
cents. His exhibit, No. 25 Los Angeles, was accepted. 

The last witness was N. Nightingale, traffic manager, Vic- 
tory Packing Co., Los Angeles, horse slaughterer, who said that 
the 28 per cent increase on the finished product would bring 
the rate up to around $5.02 a 100 pounds, whereas the competi- 
tion from the midwest would run from $1.90 to $2.00; and that 
this develpoment would gradually put his company out of 
business. 

Commissioner Aitchison declared the hearing suspended, to 
reconvene in Portland, Ore., November 28. 


Verified Statements 


Among the verified statements presented to the Commission 
at the Los Angeles hearing, and subsequently accepted into the 
record, are the following: 

Beans and Rice 


R. F. Ahern, traffic manager, Rosenberg & Co., San Fran- 
cisco, on rice and beans. Mr. Ahern said in part: 

Intense competition exists between rice grown and milled in Cali- 
fornia and that grown and milled in Arkansas, Louisiana, and Texas. 
. . . Because of the higher rates applying to the movement from Cali- 
fornia to eastern points a 38 per cent increase or any percentage in- 
crease, will broaden the differential between California and competing 
states located nearer to the large eastern consuming markets. ... It 
is urged that if any increase is found justified that it be made subject 
to a maximum increase of 18 cents a 100 pounds. 


Chemicals 


F. H. McFarland, traffic manager, Kelite Products, Inc., Los 
Angeles, on liquid and dry cleaning compounds, methylene 
chloride, and caustic soda. The proposed increases would place 
his company on a non-competitive basis with eastern seaboard 
competitors. and would localize his business, causing a loss of 
revenue to the carriers, he said. 


Electrical Supplies 


John Zalar, traffic manager, Gough Industries, Inc., Los 
Angeles, electrical supplies and appliances, stated that the pro- 
posed increases would limit his company’s market and put it at 
a competitive disadvantage with respect to the local manufac- 
turers. 

: Felt 


J. S. Roome, traffic manager, Standard Felt Co., Alhambra, 
Calif., stated that “seventy per cent of our total sales are sold 
through our Chicago and New York branches and freight 
charges are absorbed. As our competitors are located in the 
middle west and in Eastern Territory, we are forced to sell 
f.o.b. destination. An increase in freight rates would discourage 
a large volume of the eastern business now enjoyed.” 


Flooring 


. B. F. Bolling, traffic manager, Pioneer Division-Flintkote 
Co., Los Angeles, asphalt composition, flooring, facing, and rags. 
(He said the railroad proposals threaten disruption of long-estab- 
lished marketing conditions and joepardize capital investment in 
the Los Angeles plant. 

Oil 


Harry L. Johnson, traffic manager, Industrial Oil Products 
Corporation, Los Angeles. Rates to the Pacific northwest have 
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increased over 100 per cent since the period prior to June 30, 
1946, from 46 cents a 100 pounds to (the proposed) $1.08 a 100 
pounds, he said. 


Paraffine 


A. W. Brown, secretary and traffic manager, Paraffine Com- 
panies, Inc., San Francisco, on paraffine, building materials, felt 
floor covering, etc. He said that at the hearing in Ex Parte 162 
he had opposed a flat percentage increase without a maximum 
on eastbound transcontinental carload rates, had warned that 
such an increase would cause the railroads to lose traffic, and 
now presented figures indicating that since the imposition of 
the 22.5 per cent increase effective January 1, 1947, his rail 
carload shipments to Official Territory have fallen off from 
the 1944-45 level by an average of 146 carloads during a six- 
month period. He asked the Commission to set a maximum 
per car charge from California eastbound of $954 a car, and to 
Groups C and C-I of $840 a car, the first figure being based on 
a rate of $1.59 a 100 pounds, minimum 60,000 pounds, and the 
second figure on a rate of $1.50, same minimum. 


Refrigerators 


M. N. Hollister, traffic manager, Weber Showcase & Fix- 
ture Co., Inc., Los Angeles, refrigerators and cooling boxes, 
submitted a verified statement restricted to rates within Moun- 
tain Pacific Territory, supplementing his statement entered at 
Chicago on trans-continental traffic. “The existing class rates 
within Mountain Pacific Territory are now of more than suf- 
ficient volume without the addition of any increases under Ex 
Parte 166, and . . . if any increases be granted in this territory, 
such rate after the addition of such increases should not exceed 
the rate for the same distance under the uniform scale of class 
rates prescribed in docket No. 28300,” he stated. 


Retail Stores 


A number of representatives of retail stores in the Los 
Angeles area presented verified statements, among them the 
following: 


Kenneth L. Corwin, traffic manager, J. W. Robinson Co., Los An- 
geles; Philip Corrin, general manager, Bullock’s Department Stores, 
Los Angeles; L. C. Flood, traffic manager, May Department Stores, Los 
Angeles; R. O. Harper, treasurer, Eastern Columbia, Inc., Los Angeles; 
T. R. Wilde, traffic manager, Barker Bros. Corporation, Los Angeles; 
and Arthur T. White, traffic manager, Milliron’s, Los Angeles. 


Typical of the statements was that of Mr. Corrin, who 
asserted that “a further increase in the level of the present 
rates will result in a further decrease in consumer demand. 
It has already been demonstrated that the increase granted 
under Ex Parte 162 resulted in a decrease in consumer demand, 
particularly where the freight charges represent a substantial 
proportion of the invoice cost,” adding: 


Although generally over a long period of time an increase in freight 
rates is shifted to the consumer, it does not follow that an increase 
can always be passed on the consumer. The extent of this is dependent 
upon the elasticity of the demand for the article. Rate increases on 
articles which are sensitive to any increase in the cost thereof will be 
immediately reflected in decreased sales and volume of movement, 
thereby nullifying in part the increase in revenue obtained on other 
commodities. 

Buyer resistance has already reached a point where any further 
substantial increase in the cost may result in a lessened demand for 
the article with an attendant reduction in the volume of traffic moving 
via the rail lines. 


Mr. Flood asserted that “a further increase in the level of 
the present rate must inevitably result in higher retail prices 
on those items not price-fixed under California ‘fair trade’ laws. 
... The increase granted in Ex Parte 162 resulted in a decrease 
in consumer demand.” 

Mr. Harper said in part: 

-With the superimposing of the 10 per cent interim increase, East- 
ern-Columbia, Inc., finds that, regardless of seasonal sales increase, 4 
mounting resistance on the part of the buying public is encountered. 
It has become more and more obvious that only necessities (always 
short profit items) and nationally advertised ‘‘fair trade’’ items are 
being purchased. . . . If this trend continues or should be accelerated 
by further high transportation costs it is only a matter of a few months 
until a disastrous situation may result, - 


Mr. White, of Milliron’s, said in part: 


Because of numerous proceedings now before the Commission, 00 
which decisions will undoubtedly be rendered before and during 1948, 
which may result in adding substantially to railroad revenues, and 
because of the possibility that the increase here petitioned for, if found, 
justified, would yield the railroads more revenue than that required, 
we respectfully request that any increase found justified, carry al 
expiration date. 


Talc or Soapstone 
Walter K. Skeoch, Southern California Minerals Co., L0s 
Angeles, stated it is his position that “if the petitioning carriers 
be granted any increases in freight rates on talc, carloads, 
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ground or unground, that such rates be increased in such a 
manner that will approximately restore the rate relationship 
that existed prior to January 1, 1947, between tale and its 
competing commodities, diatomaceous earth, pyrophyllite and 
kaolin clay.” 

G. H. Matthews, rate witness for Sierra Talc & Clay Co., 
Southern California Minerals Co., Tri-State Minerals Co., and 
Western Talc Co. all of Los Angeles, submitted a rate exhibit 
in support of the same position as that presented by Mr. Skeoch. 


Tools 


Henry E. Manker, traffic manager, Plomb Tool Co., Los 
Angeles, stated that his company made 32.3 per cent of its sales 
in Official Territory during the first nine months of 1947, and 
that the railroad proposals would severely penalize Plomb. 
“The actual proposed increase in cents per 100 pounds, on 
l.c.l. shipments of mechanics hand tools, Los Angeles to New 
York City, is 535 per cent of proposed increase on 1.c.1. shipments 
of the same product from New Britain, Conn., or 435 per cent 
more,” he said. 


Water Cooling Towers 


Paul G. Rahe, traffic manager, Fluor Corporation, Los 
Angeles, atmospheric and mechanical water cooling towers, said 
that the proposed rates will result in rates will be unjust and 
unreasonable in violation of section 1, and unjustly discrimina- 
tory and prejudicial in violation of section 3, of the interstate 
commerce act. 

Wine 


H. A. Caddow, secretary-manager of the Wine Institute, 
San Francisco, presented a lengthy statement and exhibits sup- 
porting his position that increased freight rates will increase 
the cost of wine to the consumer to a far greater extent than 
they will add to the basic cost of transportation; that increased 
freight rates could easily hasten the insolvency of those wineries 
now operating near the margin of profit and loss, and would 
operate to the advantage of cheap foreign wine which soon can 
be expected to flow into eastern markets as the result of recent 
U. S. tariff reductions. 


Thomas Dench 


Thomas W. Dench, transportation specialist, Carmichael 
Traffic Corporation, Los Angeles, submitted a 34-page verified 
statement on behalf of 15 companies which his company serves 
as transportation specialists and traffic managers, stating the 
transportation conditions which would be created for each of 
the companies through acceptance of the carriers’ proposals. 


Shippers Protest at Ft. Worth 


A hearing at Fort Worth, Texas, in Ex Parte 166, Increased 
Freight Rates, 1947, opened November 24 in the Texas Hotel 
before Examiner Boat. The examiner stated that Commissioner 
Splawn, because of illness and on the advice of his physician, 
was unable to come to Fort Worth to conduct the hearing. 

The hearing opened with the presentation of a brief state- 
ment by W. L. Joyce, Fort Worth Livestock Handling Co., to 
the effect that if and when the carriers were granted an increase 
on livestock the same percentage increase should be applied to 
loading and unloading charges. Commenting on this, Harry E. 
Boe, counsel for Class I railroads, reminded Mr. Joyce that no 


increase has been proposed in charges for loading and unloading 
of livestock. 


Cottonseed Testimony 


D. C. Callon, traffic manager for the Mississippi Cottonseed 
Crushers Association, appearing also on behalf of the National 
Cottonseed Products Association and the Texas Cottonseed 
Crushers Association, said that the cottonseed crushing industry 
felt that, should freight rate increases in Ex Parte 166 be 
granted by the Commission, the carriers would “price them- 
Selves out of a large field of transportation, or price industry 
into transportation, or as an alternate force us into government 
control and operation.” Said he: 


The Association views with increasing alarm the very definite trend 
of increasing freight rates in response to increased labor costs, precipi- 
tating increased prices, thus inviting labor to make further demands to 
be followed by pyramiding freight rate increases. We can see no 
answer, in such a process, to the real problem of the carriers. The 
fact that two segments of the railroad industry are under control, 
supervision, or regulation of two separate agencies, each acting with 
government sanction, does not lessen, but increases our apprehension. 
Since the public must pay the increase in labor costs, through increased 
freight rates, it seems reasonably fair that public interest should be 
considered. We therefore urge the Commission, in its next annual 
report to the Congress, to recommend that supervision over railroad 
wages and railroad rates be placed under one and the same agency, 
and that agency should be the Interstate Commerce Commission. 


Citing the 1931 rate case, Ex Parte 103, Mr. Callon asserted 
that a rate level patterned to reflect current inflationary prices 
was not responsive to the needs or demands of commerce. “It 
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is neither logical, realistic, nor popular to expect the rate level 
to fall as prices recede.” Said he. 

Calling attention to the Commission’s direction in No. 28553, 
that the carriers maintain the same basis of rates on soybean 
oil as on cottonseed oil, the witness said that the pyramided 
increases, which under the present proposal would amount to 
56 per cent, would make it difficult for cottonseed oil to com- 
pete with the short haul traffic of soybean oil to the consuming 
centers of Chicago, Milwaukee and St. Louis. He asked that 
the interim 13 cent maximum on vegetable oils be reduced to 
the Ex Parte 162 maximum of 12 cents adding that “the 12 
cent maximum was too high.” He also urged the Commission 
to direct that the existing spread between domestic and foreign 
vegetable oils be maintained at all ports regardless of what 
treatment was accorded the line haul rates in this proceeding. 

Mr. Callon said that the cottonseed industry also had a 
large maket for this meal and cake in the cattle producing 
states in Western Trunk Line Territory in competition with the 
soybean industry, “however, if the rates become too high both 
meals may have to retire from the market, as grain substitutes 
are available in this territory, and because of their lesser haul, 
can, and no doubt will, displace protein in this wide feeding 
area.” 

The’ witness concluded by stating that under the proposed 
increases, the carriers would increase their revenue from the 
cottonseed industry by $7,791,330, or ~~ 54 per cent over 1946. 

G. W. Holmes, railroad counsel, asked the witness whether 
a statement he had made in criticism of Mr. Vivian’s previous 
estimate of a “gross farm income” of $27,434,000,000 as not 
reflecting the condition of the cotton-producing farmers was 
justified in view of the increase in the price of cotton. The 
witness replied that “he would not say that the (cotton) farmers 
had not benefited.” 


El Paso Freight Bureau 


E. R. Tanner, secretary-traffic manager of the El Paso 
Freight Bureau, said that the day was past “when railroads can 
increase their charges to any figure that might appear reason- 
able to them and expect no diversion of traffic.” He introduced 
an exhibit which, said he, served to illustrate the effect of a 
regulatory policy of pyramiding one percentage advance upon 
another and added that, “not only are relationships seriously 
disturbed between long-haul and short-haul traffic, but rates 
become distorted compared with rates prior to the percentage 
advance within one territory as against another, and also be- 
tween one community as against another community.” 

The exhibit gave class rate levels to El Paso, as against 
Dallas, from representative points in Eastern, Western Trunk 
Line, Southern and Southwestern territories. The witness 
pointed out that under the proposed increases the resulting aver- 
age first-class rate from all origins included to El Paso would 
be $6.10 a 100 pounds as contrasted with the average rate of 
April 8, 1937, of $3.45, or an excess of the actual proposed basic 
rate within Official Territory at 700 miles of $2.57. 

The witness expressed the opinion that, if the increases 
were granted, there would be diversion of additional traffic to 
unregulated motor carriers in the transportation of fruits and 
vegetables from California to El Paso. “The proposed level of 
freight rates,” he added, “plus proposed increased standard 
refrigeration charges, will again make the traffic very attractive 
to motor transportation.” 

In addition, said he, produce handled by the truckers from 
the Los Angeles area moved under schedules of 22 to 23 hours, 
as contrasted with fourth morning delivery by railroad. Mr. 
Tanner also called attention to the over-night transportation by 
motor carriers of fruits and vegetables from the Salt River 
Valley, around Phoenix, Ariz., as contrasted with the second or 
third morning delivery and refrigeration charges in railroad 
service. Mr. Boe asked the witness if the transportation of 
this produce by motor carrier had not been in existence prior 
to the increases. The witness agreed, but expressed an opinion 
that the diversion would be accelerated if there were further 
rail freight increases. 

In conclusion the witness said: 

It is my opinion that even though the carriers apparently believe 
that rates should be substantially increased, they have assumed the 
position if they lose some traffic to their competitors they will at the 
same time increase their revenues from the standpoint of the over-all 
picture. This view is probably correct with respect to traffic as a 
whole, and is one way to look at the question of revenues. On the 
other hand, we suggest that in giving consideration to their proposals 
the Commission should bear in mind the economic effect of granting 
the increased transportation charges here proposed. If there is a sub- 
stantial diversion of traffic from the railroads then they must look for 
increased revenues from the traffic that remains on their rails. In my 
opinion this view is not open to serious argument. It is quite possible 


if the increased charges are granted the burden on the public may 
come to be too heavy. 


Rate Increase and Pumice Production 


T. J. Foster, president of the Cochiti Pumice Co. and the 
Pumice Aggregate Sales Corporation, producers of light-weight 
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aggregates used in the manufacture of concrete blocks, roofing 
slabs and other pre-cast building units, stated that in the dis- 
tribution of pumice aggregate it was not unusual to find that 
the freight rate was 200 per cent or more of the f. o. b. price 
of the material. Therefore, he argued, any disturbance of the 
present relationship of rates, where commodity rates exist, 
would materially affect the distribution of these aggregates. 
All of the light weight aggregates, he said, were in direct com- 
petition with each other as well as with the heavy aggregates, 
and “although we do not move any of our product by truck, 
we are directly affected by truck competition of heavy aggre- 
tes.” The witness said that, within the month following the 
per cent increase in freight rates on January 1, 1947, “our 
production dropped to 50 cars directly as a result.” He said 
that was the reason customers gave for canceling their orders. 
After stating that his companies were experiencing much 
complaint because of the 10 per cent emergency increase, the 
witness concluded: 


Our position is that all of the aggregates should be made subject 
to the same increase in cents per ton and that this increase should be 
15c per ton. Based on my experience in the producing of aggregates 
I believe that any increase in excess of this amount will divert the 
production to heavy aggregates with an increase in truck movement 
of inbound materials and a resultant loss of revenues to the carriers. 


Competition of itinerant Lumber Merchants 


Thomas N. McAfee, traffic manager, Oklahoma Lumber- 
men’s Association, stated that for many years, with the excep- 
tion of the war period, Oklahoma lumbermen had suffered 
much from the competition of itinerant truck merchants and 
mills selling directly to contractors and consumers. These 
itinerants bypassed both the established dealers and the rail 
carriers, said he, adding that the proposed increased rates on 
lumber would be an open invitation to the itinerant merchant 
and the direct seller to materially increase their scope of 
operation. The amount requested by the railroads would, he 
said, result in an excess of 53 per cent over the base rates and 
— also result in a tremendous increase in truck competi- 
on, ‘ 
Witnesses for Petroleum Industry 


J. R. Lewallen, vice-president—traffic, Anderson-Prichard 
Oil Corporation and the Col-Tex Refining Co., Oklahoma City, 
Okla., representing also the Allied Materials Corporation, 
Stroud, Okla., Taleo Asphalt & Refining Co., Talco, Tex., 
American Liberty Oil Co. and the Ben Franklin Refining Co., 
Ardmore, Okla., and the Fen-Ter Refining Co. Bell Oil Co. 
of Oklahoma City, said that, because of the present expansion 
of the nation’s economy, the heavy demand for petroleum 
products and the shortage of transportation facilities, all forms 
of petroleum transportation facilities were taxed to capacity. 
Because of this he said he did not think rates for the future 
ought to be determined on the basis of conditions which now 
existed. “Just as soon as the supply catches up with the de- 
mand, the heavy movement of petroleum by rail will imme- 
diately decrease and will be diverted to the more economical 
forms of transportation, namely pipe line and barge.” The 
witness called the Commission’s attention to the unique com- 
petition with gasoline and crude oil pipe lines which did not 
apply to the movement of any other commodity. Therefore, 
he argued, rates on petroleum should not be considered in any 
general comprehensive involving rates on all commodities mov- 
ing within the United States. 


“We have recently discussed this case with a number of 
our jobbers in Western Trunk Line Territory and find they are 
very much alarmed and concerned about the continual increase 
in rates because they realize that their source of supply is 
gradually being narrowed down to the pipe lines or to the 
river terminals, and they fear that due to the fact we will not 
be competitive from a transportation standpoint they will be 
unable to continue securing their supply from our companies 
who are dependent upon rail transportation,” Mr. Lewallen 
continued. The witness insisted that the Commission must 
consider the competitive situation in fixing rates for the future 
and called attention to the Commission’s “much apparent” 
consideration given to the relative transportation cost from all 
competing points to destination in No. 28106. 


The witness introduced an exhibit showing the history of 
rates on gasoline from Oklahoma group 3 to 38 typical destina- 
tions in Western Trunk Line and Central Freight Association 
territories, and showing a comparison of gasoline rates from 
Oklahoma points by rail and pipe line prescribed in 28106 and 
the additional pipe line rates which have been published to the 
new terminals and the spread of the rates as they have been 
affected by the various increases and as contemplated by the 
iers’ proposal. Asserting that he did not believe the rail 
iers intended to restore rate relationships voluntarily as 
ey had “repeatedly” promised to do during the Ex Parte 162 
earings. Mr. Lewallen concluded: 
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We urge the Commission to consider the highly competitive situa- 
tion we have discussed in making disposition of this case. It is our 
position that this traffic can stand no further increase in rates and 
exceptions should be made in the order exempting gasoline moving to 
all of the pipe line and water terminals by rail from any increases that 
may be found to be reasonable. We also urge that the order in this 
case require the carriers to restore origin group relationships and the 
80 per cent basis on low-grade oils that existed June 30, 1946. 


Both Mr. Holmes and Mr. Boe questioned the witness re- 
garding the increase in the price of gasoline. Mr. Boe asked 
if it were not true that the average price of gasoline had been 
5.1 cents in northern Texas in 1938 whereas on November 10, 
1947, it was 9 cents a gallon. Mr. Lewallen did not question 
these figures but said it was necessary “to go behind the scenes” 
and determine what the costs of production were. 


Spread Between Lubricating and Refined Oils 


P. G. Anderson, traffic manager, Lion Oil Co., El Dorado, 
Ark., introduced as an exhibit a table giving rates on petroleum 
oils refined increased under Ex Parte 162 compared with treat- 
ment accorded lubricating oil and refined petroleum products. 
He called attention to figures which indicated that prior to the 
Ex Parte 162 increases rates on lubricating oil and refined oil 
in tank car lots were the same, whereas under Ex Parte 162 a 
maximum of 6 cents a 100 pounds was placed on refined oils 
but none on lubricating oils. This, he pointed out, resulted in 
a differential of 3 cents a 100 pounds in lubricating oil over 
refined oil between El Dorado and Birmingham and a spread 
of 11 cents between El Dorado and Miami. In the proposed Ex 
Parte 166 increases the differential would range from 10 cents 
between El Dorado and Birmingham to 30 cents between El 
Dorado and Miami. This, the witness declared, placed an unfair 
burden on lubricating oil as compared with refined oils. : 

Mr. Holmes, railroad counsel, asked the witness if he did 
not know that rates on lubricating oils were based on suscepti- 
bility to other forms of transportation. Mr. Anderson replied 
that he was not aware that the case was based on the competi- 
tion that existed with other forms of transportation. 

R. V. Dover, manager, San Antonio Freight Bureau, San 
Antonio, Tex., stated that there was no justification for any 
freight increases on cement but that in the event the Commis- 
sion found that increases were justified, “we ask that they be 
made on a percentage basis and not in a flat increase in cents 
per 100 pounds or other units.” 


More Diversion to Motor Carriers Seen 


E. R. Thompson, traffic manager, Mrs. Tucker’s Foods, Inc., 
Sherman, Tex., producers of salad oils, margarine and shorten- 
ing, stated that since the Ex Parte 162 increases went into effect 
that his company had to divert about 70 per cent of its traffic— 
or that lying within a 500 mile radius—to motor carriers, and 
that if the proposed increases went into effect more traffic 
would have to be diverted to truckers. 


Spokesman for Cotton Exchanges 


V. Alexander, traffic counselor of Memphis, Tenn., appear- 
ing on behalf of the Memphis Cotton Exchange, the Greenwood 
(Miss.) Cotton Exchange, the Greenville (Miss.) Cotton Ex- 
change, the Clarksdale (Miss.) Cotton Exchange, and the Mis- 
sissippi Valley Interior Cotton Compress and Cotton Warehouse 
Association, Memphis, opened his testimony by stating that: 


First: The present carload cotton rates, without the ten per cent 
interim increase, some of which are on the maximum basis prescribed 
by the Commission, are relatively high and that no increase at all 
should be authorized. 

Second: If an increase is authorized, it should be limited so as not 
to exceed maximum rates constructed by use of the basis prescribed 
by the Commission in 27804, 229 I. C. C. 701 and 28800, 262 I. C. C. 155, 
plus the increase authorized in Ex Parte 162, 264 I. C. C. 695. 

Third: If an increase is authorized, it should be confined to the 
line haul rates and no increase authorized in the transit charges, 

Fourth: If an increase is authorized, it should be on a uniform 
percentage basis and except as specified by our second and third posi- 
tions, be applied uniformly to all rates on cotton. This includes Any 
Quantity, Less Carload and Carload rates. 

Fifth: In no event should an increase be authorized for distances 
up to 400 miles. 


The witness introduced an exhibit which showed, he said, 
to what extent the original or lowest carload rates on com- 
pressed cotton have been increased and the extent to which the 
present and proposed carload rates approach or exceed the any 
quantity rates initially prescribed by the Commission for appli- 
cation on one or more bales of compressed cotton. It also 
showed, he said, that the rates from the Memphis territory have 
been increased in excess of the increase made in the rates from 
the balance of the Southwest. Said he: 


It will be seen that the present carload rates from Oklahoma and 
Texas represent an increase of approximately 12 per cent over the 
original or lowest carload rate while from Eastern Arkansas, Missouri, 
Mississippi and Tennessee the present carload rates average around 25 
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per cent increase over the original or lowest carload rates. Likewise it 
will be seen from Column 8 that the proposed carload rates from origins 
in the Memphis territory will average about 40 per cent increase over 
the original rates while from Texas and Oklahoma the proposed rates 
will average only about 22 per cent increase over the original carload 
rates. This difference in treatment is largely because the carriers re- 
duced the rates from Oklahoma and Texas, Western Arkansas and 
Louisiana in 1940 without, at the same time, reducing the rates from 
Southeast Missouri, Eastern Arkansas, Mississippi and Tennessee. This 
unequal treatment resulted in the complaint filed by the Memphis 
Cotton Exchange and assigned I. C. C. Docket 28655, which was con- 
solidated and decided with the complaint in Docket 28800, supra. 

Mr. Alexander deplored the “exorbitant increase in the 
relatively short haul rates to New Orleans,” asserting that the 
result would be the loss of more than enough traffic to offset 
any increase in revenue which the carriers could possibly hope 
to gain by the proposed increase. He also reminded the carriers 
that, prior to the war, trucking from Mississippi and Tennessee 
origins to nearby Alabama mill points had reached such a vol- 
ume that the rail carriers were finally forced to make a sub- 
stantial reduction in carload rates between those points. Con- 
cluding his testimony, the witness asked that the Commission 
take into consideration earnings produced by the present car- 
load cotton rates and “specifically decline to modify any out- 
standing maximum cotton rate order or give its advance ap- 
proval to any increase in the line haul rates or transit charges 
applicable on cotton.” 


In reply to questioning by Mr. Boe about the present price 
of cotton, the witness said that while there was a “free market” 
at present there was not much of an export market left, and 
that while prices were ‘somewhat high” he did not think that 
they exceeded the increased cost of production. 


Memphis and Intrastate Competition 


C. A. Mitchell, commissioner of the Memphis Freight Bureau, 
introduced as an exhibit a map that indicated that about 87 per 
cent of the Memphis trade area had to be reached across state 
borders. As a result, he said, Memphis shippers had to compete 
with shippers in neighboring states who enjoyed certain intra- 
state rate advantages. For example, he said that Memphis ship- 
pers had to pay a 50 cents a 100 pounds p. and d. charge in 
West Memphis, Ark., which was only 10 miles from Memphis 
while the intrastate p. and d. charge in Arkansas was only 20 
cents a 100 pounds. This gave, he said, an unfair advantage to 
shippers as far away as Fort Smith, Ark. 


Commissioner Mahaffie Presides at Boston 


Further hearing at Boston in Ex Parte 166, Increased 
Freight Rates, 1947, opened November 24 before Commissioner 
Mahaffie and Examiner Burton Fuller, and brought two expres- 
sions of approval from shippers of the request of the railroads 
for a 38 per cent increase in freight rates in Official Territory 
and between that territory and others, and a 27 per cent in- 
crease in and between the other territories. 


In attendance at the hearing for the railroads were: 
Thomas P. Healy, New York Central; John J. Fitzpatrick, 
chairman of the carriers’ committee for the Eastern District; 
R. V. Fletcher, Jr., Boston & Maine; Roland Davis, Delaware, 
Lackawanna & Western; L. J. Huegel, Baltimore & Ohio; 
H. D. Boynton, New Haven; and R. R. Bongartz, Pennsylvania 
Railroad: Observers for the Department of Agriculture were 
Henry A. Cockrum, an attorney in the office of the depart- 
ment’s solicitor, and Leon Schilt, a department transportation 
specialist. 

At the end of the morning’s session, the hearing was 
divided between Commissioner Mahaffie and Examiner Fuller 
to give those desiring to leave Boston early an opportunity 
to present their testimony before the examiner. 


W. C. Tirrell, for the Florence Stove Co., Gardner, Mass., 
the first witness, after observing that class rates in Official 
Territory had been increased 10 per cent by the Commission 
in No. 28300, Class Rate Investigation, 1939, asked if any in- 
creases were allowed in class rates they be the same in Offi- 
cial Territory as in the other territories. 


_ Darrell H. Smith, Jr., general traffic manager, Interna- 
tional Salt Co., Scranton, Pa., speaking also for Cayuga Rock 
Salt Co., and Watkins Salt Co., opposed the proposed in- 
creases because, he said, they amounted to a “flat increase of 
3 cents per 100 pounds on salt, regardless of the form in which 
it is shipped, and regardless of the distance it is transported.” 

The maximum of 3 cents a 100 pounds, he said, would 
operate as a minimum as well as a maximum, both on bulk 
and on package salt. He observed that the lowest rate on bulk 
salt as of January 1, 1947, was 8% cents, and on package salt 

11 cents, in Official Territory. These, he said, were rates for 
distances up to five miles, adding that 38 per cent of either of 
those rates was more than 3 cents and, therefore, “the 3 cents 
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per me pounds, proposed as a maximum, becomes a minimum 
as well.” 
Flat Increases on Salt Opposed 


Similar tests applied to published tariff rates from pro- 
ducing points in Louisiana, Texas and Kansas revealed a 
similar condition, he asserted. The companies for which he 
spoke, he said, had always opposed flat increases in cents a 
100 pounds “because such increases bear much more heavily 
on bulk salt than on package salt, and much more heavily on 
short hauls than on long hauls. Flat increases in cents per 100 
pounds bear no relation whatsoever to the increased cost of 
railroad transportation and very largely tend to destroy the 
effectiveness of the dual basis of rates on salt which was 
prescribed by the Commission in Rate Structure Investigation, 
Part 13, Salt.” 

The situations complained of, he said, would be accentu- 
ated by the carriers’ proposal in Ex Parte 166. Asked by Ex- 
aminer Fuller if a different maximum on package salt than 
on bulk salt would help, the witness said it seemed to him 
that, since the Commission had established the original dif- 
ferentiation between bulk and packaged salt, consideration 
of a higher maximum on packaged salt “would not be unfair.” 

He said the 10 per cent interim increase was one which 
International, and other salt companies he represented, con- 
sistently could support as the final measure of relief. He said 
those companies also supported the proposal of the Salt Pro- 
ducers Association for a 10 per cent increase with a 3-cent 
maximum, “since the 3 cents in this instance actually would 
be a maximum and not a minimum as well.” 

Among other things, Mr. Smith said the largest consumers 
of bulk rock salt were the chemical industry, pulp and paper 
manufacturers, and packers. Shipments were concentrated in 
volume to the relatively few points at which those large con- 
sumers were located, he said. For many years, he continued, 
the chemical companies had obtained their salt in the form of 
brine from their own salt deposits, carried from Rome of pro- 
duction to point of consumption through pipe lines of the 
chemical companies, paying no transportation charges to the 
railroads. Many of the chemical plants, he said, were located 
directly over salt beds, others adjacent to salt beds, and that 
many, in planning new plants, were locating them over or 
adjacent to salt beds to avoid the transportation charges on 
dry bulk salt. 

































Water Lines Want Increases 


A. B. Cozzens, manager of the crane vessel department 
of Columbia Transportation Co., a Great Lakes operator, at 
the end of a prepared statement, said the Commission should 
require a “full disclosure” by the originating carriers of the 
tonnage by rail and by water of sulphur of the relationship 
between the rail rates and the charges in connection with 
water movement before accepting the “judgment of -those 
carriers as to the inability of sulphur to stand an increase 
higher than 1% cents per 100 pounds because of water com- 
petition.” 

He said, at one point, that the cost of water carriage had 
increased tremendously in recent years and that “even to the 
destinations which can be reached by water transportation it 
is questionable whether the railroads could not secure more 
gross revenue from the transportation of sulphur by increas- 
ing their rates on a percentage basis such as they have pro- 
posed on commodities generally.” } 

He continued by saying the regulated water lines now 
transporting sulphur would probably adopt the same percent- 
age increases, adding that this was true “without question” 
insofar as Federal Barge Lines was concerned because it had 
filed an intervening petition in Ex Parte 166 asking authority 
to increase its rates to the same extent as the railroads might 
be authorized to increase their rates. 

Mr. Cozzens said the expenses of Federal as the originator 
of the barge traffic at Port Sulphur, La., and the intermediate 
carrier on the traffic originating at Galveston, as well as barge 
lines originating traffic at Galveston (Coyle Lines and River’ 
Terminals Corporation) had increased substantially since the 
original joint rates were published from those points for the 
movement to the Lake ports of Bay City and Detroit, Mich., 
and Toledo and Cleveland, O. 


“I know that those carriers would not be responsive to 
a request on the part of the Columbia Transportation Co. for 
an increase in its proportionate share of the gross revenue 
derived from the transportation of sulphur,” he said. 

He said Columbia was the only carrier under the U. S. 
flag now transporting sulphur on the Great Lakes, although 
many carriers had been engaged in the traffic at one time. 
He added that “the venue from the sulphur traffic is so thin 
that the other carriers have either utilized their boats in the 
transportation of other cargoes or else have laid them up.’ 
Following the unusual demands of the war, he said, Columbia 
now found itself, because of increasing expenses and the 
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“action of the rail carriers in refusing to increase the rates 
on crude sulphur proportionately with the increase on other 
commodities,” in a position where it could no longer engage 
in the sulphur traffic. Unless a substantial increase was made 
in the crude sulphur rates to the Great Lakes ports, particu- 
larly those now enjoying fourth section relief rates, the basis 
for which he said had long since disappeared, Columbia would 
be forced to give up any thought of transporting sulphur to 
ports where the fourth section rates were in effect, he asserted. 
Immediately after Mr. Cozzens left the stand, J. G. Hart- 
mann, assistant traffic manager, Federal Barge Lines, and V. L. 
Mayer, general freight agent, Coyle Lines, Inc., were called to 
the stand and asked if their companies would consider allowing 
Columbia larger divisions. They answered their companies 
would not do so. 
Mr. Mayer also said Coyle supported Mr. Cozzens’ position 
that the full increase proposed on commodities generally should 
be made effective without limitation in amount on specific com- 
modities, and particularly without limitation on those com- 
modities that, he said, formed the backbone of water trans- 
a. He said that, between March 1 and September 1, 
947, wages on the Coyle Lines had increased 11 per cent, diesel 
oil 15 per cent, miscellaneous supplies 15 per cent, spare parts 
15 per cent, and subsistence for crews, 25 per cent. 
Mr. Mayer told Commissioner Mahaffie that Coyle was 
prepared to increase its rates in whatever measure the railroads 
were authorized to increase theirs, on sulphur and all other 
commodities, and said this applied also to River Terminals. 


Increase on Glass Sand Opposed 


B. H. Taylor, traffic director of the Glass Container Manu- 
facturers Institute, said his testimony dealt only with the pro- 
posal of the railroads to increase the rates on glass or silica 
sand. The proposal of the carriers to increase rates on silica, 
glass, molding and other industrial sands subject to a maximum 
of 60 cents a net ton but not less than 30 cents a net ton, while 
they sought authority to increase the rates on common sand 
by the same percentages subject to a maximum of 30 cents a 
net ton, with no minimum, was based on the Commission’s deci- 
sions in Ex Parte 148, Increased Rates, Fares and Charges, 1948, 
and Ex Parte 162, Increased Railways Rates, Fares and Charges, 
1946, in which, he said, the Commission had authorized “just 
such an adjustment.” The present proposal, he said, would 
further increase the spread between common and industrial 
sand rates. 

Referring to an exhibit he presented, he said the carriers’ 
revenue a car-mile shown there was “perhaps the most illumi- 
nating data.” Under present rates, he said, the weighted aver- 
age was 59.4 cents, and under the proposed rates between the 
same points and with the same average loading, it would be 
73.2 cents. He compared these figures with October, 1947, 
figures of the Association of American Railroads, which, he said, 
showed average freight revenue a loaded freight car mile on 
all traffic in 1946 as 29 cents. 

He said it was the position of the glass container industry 
there was no reasonable warrant for any further increase in 
the rates on glass sand. Under conditions of today, he con- 
tinued, it would not. object to increasing the rates in effect 
October 12 by 10 per cent, in order to dispose of the interim 
increase authorized to become effective October 13. If any in- 
creases are authorized, he said, the Institute, in view of the 
Commission’s decision in the sand cases and what had trans- 
pired since, felt no increase should be authorized on industrial 
sand exceeding that on common sand. 

Answering questions by Mr. Fitzpatrick, the witness said it 
would not “help” the glass container industry to have further 
increases even though they were the same on the two classes 
of sand. He agreed with a statement of John F. Finerty, coun- 
sel for the Institute, that present rates were unreasonable 
“per se.” 

Increases Favored 


At this point there was offered a verified statement of 
Alfons B. Landa, counsel for Botany Mills, Inc., which was read 
‘into the record when railroad counsel waived cross-examination. 
Mr. Landa was not able to be present because of illness. 
He said it was his firm conviction, and that of other offi- 
cers of the company that, if the railroads were to continue to 
,give adequate service, they should be paid so they would be 
financially sound and thus attract new capital to help make 
ecessary improvements and replacements. 
“Botany Mills, Inc., is strongly in favor of the railroads 
being granted the increases they are requesting and the time 
as long since passed when action should have been taken in 
this connection in the opinion of affiant,” the statement said. 
Later in the day a verified statement of Joseph C. Murray, 
special representative of the president of Endicott Johnson Cor- 
poration was offered and accepted subject to cross-examination 
by E. L. Hefron, counsel for the New England Traffic League. 
In much the same language as the Botany Mills statement, Mr. 
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Murray’s statement said the company was in favor of a finan- 
cially strong and healthy railroad system and advocated the 
rate increases: proposed by the railroads as a necessary step 
towards the attainment of such objective, subject to the judg- 
ment of the Commission as to the revenue needs of the carriers. 

Mr. Hefron asked who had initiated the statement, and 
Mr. Murray said it had come about as a result of talks with 
“the railroads.” Asked if it was a voluntary statement, the wit- 
ness said it was not “entirely voluntary,” but was offered vol- 
untarily and not necessarily at the request of anyone. He did 
not know who had initiated the discussion with the railroads. 
He said he knew of no officers of the company who were on 
the boards of directors of any of the petitioning railroads, or 
who had any financial interest in the railroads. He said he had 
no personal interest in the railroads. 


Copper and Brass Industry Testimony 


Witnesses for the copper and brass industry included T. E. 
Veltfort, manager, Copper & Brass Research Association, and 
secretary of the Brass Forging Association; Elton S. Wayland, 
vice-president in charge of sales, American Brass Co.; R. W. 
Goss, in the purchasing department of Scoville Manufacturing 
Co.; E. B. Ussery, of Bell & Ussery, traffic consultants; and 
James B. Griffin, superintendent of Traffic of Scoville Manufac- 
turing Co. 

Mr. Veltfort said the Copper & Brass Association had been 
authorized by its members to make a presentation on their be- 
half “in protest against the preferential treatment which has 
been given competing materials, iron and steel and aluminum, 
in recent railroad freight increases and which is proposed for 
iron and steel in the current petition of the railroads.” He said 
it was asked that the Commission authorize no greater increase 
on brass mill products than had been proposed by the petition- 
ing railroads on similar products of iron and steel, namely, a 
maximum of 10 cents a 100 pounds, but not in excess of $2 a 
ton, net or gross as rated. If increases less than those proposed 
for iron and steel were granted, he said the industry wanted in- 
creases on brass mill products to be the same. 

He asserted that 75 per cent of the industry’s production in 
the first six months of 1947 was consumed in Official Territory. 
For that same period, he said, of the total shipments, 36 per 
cent moved by rail, and 64 per cent moved by truck. He said 
25 per cent of the shipments were carload and 11 per cent less- 
carload, loadings averaging more than 50,000 pounds. 

Mr. Wayland, who said American Brass was not a mem- 
ber of the association, but was taking the same position as did 
the association, offered an exhibit to show the degree of com- 
petition from steel and aluminum in the same “end products” 
in 10 markets and in miscellaneous uses. The exhibit showed 
competition as continuous, frequent, occasional, and potential. 
It showed iron and steel giving continuous competition in 31 
end products in the markets listed, and aluminum giving con- 
tinuous competition in 21 end products. 

Under competitive conditions brought about by the war, he 
said, “any action unduly favoring products of other metals 
against brass mill products can have serious effects on our con- 
tinued ability to compete.” Observing that the industry paid 
the freight on products of 100 pounds or more he said any large 
percentage increase in freight rates would tend to make it diffi- 
cult for eastern brass mills to compete in the large middle 
western markets into which, he said, iron and steel had gen- 
erally shorter hauls, while from many plants he said aluminum 
had shorter hauls than from Connecticut. He concluded by 
saying: “We must insist upon equality of treatment with steel 
and with aluminum.” 

Mr. -Goss offered an. exhibit showing a comparison of 
prices of comparable rod, sheet, wire and tube of copper and 
brass, aluminum, stainless steel and mild steel. John S. Burch- 
more, appearing as counsel for the Aluminum Company of 
America, in a series of questions, drew agreement from the 
witness that copper and brass prices had been increased since 
1939 and that aluminum prices had been reduced, except for 
certain specialties. 

Rate Differences 


Mr. Ussery, for the Copper & Brass Research Association, 
offered an exhibit showing rates on copper, brass and bronze 
mill products from representative shipping points to representa- 
tive destinations, compared with rates on similar products of 
iron and steel from representative shipping points of iron and 
steel to the same destinations. 

He said the exhibit was designed to show the rate rela- 
tionship as of June 30, 1946. Referring to his exhibit, he said 
it showed the rate on copper and brass articles on June 30, 
1946, from Waterbury to Chicago of 67 cents. As the result of 
the Commission’s decision in Ex Parte 162, he said, that rate 
was increased 17 cents, while the rate from Worcester, Mass., 
to Chicago, on iron and steel articles, the increase had been 
10 cents. Had brass and copper items had the same treatment 
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as iron and steel articles, he said, the increase would have 
been 10 cents. 

He continued by saying the exhibit showed, under the 
proposal in Ex Parte 166, the Waterbury rate would be 116 
cents, an increase of 32 cents, while the Worcester to Chicago 
rate on iron and steel articles would be 73 cents, an increase 
of 10 cents, and that, if brass and copper articles were treated 
the same as iron and steel articles, the increase would be 10 
cents. As the total amount of rate increase over the June 30, 
1946, including the Ex Parte 166 proposed increase, Mr. Ussery 
said his exhibit showed an actual increase of 49 cents which, 
he said, would be 20 cents if those rates had been increased 
in the same manner as the iron and steel rates had been in- 
creased and were proposed to be increased in Ex Parte 166. 

Commissioner Mahaffie asked if the brass and copper 
articles were susceptible to the same water competition as iron 
and steel articles. Allan C. Maxwell, counsel for the associa- 
tion, interposed to say another witness would be presented, 
but he did not know if the witness could answer the question. 
He added he thought the commissioner’s question assumed the 
same susceptibility to water competition existed. Commissioner 
Mahaffie said he thought he was safe in making the assumption. 

Mr. Ussery cited other examples in his exhibit which he 
said showed the extent of the difference in the treatment of the 
two classes of articles. 

Mr. Fitzpatrick asked the witness why aluminum rates 
were not shown in the exhibit, and if it was not true those 
rates were higher than rates on iron and steel articles. Mr. 
Ussery agreed, and said he did not mean to leave an impres- 
sion the rates on aluminum in any classification were lower 
than the rates on iron and steel. 

Commissioner Mahaffie repeated to Mr. Griffin his ques- 
tion as to whether or not copper and brass articles were sus- 
ceptible to water competition, specifying intercoastal competi- 
tion, as were iron and steel articles. The witness said some of 
the articles had moved by water before the war. The com- 
missioner asked if there was any reason why copper and brass 
articles were less susceptible to movement by water than iron 
and steel articles. Mr. Griffin said there was not, adding “it is 
susceptible to all types of diversion to competing carriers.” 

In his testimony, Mr. Griffin illustrated the result of rate 
differences between iron and steel pipe and brass pipe or 
copper water tubing, comparing the freight cost on June 30, 
1946, and that payable if the railroad proposal were approved 
by the Commission. Assuming steel pipe moving from Pitts- 
burgh, and the brass or copper pipe from Waterbury, to 
Houston, he said, under the railroads’ proposal, a freight bill 
of $1,430 on 100,000 pounds of brass pipe on June 30, 1946, 
would have advanced to $2,470. Iron or steel pipe, on the 
other hand, he said, would have paid $1,050 on the earlier 
date, and $1,250 under the proposal in Ex Parte 166, an advance 
of $1,040 on the brass pipe and $200 on iron and steel pipe. 

In competition with aluminum, he said, the density of the 
industry’s product created a freight problem. He said it was 
three times as heavy as aluminum for each cubic foot and that 
a freight increase bore more heavily on his industry than on 
aluminum competitors. He added that when aluminum increases 
were limited “and ours are not, as was the case in Ex Parte 
162, the natural freight handicap we suffer becomes exagger- 
ated.” Later he said if the Commission authorized the full 
38 per cent increase and applied it without limitation to brass 
mill products and forgings, while limiting aluminum and steel, 
as in Ex Parte 162, to 12 cents and 10 cents a 100 pounds 
respectively, “the result could be disastrous to our industry.” 


Aluminum Co. Transportation Costs 


W. B. Shepherd, assistant general traffic manager for the 
Aluminum Co. of America and its subsidiaries, said “our posi- 
tion in this case is that, without prejudice to our views about 
the present general level of aluminum rates, we do not here 
oppose such increases in rates as the Commission may find to 
be necessary and proper.” He continued by saying the pro- 
posal in Ex Parte 166 called for maxima on iron ore, pig iron, 
iron and steel scrap, billets, blooms and slabs, and a large 
number of manufactured iron and steel products, “but no 
similar maximums on similar aluminum products.” 

He offered an exhibit he said showed the major trans- 
portation costs involved in transporting the materials required 
to produce the amount of pig aluminum his company made in 
1946, not including the interim 10 per cent increase. The ex- 
hibit, he said, showed costs at present rates and at the proposed 
rates, and was divided so as to show the movements, rates and 
transportation costs at each step from receipt of bauxite, the 
shipment.of commodities used in converting bauxite into alu- 
mina, and the-movement of alumina to plants where it is con- 
verted into. metallic aluminum. The final summary, he said, 
showed: that if the. increases the carriers were seeking were 
granted;-the company’s cost of producing pig aluminum ‘would 
be increased $1,884,317, carrying only to the erude pig stage. 
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After the pig was made, he said, movement of the crude metal 
between the company’s plants in 1946 amounted to 98,939 tons. 
Seventy-one per cent of this movement either originated or 
terminated in Official Territory, he said, where the 38 per cent 
increase was asked. He said the effect of the railroads’ pro- 
posal on the interplant shipments would total $442,571. 

He then reviewed the shipments of other materials to 
fabricating plants, on which under the proposal he asserted 
there would be an increase of $189,138, and added freight allow- 
ances made to buyers, which he said would be increased $2,206,- 
396 under the proposal, and said the total increase under the 
Ex Parte 166 proposals, if granted, would amount to $4,722,421. 

He said the total transportation cost in each pound of 
aluminum sold and shipped by the company in 1946 was 2.67 
cents. For nine months of 1947, he said, it was 2.93 cents, and 
would increase to at least 3.67 cents under the railroads’ pro- 
posals. In view of the intense and direct competition between 
aluminum and iron and steel, he said, it was his view and the 
position of his company that the present gap between the rates 
should not be widened “as would be the result of the increases 
which are proposed by the railroads.” Iron ore and bauxite, 
and iron and steel articles and aluminum articles, he said, 
should be treated alike. 

Mr. Fitzpatrick wanted to know the value of alumina, and 
Mr. Burchmore said he would furnish that information at th 
Washington hearing, to begin December 8. 


I. C. C. Asked to Delay Water Rate 
Action, Pending Ex Parte 166 Order 


The Los Angeles Chamber of Commerce has filed with the 
Commission a motion in five proceedings pending before that 
body and involving water carrier rate adjustments, asking that 
any and all further hearings and/or orders by the Commission 
in those proceedings to increase any rates, fares or charges be 
held in abeyance pending the Commission’s final decision in 
a relating to Ex Parte No. 166, Increased Freight Rates, 

The motion was filed in No. 29663, Transcontinental Rail 
Rates; No. 29664, Intercoastal Water Rates; No. 29708, All- 
Water, Water-Rail, and. Rail-Water Rates Between Pacific 
Coast Ports and Interior Points; No. 29721, All-Rail Commod- 
ity Rates Between California, Oregon, and Washington, and 
No. 29722, Pacific Coastwise Water Rates. 

“Since the institution of the proceedings herein referred 
to,” the Los Angeles C. of C. said in its motion, “certain basic 
and far-reaching changes in the rates and costs of the nation’s 
rail and water carriers have taken place through (a) the Com- 
mission’s action in these and other proceedings, which have 
been subjected to investigation and the taking of shippers’ and 
carriers’ testimony, and (b) wage and supply cost changes 
accruing to the carriers since that time.” 


It said that great increases in the rates of rail and water 
carriers, where they were competitive, had grown out of the 
following rate and revenue cases: Ex Parte 162; vacation of 
fourth section orders in “F. S. A. No. 13457 et al., which, 
according to the movant, required Pacific coast railroads to 
revise so-called port rates in such a way as to relate all such 
rates to intermediate rates along their routes, resulting in a 
major Upereting of almost all heavy-moving traffic which- had 
historically been competitive with water carrier movement in 
the Pacific coastwise trade, the increase aggregating up to 50 
per cent in water rates by the coastwise route, with further 
Increases in prospect; and Nos. 29721, 29722, 29663, 29664 and 
29708, which were “decided on an interim basis which required 
increases in transcontinental and Pacific coast rail rates in 
amounts of from 2% to 5 per cent with stipulated variations 
in respect to heavy-volume moving commodities which had 
been subject to exceptions under the Ex Parte 162 decision.” 

Any further hearings or rate increases which might be 
ordered by the Commission in the course of the simultaneous 
proceeding of hearings in Ex Parte 166, the Los Angeles 
Chamber said, would be in the nature of duplication, “since 
virtually all commodity rates subject to consideration by the 
Commission under Dockets 29663-4, 29708 and 29721-2 are en- 
compassed in the larger scope of Ex Parte 166, and may 
properly be considered subsidiary to that proceeding.” 

“In view of the broad scope of Ex Parte 166... and the 
resulting leeway which may permit the water carriers re- 
spondent to the intercoastal and coastwise revenue cases to 
further substantially raise their own rates,” the Chamber said, 
“it is submitted that it would be manifestly anomalous to carry’ 
the latter cases in active status during the progress of Ex 
Parte 166 hearings and deliberations.” i 

The Los Angeles Chamber asked the Commission to issue 
an order.stipulating the Commission’s holding in abeyance any 
further: hearings. and/or orders in the five water carrier rev- 
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enue cases affected by the motion, until the Commission’s 
final decision in Ex Parte 166 and related matters had been 
made public. 


Justice Dept. Replies to Rail 
Plea in “Soldiers’ Pack Case” 


That the Commission had been “extremely liberal” in its 
treatment of the defendant railroads, that the defendants al- 
ready had been granted more than five months’ time in addition 
to that provided in the Commission’s Rules of Practice govern- 
ing the submission of their statement under the rules of modi- 
fied procedure, and that the railroads here were seeking more 
time for submission of “additional evidence which is not mate- 
rial in this proceeding” were contentions by Justice Department 
attorneys in a reply to a petition by the defendants in No. 29622, 
United States of America vs. Aberdeen & Rockfish et al. (re- 
ferred to as the “soldiers’ and sailors’ pack case”), for leave 
to submit additional evidence and for consolidation of No. 29622 
S with other complaints in which the Justice Department seeks 
reparations on wartime traffic of the federal government. 

By their petition of October 20, the Justice Department 
said in its reply, the railroads asked the Commission (1) for 
leave to “incorporate in the record herein at a later date volu- 
minous evidence now in the course of preparation for submis- 
sion” in this and other proceedings heretofore instituted or 
hereafter to be instituted on complaints of the government; 
(2) to hear and determine this and such other proceedings on 
the same record, and (3) to withdraw this proceeding (No. 
29622) from handling under the modified procedure. The Jus- 
tice Department averred that this petition by the defendants 
was “in substance and effect merely a renewal of defendants’ 
earlier requests which have already been denied by the Com- 
mission.” 


Referring to a prayer of the defendants that they be per- 
mitted to submit evidence with respect to their financial and 
revenue position, the department, in its reply, said: 


Of course the Commission, from its consideration of the proceed- 
ings in Ex Parte Nos. 148, 162 and 166, is well aware of the general 
financial and revenue position of the railroads throughout the United 
States. Evidence of that nature, in relation to the limited scope of this 
proceeding, if in any way relevant, is entitled to little, if any, con- 
sideration in the determination of the issues involved, . . . In the St. 
Joseph Grain case (229 I. C. C. 641), division 4 said at page 646: 

‘‘The unfavorable financial condition of defendants does not justify 
the continued maintenance on a particular commodity and a limited 
amount of traffic of rates which, measured by established standards, 
are shown to be unreasonably high.’’ 


The department said that the filing of the railroads’ peti- 
tion in No. 29622 was “just another maneuver of delay in aid 
of their efforts to secure the consolidation of all of the govern- 
ment’s complaint proceedings.” 


Attached to the department’s reply, as an appendix, was 
a copy of a letter, dated August 5, addressed to Chairman 
Aitchison by Douglas W. McGregor, the Assistant to the Attor- 
ney General, in which it was contended that, “generally speak- 
ing, the proceedings brought and to be brought by the govern- 
ment are not, and will not be, susceptible of being heard on 
the same record and considered together for decision.” It was 
contended, further, that the government was entitled to “the 
same treatment as any commercial shipper who brings separate 
proceedings before the Commission attacking different ratings 
and rates” and that “suggested delay and procedure would 
deprive the government of the full hearing to which it is en- 
titled by law.” ry 


Train Safety Order 


Hearing at Chicago 


Hearing in No. 29543, Appliances, Methods and Systems 
‘Intended to Promote Safety of Railroad Operation, continued 
‘November 19 at the Morrison Hotel, Chicago, before Commis- 
sioner Patterson and Examiner Hoy. (See Traffic World, No- 
vember 22, 1947). 
Harold C. Heiss, attorney for the Railway Labor Executives 
Association, introduced one more Chicago & North Western 
‘Railway locomotive engineer, E. W. Bloomquist, of Adams, 
'Wis., as a witness and four locomotive engineers from the 
Omaha Railway, William B. Raddle of St. Paul, Minn., William 
Anderson of Altoona, Wis., James B. Fleming of Eau Claire, 
Wis., and W. C. Gray of Sioux City, Iowa, all of whom gave 
similar testimony to that of Mr. Decker and Mr. Chapman with 
respect to bad visibility during heavy snow, sleet and dust 
storms in the territory in question. 

R. A. Froelich, a C. & N. W. passenger conductor, testified 
that on the Chicago-Milwaukee and Chicago-Janesville runs 
dense fogs at times had been so bad that even with the aid of 
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fusees or other means of illumination “they couldn’t pass signals 
from one end of the train to the other.” 


Rock Island Witness 


First witness on behalf of the petition of the Chicago, Rock 
Island & Pacific Railway introduced by M. V. Thompson, gen- 
eral attorney for the Rock Island Lines, was W. H. Hillis, oper- 
ating officer. Mr. Hillis stated that the Rock Island had ex- 
pended in excess of $100,000,000 since 1936 in improvements to 
promote safety of operation. 

In addition to the block signals now in service on the Rock 
Island, Mr. Hillis said that 330 track miles of cab signaling and 
391 miles of C. T. C. have been installed. “We have under con- 
struction,” he continued, “100 miles of new automatic block 
signals between Waurika, Okla., and El Reno, Okla., making 
a grand total of 3261 miles protected by signals, of which 592 
will be C. T. C. operation and 330 track miles cab signal 
territory.” 

Mr. Hillis said that since the inauguration of the first 
Rocket streamlined train in 1937 there has been a total of 27,- 
597,356 miles run by these trains, without an employee or pas- 
senger fatality. He added that there has been no authorized 
increase in the speed of these trains from the 90 m.p.h. author- 
ized in 1937 despite the extensive improvements in the property 
during the past 10 years. 

The witness concluded his statement by saying that R. I. 
timetable rules emphasized that during adverse weather condi- 
tions speed of trains must be reduced to permit strict observ- 
ance of signals and insure absolute safety, regardless of time 
and that in case of doubt or uncertainty the safe course must 
be taken. 

Signal Engineer Testifies 


C. R. Swenson, signal engineer on the Rock Island Lines, 
stated that all block signals on the Rock Island were of the color 
light type and were protected by 16-inch hoods. These lights, 
he said, were visible at a distance of at least 4500 feet on a 
clear day, while in dense fogs the visibility was reduced to a 
few hundred feet. In reply to a question from Commissioner 
Patterson, the witness admitted that it might be possible that 
a light could become so covered with snow that it would not be 
seen but that no accident on his railroad had ever occurred be- 
cause of that condition. 

The hearing ended Friday morning, November 21, with the 
presentation of the petition of the Minneapolis, St. Paul & Sault 
Ste. Marie Railroad by the Soo Line’s commerce counsel, W. J. 
Quinn, and superintendent of transportation, W. M. Christel. 


BARGE LINE PROTESTS LIMESTONE RATE 

The Federal Barge Lines has asked the Commission to sus- 
pend operation of tariffs proposing to establish and maintain 
to Baton Rouge and North Baton Rouge, La., reduced rates on 
limestone, crushed (not ground), amounting to 140 cents a net 
ton from Illmo, Mo., 151 cents from Prairie du Rocher, Ill., and 
156 cents from Valmeyer, Ill., scheduled to become effective 
December 15. The protested items were identified as item 405, 
supplement 29 to D. Q. Marsh’s I. C. C. 3736, and item 11853-B, 
supplement 24 to R. H. Hoke’s I. C. C. 998. 


FORWARDER-MOTOR REPORT OPPOSITION 


Continued opposition has been expressed by motor carrier 
operators to the proposed report of Examiners Paul O. Carter 
and J. J. Williams, in No. 29493, Freight Forwarders-Motor 
Common Carriers, Agreements, recommending that the present 
system of joint rates and divisions applied in determining com- 
pensation paid by forwarders to motor common carriers be 
found unlawful and that publication by motor carriers of as- 
sembly and distribution rates for the use of forwarders be 
required. 

Exceptions have been filed with the Commission by the 
following additional carriers, who, like others before them, 
argued the benefits to them under present arrangements for 
handling forwarder traffic (see Traffic World, Nov. 22, p. 1501): 

Stibbs Transportation Lines, Inc., Buffalo, N. Y.; Motor 
City Express, Inc., Detroit, Mich.; M. H. Winn Trucking Co., 
Woburn, Mass.; Bailey’s Express, East Hampton, Conn.; 
Brooks & Eaton’s Express, Wakefield, Mass.; Shattuck’s Ex- 
press, Andover, Mass.; Zanes Freight Agency, Dallas, Tex.; 
Royce City Motor Line, Dallas, Tex.; Hart’s Express, Hudson, 
N. Y.; Brown’s Express, Inc., Pittsfield, Mass.; and A. Filkins, 
Inc., Albany, N. Y. 


CANADIAN TRAFFIC LEAGUE DINNER 

_ The Canadian Industrial Traffic League, Prairie Division, 
Winnipeg, Canada, will hold its annual dinner December 10 
at the Royal Alexandra Hotel undef the chairmanship of V. 
Stechishin, Vulcan Iron Works. The principal speaker will be 
Major H. G. L. Strange, director, research department, Searle 
Grain Company, Limited, Winnipeg, on “Britain’s Crisis—What 
Are Her Chances for Recovery.” 
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U. S. SUPREME COURT NEWS 





Panagra Litigation Dismissed 
as “Moot.” by Highest Court 


A legal controversy growing out of disagreement between 
the interests sharing equally the ownership of the stock of Pan 
American-Grace Airways, Inc. (Panagra) over proposed exten- 
sion of Panagra’s Latin-American route from its northern 
terminus in the Canal Zone to a point or points in continental 
United States ended on November 24 when the Supreme Court 
of the United States, by a per curiam decision, granted a motion 
to dismiss the writs of certiorari which the court had issued 
June 10, 1946. 

The per curiam decision, in No. 4, Pan American Airways 
Corporation and Pan American Airways, Inc., Petitioners, vs. 
W. R. Grace & Co., Civil Aeronautics Board, et al., and No. 5, 
Eastern Air Lines, Inc., Petitioner, vs. Same, read as follows: 

“Per curiam: The motion to dismiss is granted and the 
writs are dismissed on the ground that the cause is moot.” 

The dismissal motion was filed by counsel for Pan American 
Airways Corporation, Pan American Airways, Inc., W. R. 
Grace & Co. and Pan American-Grace Airways, Inc. It recited 
that by its writs of certiorari which it granted in June last year 
the Supreme Court undertook to review a decision of the U. S. 
Circuit Court of Appeals for the Second circuit. The latter 
court, it was stated, had remanded to the C. A. B. a proceeding 
in which the C. A. B. had granted a motion of Pan American 
Airways Corporation for dismissal of an investigation the board 
had instituted (No. 779) to determine whether the public con- 
venience and necessity warranted extension of Panagra’s route 
into the United States. 

The dismissal motion of P. A. A. C. was based on the 
contention that the C. A. B. did not have authority, under 
section 401(h) of the civil aeronautics act, to extend an airline 
route in the absence of an application for such extension by 
the carrier operating on the route. 

No such extension application had been made by Panagra, 
it was shown in the representations to the Supreme Court, be- 
cause Pan American Airways Corporation and W. R. Grace 
& Co., each owner of half of the stock of Panagra, had been 
unable to agree on the proposed extension of the Panagra route 
to the United States. Pan American Airways Corporation, it 
was shown, was the owner of all the stock of Pan American 
Airways, Inc., operating over routes between termini in the 
United States and points in Latin American countries. 


The dismissal motion advised the Supreme Court that an 
agreement designated as a “through flight agreement” had 
been negotiated in July of this year under which Pan American 
Airways would, at Panagra’s request, charter any aircraft 
operated by Panagra into the Canal Zone from Lima, Peru, 
or points south thereof, “for through operation from the Canal 
Zone over one of Pan American Airways’ routes to continental 
United States and for return operation to the Canal Zone over 
the same route,” and for other cooperative arrangements be- 
tween the parties. Reference was made, also, to a “companion” 
agreement between Pan American Airways Corporation and 
W. R. Grace & Co. It was stated that the C. A. B. had approved 
these agreements; that, by an order dated July 31, 1947, it had 
denied petitions for review of its order of approval; that the 
60-day period for petitioning for review of the order of July 31 
had expired without such a petition having been filed, and 
that the “through flight agreement” and the companion agree- 
ment effectively disposed of the controversy which formed the 
aie matter of the writs of certiorari that the Supreme Court 

ad issued. 


“EMPLOYE” STATUS IN RAILROAD SUIT 


Decisions of lower courts to the effect that an employe of 
a so-called independent contractor engaged in performance of 
work under contract with a railroad, who was injured while in 
the service of the contractor, was a “railroad employe” and en- 
titled to recover damages from the railroad under provisions of 
the federal employers’ liability act, were left undisturbed by the 
Supreme Court of the United States, November 24, as it denied 
serene in No. 396, The Pennsylvania Railroad Co. vs. George 


Documents filed with the court in the proceeding showed 
that Roth was employed by Fritz-Rumer-Cooke, a firm said to 
have been operating the railroad yards at Crestline, O., when 
Roth was injured while participating in the loading of a crane 
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on a flat car. The federal district court in which the case was 
tried overruled the railroad’s motion to dismiss Roth’s claim 
that he was a railroad employe under the federal employer’s 
liability act and instructed the jury that as a matter of law 
the plaintiff was a railroad employe. The jury verdict was for 
Roth. The U. S. Circuit Court of Appeals for the Sixth circuit 
affirmed. In seeking Supreme Court review of the decision, the 
railroad contended that the circuit court erred in failing to 
hold that the contract or relationship between the railroad and 
Fritz-Rumer-Cooke was neither relevant to or determinative of 
the question of railroad liability to Roth under the federal em- 
ployers liability act, and in failing to hold that Fritz-Rumer- 
Cooke was an independent contractor for the railroad. Roth 
contended, in opposition to the certiorari petition, that “a rail- 
road cannot delegate away any of its essential functions as a 
railroad to an independent contractor and thus escape the obli- 
gations of the federal employers’ liability act.” 


I. C. C. Order Fixing $2 Per Diem 
Set Aside by Federal Court 


A specially-constituted three-judge federal court in the 
District of Columbia on November 21 ordered the setting aside 
of the Commission’s order of July 25, 1947, increasing to $2 
a day, for a period of six months ending with March 31 of next 
year, the daily rental or “per diem” paid by railroad users of 
freight cars to other railroads owning those cars. An inter- 
locutory injunction requiring the holding in abeyance of 
settlements for car-hire by the railroads pursuant to the 
Commission’s order had been issued about two weeks earlier 
(see Traffic World, Nov. 15, p. 1431). 

The three-judge court, in an opinion written by Justice 
Prettyman, of the U. S. Court of Appeals for the District of 
Columbia, said: that the Commission’s order “must be set 
aside, because it is beyond the statutory power of the Com- 
mission and also because, even if the statutory power existed, 
this order is not supported by requisite findings of fact.” The 
other judges who heard the case and signed the opinion were 
Justice Wilbur K. Miller, of the U. S. Court of Appeals for the 
District of Columbia, and Justice Letts, of the federal district 
court for the District of Columbia. 

_ The case in which 41 trunk-line railroads and 139 short 
lines successfully attacked the Commission’s per diem order 
was docketed in the federal district court as Civil No. 3816-47, 
Howard S. Palmer, James Lee Loomis and Henry B. Sawyer, 
Trustees of the Property of the New York, New Haven & 
Hartford Railroad Co., Debtor, et al., Petitioners, vs. United 
States of America and Interstate Commerce Commission. 


In the opinion he wrote, Justice Prettyman said that the 
Secretary of Agriculture, the director of the Office of Defense 
Transportation, the National Agricultural Cooperative Trans- 
portation Committee and certain railroads, “some as plaintiffs 
and some as defendants,” had intervened. 

_ He noted that on August 9, 1946, the O. D. T. director had 
written to the Commission concerning shortages of cars avail- 
able for the movement of freight. 


“In times of general car shortgage, a railroad which owns 
plenty of cars may not have enough to serve its customers, 
while one which owns few cars may have ample foreign cars 
on its lines to supply its demand,” the opinion continued. “At 
times of crop movement some western roads have had on their 
lines less cars than the number which they own. Some eastern 
roads, on the other hand, are in possession of more cars than 
the number which they own... . The assumption that railroads 
in agricultural areas are large owners of cars which are absent 
from their lines is the basis for the (O. D. T.) director’s ref- 
erence to the return of foreign cars to proprietary lines as a 
means to ameliorate the acute car shortage.” 


O. D. T. Proposal 


Justice Prettyman said the O. D. T. director had proposed 
that the per diem charge be increased from $1.15 to $2 as a 
stimulant to the prompt handling and return of foreign cars 
by hiring roads to the owning roads; that the Commission had 
instituted an investigation as eigpeetes by the O. D. T. di- 
rector and had held hearings in May, 1947, and that four of 
the ten participating commissioners had dissented from the 
conclusion of the majority that the per diem should be in- 
creased to $2 a day for a six-months period beginning October 
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1, while another had said he thought the per diem increase 
plan “worth trying.” Justice Prettyman said the authority on 
which the Commission based its action was section 1, para- 
graps (10) (11), (13) and (14) of the interstate commerce act, 
“more especially (14).” His opinion covering 26 typewritten 
pages of legal size, continued in part as follows: 


At the hearing there was some difference of opinion among counsel 
as to the theory and so as to the nature of the Commission’s report 
and order, and thus some confusion as to the precise question pre- 
sented for our decision. Able counsel for the United States, in a careful 
and thorough brief, say: 

“The issue of reasonable remuneration for car ownership is not 
in issue in this proceeding. The issue simply is whether the Commis- 
sion possessed the necessary authority to increase the per diem charge 
for the purpose of promoting greater efficiency in the use and supply 
of cars, and if so, whether such regulation was reasonably exercised.”’ 
This is, in effect, an assertion that in prescribing the compensa- 
tion payable to owners for the use of cars, the Commission may add to 
reasonable remuneration for car ownership, solely for regulating pur- 
poses, an amount which will tend to cause hiring railroads to return 
cars promptly. The (O. D. T.) director’s letter, the orders of investi- 
gation, the definition of the issues by the presiding examiner, the 
testimony of Commission witnesses, the examiner’s report, and the con- 
clusions of the Commission’s report were all upon that theory. . 


Use of Regulatory Power 


We think it perfectly clear that from first to last the Commamnaten 
intended its order to rest upon its asserted power to fix compensation 
for the use of cars as a regulatory measure, solely for the purpose of 
increasing efficiency in the use of cars and at an amount wholly inde- 
pendent of the costs of car ownership, expenses of maintenance and 
operation, and a reasonable profit. We shall discuss that question first. 
We shall, however, consider the other contention, that the order can 
be sustained as a determination of reasonable remuneration for car 
ownership. 

It is necessary at the outset to define with clarity the precise 
question which the case presents. Counsel for the Commission and for 
the United States argue as though the issue is the Commission’s power 
to prevent or cure the car shortage....They argue as though the 
authority to fix compensation for the use of cars was the full extent 
of the Commission’s power to deal with the situation. The most casual 
examination of the statute shows that such is not the case. The Com- 
mission has power, under the above-quoted section (section 1(14)), to 
establish reasonable rules, regulations and practices with respect to car 
service, which includes the use, interchange and return of cars and 
the terms of any contract, agreement, or arrangement for the use of 
cars, and to prescribe penalties for non-observance of its mandates. 
Those powers are broad. Their scope is not involved here. It would 
be far afield to consider this case upon the premise that it concerns 
the full authority of the Commission in what is agreed to be a critical 
national situation, clearly not only of the present but of a recurring 
nature. This case concerns only the nature of one specific power. 

The specific problem before us is in two parts: first, a matter of 
statutory construction, and, second, an inquiry into the sufficiency of 
the findings. The first part is an exceedingly narrow question. It is 
whether the statutory authority to establish ‘‘compensation for use’’ 
empowers the Commission to fix rentals at such amounts, regardless of 
the costs of ownership, maintenance and operation, as in its judgment 
will operate upon non-owning users of cars to promote greater efficiency 
in their use. The question must be viewed in the light of several indis- 
putable facts. First, entirely apart from its specific power to pre- 
scribe compensation for use, the Commission has general powers to 
make regulations to govern the use and return of cars and to fix penal- 
ties for violation of such regulations. Second, the per diem charge 
applies every day a foreign car is on a railroad. It applies whether the 
car is moving as expeditiously as possible, or is standing still; whether 
it is in the hands of a consignee for unloading, of a shipper for loading, 
or is under control of a railroad; whether it is awaiting bottoms for 
export or is being held by the railroad for expected freight. Third, 
the charges are paid by one railroad to another railroad. They do not 
go into the public treasury as would penalties imposed by the statute. 

We think that the correct answer to the question as above-phrased 
is in the negative....The specific power to fix compensation for the 
use of cars is not coextensive with the general power to regulate the 
use of cars.... The determination of proper compensation...is not 
an elastic concept adaptable in amount for use for other regulating 
purposes. ... 


Originally car-hire charges were upon a mileage basis. No rental 
was paid for a car which was standing still. Therefore, there was no 
incentive for the hiring road to move the car or return it. The results 
were such as to require a change, and a charge upon a time basis was 
instituted. 

Obviously, any charge upon a time basis furnishes an incentive for 
prompt return of the property. When a contractor rents a bulldozer by 
the day, he has an incentive to use it promptly and return it.... The 
penalty of incentive characteristic of the per diem is merely an inherent 
quality of a charge based upon time. Reference to that quality is not 
equivalent to saying that a rental can, by a prohibitive amount, 
be made an instrument of compulsion. An inherent quality of its 
reasonable amount is one thing, but an indefinite expandability of its 
amount for regulating purposes is quite another... 

‘“*Reasonable ne for use’’ does not convey a prohibiting 
or we idea. 


Per ‘Diem Charge Not a Regulation 
The per diem charge ts so completely unrelated to the evil sought 
to be remedied by the proposed order that serious question would arise 
as to its validity as a regulation. A regulating measure must have 
‘‘a real and substantial relation to the object sought to be attained.”’ 
This per diem ...has no relation to avoidable delay or to inefficiency. 
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It is payable for every day a foreign car is on the line....In so far 
as it penalizes (it), penalizes use and non-use, efficient and inefficient 
use, unavoidable and avoidable delays, alike. It would be deemed arbi- 
trary as a regulatory measure under the established rules of law. 

But the decisive consideration is the essential nature of the thing 
which is proposed to be done here. The car situation involves conflicting 
economic interests of considerable moment... conflict between the great 
trunk lines ...and the smaller short-line roads... conflict between a 
car owner’s interests in restricting its own cars to its own lines for 
its own purposes and the general interest of the nation in through 
traffic, with its necessary free interchange of cars.... 

If the order (of the Commission) does not cause hiring roads to 
release the cars, it will merely transfer tremendous sums of money 
from non-owners to owners, making the economic status of many non- 
owners difficult, if not unbearable. ... No improvement in car efficiency 
would result from the order where delays or detention are unavoidable. 
The sole effect there would be to increase costs. 

In so far as the order would accomplish its avowed object it would 
be by economic pressure upon the non-owning railroads. Those roads 
would be faced with a dilemma, either to pay these sums or to let 
freight on their lines remain : ere That is not the scheme of 
the statute. . The rentals ...are to be reasonably compensatory for 
use, and no “more . 

There is no persuasive indication that an increase in car rental will 
facilitate the return of cars. 

Although the shortage of cars in post-harvest time in the west is 
a very old problem, and although the per diem charge has been suc- 
cessively increased over the years, there is no finding of fact in this 
record, and no evidence... that the increases ever caused the slightest 
improvement in the situation. .. 


Justice Prettyman said that one paragraph of the Com- 
mission’s order seemed to say that the car service rules now 
in existence were designed to promote return of empty cars 
to their owners. If this was so, and if it was a desirable prac- 
tice in the public interest, why should not the car service rules 
be observed, and if there were no penalties for their violation, 
why were there no penalties, he inquired. 

“Does the public interest require, not efficiency in use, but 
‘justice’ to owning roads in the form of higher rentals?” he 
asked. “We do not think so. . . . The Commission’s report 
raises these questions, but does not supply the answers.” 

He discussed representations of the parties in the case with 
respect to car service and demurrage and said that the differ- 
ences between car service and demurrage were “far greater 
than the similarities.” 

“Our attention,” he said, “has not been called to any in- 
stance in which a legislature has required one section of the 
public to pay another section prices avowedly in excess of fair 
recompense to the producer or seller, solely to achieve an 
economic result.” 

Conclusions 


He described the Commission’s per diem order as a 
“vaguely hopeful, roundabout measure.” The concluding part 
of his opinion included the following: 


We hold that the statutory authority to fix reasonable compensa- 
tion for the use of cars does not empower the Commission to establish, 
solely for general car service regulating purposes, rentals in excess of 
any purported reasonable recompense to the owner. 

But, even if the Commission had the power it claims, the findings 
in its report are insufficient to support its order.... There is no finding 
that an increase in the per diem would cause the return of a single 
car to its owner.... There is no finding that the roads which serve 
the large crop areas are owning roads....There is no finding as to 
what freight needs immediate movement. 

The flat finding is made that “‘the present car shortage is the 
result of postwar demands upon an inadequate and war-depleted car 
supply’’—a finding which seems to negative the idea that the shortage 
is due to inefficiency in use.... 

The insufficiency of the recitations in the report, even when meticu- 
lously filtered to collect the facts, is obvious....There are findings 
which seem to indicate a result opposite to that reached by the Com- 
mission. .. . The court could not possibly tell from the findings whether 
the order, if it purported to fix only remuneration for car ownership, 
was fair and reasonable or was unfair, unreasonable and arbitrary. 
No findings of underlying facts which might be used as standards for 
that determination are in the report. We think it clear that the Com- 
mission neither intended, to, nor did, rest its order upon that theory, 
and we doubt its ability to do so. 

It follows from all the foregoing that the order of the Commission 
involved in this action must be set aside, because it is beyond the 
statutory power of the Commission and also because, even if the statu- 
tory power existed, this order is not supported by requisite findings 


Commission Considers Appeal 


of fact. Orders to that effect may be presented by counsel. 

The question whether the decision of the three-judge court 
in the per diem case should be appealed to the U. S. Supreme 
Court had been under consideration at the Commission, but a 
decision on this question had not yet been reached, it was stated 
at the Commission, November 25. In some quarters the view 
was expressed that an appeal by the Commission was improb- 
able, since the Commission’s order was issued to remain in 
effect for a period of only six months beginning October 1, and 
since Supreme Court action on an appeal might not eventuate 
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until after March 31, 1948, the intended expiration date of the 
order. 


Government Suit Attacks I. C. C. 
Order in Army Wharfage Case 


Justice Department attorneys have filed, in the federal 
district court for the District of Columbia, a civil suit docketed 
as No. 4729-47, United States of America vs. Interstate Com- 
merce Commission and United States of America, asking the 
court to enjoin and set aside the Commission’s order of July 
25, 1947, dismissing the government’s complaint in the so-called 
Norfolk wharfage reparations case which was docketed at the 
Commission as No. 29117, United States of America vs. Aber- 
deen & Rockfish, et al. 

The complaint recited that before World War II the 
Transport Trading & Terminal Corporation had operated what 
were known as army base piers Nos. 1 and 2 at Norfolk, Va., 
and had received from the railroads serving the port an allow- 
ance of 1 cent a hundred pounds for use of the piers and an 
allowance of 3 cents a hundred pounds for loading and un- 
loading service which the corporation performed on those piers. 

According to the complaint, after the War Department 
had assumed the handling of freight on those piers in World 
War II, with practices similar to those that prevailed at the 
piers when they were privately operated, the railroads refused 
to accede to War Department requests for allowances the 
same as the railroads had paid to the Transport Trading & 
Terminal Corporation. The government complaint said that 
on August 3, 1945, division 2 found the railroads’ refusal to 
grant the wharfage allowances to be unreasonable and un- 
justly discriminatory, and had awarded reparation on the 
basis of 4 cents a hundred pounds of freight handled by the 
army employes at army base piers Nos. 1 and 2, but that the 
entire Commission, after the proceeding had been reopened 
for reconsideration and reargument, had vacated the order 
of division 2 and had dismissed the complaint. 

The complaint alleged that the Commission’s order of 
July 25 lacked a rational basis, in that the findings did not 
support the conclusions; that the findings were not supported 
by substantial evidence; that the Commission misapplied the 
law, and that its order otherwise was arbitrary, capricious, 
and without support in and contrary to the law and the 
evidence. 

The complaint bore the signatures of Attorney General 
Tom C. Clark; Assistant Attorney General John F. Sonnett; 
George Morris Fay, U.S. attorney for the District of Columbia, 
and the following “special attorneys”: James E. Kilday, David 
O. Matthews, Frank F. Vesper, and James C. Moore. 


STORAGE BATTERY ANTI-TRUST CASE 


Attorney General Tom C. Clark has announced the entry 
by the U. S. district court for the southern district of New York 
of a final judgment against Electric Storage Battery Co., and 
its subsidiary, Willard Storage Battery Co., both of Cleveland, 
O., terminating “‘a cartel arrangement” relating to electric stor- 
age batteries. 

“This judgment removes restrictions to competition in prod- 
ucts essential to the nation’s transportation, whether by rail, 
air, or highway, and to the national defense,” said he. 


. The judgment was consented to by the defendants, he said, 
adding: 


It followed a complaint filed by the government on May 16, 1945, 
which charged an arrangement to divide world markets and to elim- 
inate competition beginning in 1891. It alleged that the arrangement 
included direct agreements as well as working understandings on prices, 
exchange of patents and inventions, pooling of profits, and adoption of 
uniform trade-marks, The complaint named as co-conspirators Chloride 
Electrical Storage Company, Limited, London, England, Exide Bat- 
teries of Canada, Limited, Toronto, Canada, in both of which Electric 
Storage Battery Company holds large interests, and Accumulatorem- 
Fabrik Aktiengesellschaft, a German manufacturer of batteries. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
teguiations thereunder, appear below.) 


Western Tennessee district, western division, at Memphis. 
On November 14, William B. Mayers, doing business as Mayers 
Motor Freight, of Memphis, was fined $750, which was required 
to be paid, on a plea of guilty to an information charging 
Mayers, a motor common carrier of property, with failing to 
remit c.o.d. funds within the time specified in his tariff, with 
failing to require his drivers to keep drivers’ logs, and with 


‘aiding and abetting in the performance of the involved opera- 
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failing to have in his files certificates of physical examination 
for his new drivers. 

Northern Georgia district, Newnan division, at Newnan. On 
November 13, Atlanta, Columbus, Albany Motor Lines, Inc., of 
Newnan, was fined $400, which was paid forthwith, on its plea 
of nolo contendere to an information charging the defendant, 
a motor carrier of property in interstate commerce, with oper- 
ating motor vehicles on the public highways without having 
fire extinguishers and certain other required equipment on its 
vehicles, with failing to have in its files certificates of physical 
examination for its new drivers, with permitting and requiring 
drivers to remain on duty for excessive weekly hours, and with 
falsifying monthly hours of service reports. 

Southern California district, northern division, at Fresno. 
On October 24, Waldo J. Fortier, of Fresno, was fined $600, 
which was paid forthwith, on a plea of nolo contendere to an 
information charging the defendant, a co-partner of Fortier 
Transportation Co., with permitting drivers in his employ to be 
on duty excessive weekly hours and to drive and operate motor 
vehicles excessive daily hours in violation of the motor carrier 
safety regulations. 

Northern Ohio district, eastern division, at Cleveland. On 
November 10, Roethlisberger Transfer Co., of Shelby, O., was 
fined $850, which was paid forthwith, on its plea of guilty to 
an information charging it with operating as a common carrier 
of property without authority. 

Massachusetts district, at Boston. On November 12, fines 
totaling $350 were imposed on Henry Bishop, doing business as 
Henry Bishop’s Express, a motor carrier, and Fred Dabrowski, 
doing business as Martin Wholesale Co., a shipper, both of 
Adams, Mass., following separate pleas of guilty to an infor- 
mation charging Bishop with operating as a common carrier of 
property without a certificate and charging Dabrowski with 


tions. Bishop was fined $100, and Dabrowski, $250, which fines 
were paid forthwith. 

Eastern Kentucky district, at Richmond. On November 10, 
Roy Watson, of Richmond, was fined $500 on his plea .of guilty 
to an information of 16 counts charging him with operating as 
a common carrier of property without authority, with failing 
to have in his files certificates of physical examination for his 
new drivers, and with failing to require his drivers to keep 
drivers’ logs. The fine, which was required to be paid in full, 
was imposed on the first five counts of the information. Impo- 
sition of sentence on the remaining 11 counts was suspended for 
a probationary period of three years. 

A preliminary injunction was entered November 17, in a 
civil proceeding instituted by the Commission, at Philadelphia, 
against Clyde H. Renninger, dba Mid Valley Motor Co., of 
Pennsburg, Pa., enjoining and requiring him, pending hearing 
and determination of the Commission’s motion for a permanent 
injunction, to refrain from transporting property as a common 
carrier for compensation without first having on file with the 
Commission approved evidence of public liability and property 
damage insurance for his account. The action followed issuance 
of a temporary restraining order against the defendant on 
November 10, by Judge Bard. The proceeding was based on an 
allegation of the Commission that defendant’s public liability 
and property damage insurance was cancelled July 15, and that 
he had been transporting property since that date without evi- 
dence of such insurance on file. 

_ Colorado district, at Denver. On November 13, John Ger- 
maine, doing business as G. & S. Heavy Hauling Co., of Den- 
ver, was fined $200, which was paid, on a plea of guilty to an 
information charging the defendant with operating as a com- 
mon carrier of property for compensation without authority, 
with failing to have in his files doctors’ certificates of physical 
examination of his new drivers, and with failing to require his 
drivers to keep drivers’ logs. 


Increase to 15 Cents for Red Cap 
Charges Protested by C. I. O. Groups 


The Congress of Industrial Organizations, a number of its 
local or regional councils, Walter P. Reuther, president of the 
United Auto Workers Union, and a number of individuals have 
asked the Commission to suspend Agent V. Armold’s tariff 
I. C. C. 57, effective December 1, increasing from 10 cents to 
15 cents the cost of carrying a hand bag by a red cap. 

Joined with the United Transport Service Employes of 
America in requesting the suspension, in addition to the C. I. O. 
and Mr. Reuther, were: Dr. Edwin R. Embree, president of 
the Julius Rosenwald Fund; Representative William L. Dawson, 
of Illinois; Dr. Russell W. Jelliffe, executive director of Karmu 
House, Cleveland, O.; James I. Loeb, Jr., director of Americans 
for Democratic Action; Chat Patterson, president of the Amer- 
ican Veterans Committee, and Carter Wesley, of Houston, Tex., 
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president of the Freedmen’s Publishing Co. 

Others asking suspension of the tariff were C. I. O. councils 
of Pennsylvania, of Harrisburg, Pa., of Washington, D. C., of 
Cleveland, O., and of the Houston, Tex., area, as well as the 
Houston branch of the National Association for the Advance- 
ment of Colored People. 

In general, the protestants took the position that red cap 
service had deteriorated since the Commission first required 
the publication of tariffs of charges for carrying hand baggage, 
and that the increased charge would result in fewer passengers 


calling for red cap service and, consequently, for lessened em- 
ployment. 


Cc. M. F. A. GRANTS STEVEDORE PAY RAISE 


A settlement has been reached with the Highway Drivers 
Helpers and Platform Workers Union, Division of Local 710, 
and the Chicago operators of the Central Motor Freight Asso- 
ciation, Inc., the Association announced November 24. The union 
members will receive pay increase of 20 cents an hour across 
the board. In addition, the companies agree to pay for six holi- 
days, set a minimum work week of 48 hours, time and a half 
for all work over 8 hours a day, one weeks vacation after one 
year and two weeks after four years. The increase in pay is 
retroactive to November 16, 1947. 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $361,370,143 paid to 
1,380,842 employes as of the middle of August, 1947, according 
to a compilation of wage statistics of those roads, statement 
M-300, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. 

The employment was an increase of 9,889 or 0.72 per cent 
over the number reported for August, 1946. The total number 
of hours paid for was 2.05 per cent less and the total compensa- 
tion was.1.41 per cent less in August, 1947, than in August, 1946. 
A comparison of the number of employes who received pay in 
the month with the total hours paid for showed 205 hours an 
employe in August, 1947, and 210 hours in August, 1946. Em- 
ployes paid on an hourly basis in August, 1947, received pay for 
17,554,591 hours of overtime, which was 6. 87 per cent of the 
straight time paid for. The corresponding percentage for Aug- 
ust, 1946, was 6.71. 

Compensation for “time paid for but not worked” for Aug- 
ust, 1947, was reported as follows: Executives, officials and 
staff assistants, $220,449; professional, clerical, and general, 
daily basis, $784,883, hourly basis, $4,086,492; maintenance of 
way and structures, daily basis, $68,595, hourly basis, .$2,263,- 
855; maintenance of equipment and stores, daily basis, $315,539, 
hourly basis, $5,978,947; transportation (other than train, en- 
gine and yard), daily basis, $193,691, hourly basis, $1,707,593; 
and transportation (yardmasters, switch tenders, and hostlers), 
daily basis, $231,449, hourly basis, $155,342. 

In the train and engine service, compensation for August, 
1947, was reported as follows: Straight time actually worked, 
$68,687,032; straight time paid for, $83,289,097; overtime paid 
for, $9,314,659; constructive allowances, $7,168,676; total, $99,- 
772,432. Miles actually run totaled 506,302,658 and miles paid 
for but not run totaled 61,666,860. 


Truman Nominates Rail Executive 
to Head Veterans Administration 


President Truman announced, in a press conference No- 
vember 21, that he had chosen Carl R. Gray, Jr., of Chicago, 
Ill., vice-president of the Chicago & North Western Railway 
Co., who, as a major general, had charge of rail transporta- 
tion in the Allied European Theater of War in World War II, 
to succeed General Omar N. Bradley as head of the Veterans 
Administration. The chief of the V. A. has the title of “ad- 
ministrator of veterans affairs.” The nomination of Mr. Gray 
by the President is subject to confirmation by the Senate. 

The President said that Mr. Gray would assume his duties 
as veterans administrator on January 1 and that General 
Bradley would go back to the War Department on December 
1 to succeed General of the Army Dwight D. Eisenhower as 
chief of staff. Before beginning his duties as chief of staff, 
General Bradley would use his “accumulated leave” for the 
making of a survey of military installations, the President 
said. 

The following biographical material about Mr. Gray was 
issued at the White House after announcement of his appoint- 
ment by the President: 


Carl Raymond Gray, Jr.: vice president, Chicago & North Western 
Railway Co., Chicago, Ill.; born in Wichita, Kan., April 14, 1889; son 
Carl Raymond and Harriette (Flora) Gray; student at Western Mili- 
tary Academy, Alton, Ill.; A. B. degree from University of Illinois, 








TRAFFIC WORLD 





1911; married Gladys Beach, October 16, 1911; children—Gladys Ethe] 
(Mrs. C. Maxwell Dieffenbach) and Carl Raymond III. Began with St. 
Louis & San Francisco Railroad, 1911; assistant engineer Oregon Elec- 
tric Railway and Spokane, Portland & Seattle Railway, 1911-12; train- 
master and superintendent, 1912-13; assistant to general manager, 
Chicago, Burlington & Quincy Railroad, 1913-14; assistant to general 
superintendent, St. Louis & San Francisco Railroad, 1914-15; assistant 
engineer, Consolidated Coal Co., Baltimore, Md., 1916; president, Peach 
Bottom Slate Corporation, 1916-17; general superintendent, Montgomery 
Ward & Co., 1919-20, general manager Chicago house, 1920-21; general 
manager, City Ice Co., Kansas City, Mo., 1922-23; vice president and 
general manager, 1923-25; vice president, Central Manufacturing Dis- 
trict Bank, Chicago, 1926; manager industrial department, Chicago & 
North Western Railway and Chicago, St. Paul, Minneapolis & Omaha 
Railway, 1928-29; general manager, Chicago, St. Paul, Minneapolis & 
Omaha Railway at St. Paul, 1929, vice president and general manager 
of operation and maintenance, 1930-37; became executive vice president 
in August, 1937, and remained in that position until he entered war 
work. Upon his return from service he was elected to his present 
position as vice president, Chicago & North Western Railway Co. 
Served as captain, major and lieutenant colonel, United States Army, 
World War TI; later colonel, United States Engineer Reserve; appointed 
brigadier general in charge railway transportation, Allied European 


Theater of War, 1943; major general, September, 1945. Republican. 
Baptist. 


Rail Radio Frequency Needs 
Presented to F. C. C. 


L. J. Prendergast, chairman, committee No. 4, Radio and 
Allied: Communications as Applied to Railroad Operations, 
told the Federal Communications Commission in a hearing 
involving amendments of the commission’s regulations gov- 
erning television channels and assignment of frequencies to 
television and non-governmental fixed and mobile services, 
that the railroads would make greater use of radio service 
as time went on and expressed the hope the commission would 
provide sufficient channels to encourage the railroads to invest 
the substantial sums required for this development. 

He said 77 railroads representing 90.1 per cent of Class I 
railroad mileage, and 19 of the smaller railroads were now 
using or expected to use radio communication within the next 
three years and would spend $15,000,000 for additional radio 
equipment. 

He said the 60 frequencies allocated for train communica- 
tion, “constituting only 30 useable channels,” while probably 
adequate for that class of service would not provide enough 
frequencies to accommodate also all railroad yard and ter- 
minal services in congested railroad areas such as Chicago 
and New York, and that 34 channels would be required in the 
Chicago area for railroad yard and terminal radio communi- 
cation alone. Within a 7 to 10 year period, he added, total 
railroad channel requirements in the Chicago area had been 
shown by earlier questionnaires to be about 85 channels. 

The railroads, he said, had sought to hold to a minimum 
their request for additional frequencies for yard and terminal 
services, adding the commission itself had found they would 
until late need 53 channels for that service. As all 30 of the 
presently assigned channels would not be needed within the 
next three years, Mr. Prendergast said the railroads felt they 
could be expected for the time being to devote some of those 
frequencies to yard and terminal service and that their needs 
in that service for the next 3-year period could be met if 24 
additional channels were allocated to them. 


Cc. & O. TRAIN TELEPHONE SERVICE 


“Experimental telephone service for two Chesapeake and 
Ohio Railway trains was furthered by the commission in author- 
izing construction of wire lines along the right-of-way between 
Orange, Va., and Cincinnati, Ohio, and mobile tie-in apparatus,” 
the Federal Communications Commission has announced. “The 
estimated cost of the system is $358,900, it said, adding: 


Public toll telephone service will be available in the observation 
cars. Communication will be by the inductive method, giving the trains 
contact with the wayside wires which, in turn, will link with the Bell 
telephone system. 

Frequencies of 142, 162, 180 and 198 kilocycles are assigned on a 
temporary basis, conditioned that there is no interference to other 
services, in connection with testing common carrier radiotelephone in- 
ductive systems. An experimental class 2 license was granted for 2 
period of six months and the commission’s low-power rules waived to 
see what means are required in order to operate this service satis- 
factorily with the minimum radiated signal. 

The system proposed is similar to that authorized March 27, 1946, 
for communicating with trains of the Kansas City Southern Railway 
between Kansas City, Mo., and Shreveport, La. This was the first grant 
of that nature. On August 15, 1947, telephone service was inaugurated 
for certain trains of the Pennsylvania and Baltimore & Ohio railroads 
on the Washington-New York run. 

This type of common carrier train telephone communication does 
not come within the scope of the established railroad radio service 
which covers use of radiotelephony by rail line personnel for train 
operation and yard and terminal traffic control. 
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National Industrial Traffic League 
Fortieth Anniversary Meeting 


League, in annual session at Chicago, ratifies action 
of officers and counsel in Ex Parte 166. Declares for 
“blended” interterritorial increases. Asks Commis- 
sion to “admonish” railroads to furnish better facili- 
ties and services. Reaffirms position on motor-for- 
warder rates. Proposes further study of St. Lawrence 
project in view of “self-liquidating” proposals. Other 
legislative proposals adopted. Creates new commit- 
tees on unified classification, on transportation policy 
and outlook, and to study the place of public interest 
in rail-wage controversies. Schwietert elected presi- 
dent 


e The fortieth anniversary meeting of the National Indus- 
trial Traffic League opened November 20 in the Red 
Lacquer Room of the Palmer House, Chicago. President Alonzo 
Bennett opened the first session by thanking S. L. Felton and 
his committee for their good work in the arrangement of the 
meeting. 

J. W. Peters, chairman of the nominating committee, gave 
his report and announced that elections would be held the 
following day. Edward F. Lacey, executive secretary, an- 
nounced that honorary life memberships had been recommended 
for the following: 

George A. Blair, formerly general traffic manager, Wilson & Co., 
Chicago; E. S. Gubernator, formerly general traffic manager, Lehigh- 
Portland Cement Co., Allentown, Pa.; R. R. Luddecke, formerly director 
of traffic, Standard Brands, Inc., New York City; William A. Moore, 
formerly general traffic manager, New Jersey Zinc Co., New York City, 


and C. W. Trust, formerly assistant vice-president traffic, U. S. Steel 
Corporation of Delaware, Pittsburgh. 


The recommendations were approved unanimously. 
Mr. Lacey announced that the executive committee had 
recommended that the officers to be elected issue a call for 





e Arthur H. Schwietert, 
elected president of the Na- 
tional Industrial Traffic League 
at its fortieth anniversary meeting 
at Chicago last week, was born at 
St. James, Minn., in 1896, and 
moved as a child with his family 
to Butterfield, Minn., where he 
attended school. 

His entire career has been spent 
in transportation. It began in 1913 
when he went to work for the Chi- 
cago & North Western at Tracy, 
Minn., as freight checker and 
trucker. Subsequently he worked 
for that line as station handy man 
at Butterfield, as local agent for 
the Chicago, St. Paul, Minneapolis 
é& Omaha, at Butterfield, and as 
rate clerk in the joint North 
Western-Omaha freight office at 
Sioux City, Iowa. 

He served in the Navy in the 
first world war, returning to the 
Sioux City joint freight office, 
where he remained until 1921, 
when he accepted a position with 
the Sioux City Chamber of Com- 
merce. Later in the same year he 
became manager of the freight 
rate department of the Chicago 
Association of Commerce and In- 
dustry. 

In 1928 he was appointed assist- 
ant traffic director for the Chicago 
association and secretary of its 
Industrial Traffic Council. He was 
acting traffic director from 1933 
to 1936, while the traffic director, 
the late Charles Hochstedler, 
served as western traffic agent to 















































Arthur H. Schwietert, New President, N. I. T. L. 





Joseph B. Eastman, then Coor- 
dinator of Transportation. 
Subsequently he again served as 
assistant traffic director, until his 
appointment as director in 1940, 
which position he still holds. 
Beginning with merely a grade- 
school education, Mr. Schwietert 
has since studied with the LaSalle 
Extension University, the College 
of Advanced Traffic, the Chicago 
Central Y. M. C. A., and in a spe- 
cial commerce course under Harry 
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a spring meeting should they find one warranted. He further 
announced that the next annual meeting would be held No- 
vember 18-19, 1948, in the Hotel Pennsylvania, New York, and 
that the executive committee would meet there November 16-17. 


Interests of League National 


The following recommendation of the executive committee 
was approved: 


That League interests be confined to matters of national scope and 
substantial importance, including matters of apparent interests which 
invoke principles which will extend to national transportation... fur- 
ther that requests for League participation in proceedings be reviewed 
by the officers and counsel of the League for the purpose of determin- 
ing if they fall within previous executive committee authorization. This 
is not to be construed as requiring the executive secretary to refer to 
the officers any simple matter brought to his attention by members. 


The meeting paid silent tribute to 19 members who had 
passed away during the year. John Burchmore, League counsel, 
paid tribute to the late Luther M. Walter, who, he said, had 
regarded the League most highly of all his many business 
connections. 


New Committee on Transportation Outlook 


Charles W. Braden, chairman of the transportation policy 
committee, reported that the executive committee outlook and 
policy be established to take over and consolidate the duties 
of the special committee on transportation policy and the 
special subcommittee on transportation outlook. 

The duties of the committee, of which the president was 
to be chairman, were to be as follows: 


The duties of the special committee on transportation outlook and 
policy shall be to study all questions of national policy and program 
concerning transportation with a view to formulating an affirmative 
declaration of the League’s policy and position as to legisaltion, regula- 
tion, and the preservation and development of transportation under 
proper fundamental principles, and to cooperate with carrier executives, 
or separately when necessary, in promoting, consolidating, coordinating, 
developing, expanding, improving and sustaining adequate, efficient, 
modern, expeditious national transportation facilities and services by 
private enterprise. 


This recommendation of the executive committee was 


C. Barnes. He was graduated with 
high honors from the John Mar- 
shall Law School, Chicago, and 
was admitted to practice before 
the Illinois State Supreme Court 
in 1934: 

His actwities in transportation 
organizations include services as 
first president of the Junior Traf- 
fic Club of Chicago, now the Chi- 
cago Transportation Club; director 
of the Associated Traffic Clubs of 
America; director, A. T. C. Foun- 
dation; regional vice-president, 
American Society of Traffic and 
Transportation; president, Traffic 
Club of Chicago; president, IIlli- 
nois Territory Industrial Traffic 
League; general chairman, Mid- 
West Shippers’ Advisory Board; 
member, traffic advisory commit- 
tee, Mississippi Valley Association. 
He is a member of the American 
Bar Association, Delta Theta Phi, 
and the Association of Interstate 
Commerce Practitioners. 

Before election to the presi- 
dency of the National Industrial 
Traffic League he had served 
that organization as a member of 
its Highway Transportation, In- 
land Waterways, Motor Carrier 
Rates and Classification, Statu- 
tory Rate Making, Reorganization 
of Executive Departments and 
Revision of Official Classification 
Classes committees. He has been 
a member of its board of directors 
and executive committee since 
1941, and its vice-president for the 
past two years. 
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approved by the membership. 

J. W. Harley, chairman of the membership committee, re- 
ported that the League’s membership now totaled 1,370, a 
net increase of 80 members over 1946. 

W. J. McCallum, president of the Canadian Industrial 
Traffic League, introduced members of his association and 
extended an invitation to N. I. T. L. members to attend the 
next meeting of the C. I. T. L. 


Bill of Lading Committee Report 


The bill of lading committee report was presented by 
E. J. Leger, chairman. The recommendation of the committee 
that an early meeting be arranged with the air carriers to 
avoid if possible the filing of a formal complaint with the Civil 
Aeronautics Board putting in issue the reasonableness of the 
rules limiting air carriers’ liability was approved. 


Car Demurrage and Storage 


Ten recommendations of the car demurrage and storage com- 
mittee report presented by Chairman C. W. Trust were ap- 
proved. Nine of these involved changes in demurrage rules 
which were approved by the executive committee. The other 
one dealing with the proposed change of wording of circled 
references Nos. 53 and 78 to read “Expiring on June 30, 1948, 
unless sooner changed or extended” in Conference Docket 174— 
Index No. 9, was approved after amendment by the executive 
committee with the proviso that “the previous language be re- 
published in the tariff to become effective with the expiration 
date of circled references 53 and 78.” 


Uniform Classification 


In connection with the report of the classification commit- 
tee by Chairman S. L. Felton, Mr. Lacey read the recommenda- 
tion of the executive committee dealing with the uniform clas- 
eg tr oe case. The recommendation, which was approved, was 
as follows: 


We recommend that a special committee of five be appointed to 
interest itself in the uniform classification matter as it develops and 
participate to the end and for the purpose of seeing that pure classifica- 
tion principles are used, that normal elements are used, that there is 
preservation of special exceptions, and also that the exclusion of revenue 
considerations are observed. 


Kennelly and Faricy Attend Luncheon 


Among the special guests at the fortieth anniversary 
luncheon, were Martin H. Kennelly, mayor of Chicago and past 
president of the Traffic Club of Chicago, and W. T. Faricy, 
president of the Association of American Railroads. 

Clarence B. Randall, vice-president of Inland Steel Co., 
addressed the luncheon gathering. Speaking on “The importance 
of Saying ‘No’,” he asserted that what his country needed most 
today was “not a five-cent cigar, but men in industry who can 
say ‘No!’ to organized labor and make it stick.” The only reason 
why steel prices had gone up, he said, was because wages went 
up. Additional wages, he continued, which were paid out al- 
a production was not increased, were the real source of 
inflation. 


Randall Deplores Wage Arbitration 


The speaker deplored arbitration in wage disputes. He said 
to arbitrate a wage in private enterprise was to deny the right 
of free management. “To take away from management the 
right to say what is right or wrong is to go collectivist,” said 
he, continuing: 


I want to see not only strikes but some lockouts. A lockout is the 
correlative right to strike. ...The foremost issue in our country today 
is to find men in big and small business with the courage to say ‘‘No.’’ 


Report on Highway Transportation 


The recommendation of the highway transportation com- 
mittee, which was approved by the executive committee and 
presented by Chairman L. F. Orr, that both the highway and 
legislative committees appear before regulatory authorities in 
opposition to threats being made against privately owned and 
operated trucks and to obtain corrections of misleading statis- 
tics, was adopted. After considerable discussion of the report 
on highway users taxes, substitute motion by K. A. Moore up- 
holding the executive committee’s deletion of the highway com- 
mittee’s recommendation that “the League oppose any and all 
efforts to repeal these special federal highway user excise taxes, 
but the League should also insist that all such taxes so collected 
should be ear-marked and captured into a fund for highway 
construction and development, and that no such taxes should 
be collected in excess of the needs for highway construction and 
development,” was adopted. 

The report, recommending that the League go on record as 
favoring highway user taxation that would require each class 
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or group of vehicles to pay user taxes in accordance with their 
annual use of the highways, was adopted after having been 
approved by the executive committee. Mr. Moore’s motion— 
embracing the recommendation of the executive committee— 
that the report of the highway committee on the revision of 
safety regulations be received as “valuable information” was 
adopted after considerable debate with Mr. Orr. Mr. Moore had 
argued that, to adopt the proposals of the National Council of 
Private Motor Truck Owners would give the appearance that 
the League was acting as a “rubber stamp” for the other or- 
ganization. Mr. Orr pointed out that the committee had made 
the recommendation only after a thorough study of, and report 
on the N. C. P. M. T. O.’s submittal by committee member 
W. H. Ott. A motion to adopt the committee’s main report, as 
amended, and Mr. Moore’s supplemental report was adopted. 


Emergency Transportation Committee Praised 


An oral report on emergency transportation matters, pre- 
sented by John Keeler, substituting for W. H. Day, was adopted 
along with A. G. T. Moore’s motion for congratulations for the 
splendid work the committee had done in its efforts to get ac- 
tion in Washington on the car shortage. 


St. Lawrence Waterway Project 


The recommendation of the legislative committee on the 
St. Lawrence waterway project as amended by the executive 
committee and presented by J. E. Bryan, chairman, was ap- 
proved. The report recommended that study of the matter be 
continued and that, if it appeared that, in view of the changes 
in the project, which provide that it be made self-liquidating 
and self-sustaining, the League’s position ought to be changed, 
a mail vote be taken on the League’s position. If, however, 
the committee found that no real change in the project has 
taken place no vote should be taken, the report said. 


Crosser Legislation 


The members adopted the committee’s report, approved by 
the executive committee, recommending “that the several bills 
introduced, and others which may be introduced later, to 
amend the Railway Unemployment Insurance Act or the Re- 
tirement Act of 1937, be carefully studied for the purpose of 
determining if any or all of them should be given further and 
specific support by the League.” 


Clarification of Gwynn Bill Urged 


The report of the committee, urging further clarification 
of the Gwynn bill, which, in the view of the League, would 
prohibit anyone but a lawyer from practicing before any gov- 
ernmental agency or authority, excepting Congress, was 
adopted. No action was taken on the American Short Line 
routing bill. The report on the Reed-Bulwinkle was accepted 
as information. 

With some corrections by the executive committee, the 
1. c. 1. and merchandise committee report, presented by Chair- 
man H. M. Frazer, was adopted. 


Debate or Freight Forwarder Report 


Considerable debate of the recommendation of the motor 
carrier rate and classification committee on freight forwarders 
—common carrier agreements—Docket 29493 developed. J. F. 
Coyle, chairman of the transportation council, Associated In- 
dustries of New York State, asserted that the position of the 
League represented “two complete turnabouts on this ques- 
tion.” 

He said the League’s first position before Congress was 
that a forwarder should be regulated as a common carrier and 
have authority to make joint rates with other common carriers. 

“In connection with the final amendment to Section 409,” 
he said, “we completely reversed this position and recommended 
that forwarders be treated, under regulation, as shippers and 
denied the use of any arrangements with motor carriers which 
are = published in tariffs and opened to shippers.” He con- 
tinued: 


The position of the League in the proceedings does not conform to, 
but repudiates the position taken before Congress as to the meaning 
and intention of the legislation. The evidence and pleadings introduced 
into the case on behalf of the League do not reflect the serious diversion 
of opinion among its members and carry no intimation of the very 
detrimental effect which will result to a large number of League mem- 
bers if the recommendations are adopted by the Commission. Most 
important, the very nature of the case precludes the possibility that 
an organization of shippers could submit any evidence of value bearing 
on the issues. Shippers could present helpful evidence only on the 
theory that this is a rate case, which it is not. 


Because of the number’ of speakers who wished to be 
heard on this subject, and because of the late hour, the meeting 
was recessed until Friday morning. 

The debate on the freight forwarder recommendation car- 
ried over until the morning of the second day of the meeting. 
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The recommendation was part of the report of the committee 
on motor carrier rates and classifications, presented by its 
chairman William H. Ott. It read as follows: 


That the League again reaffirm its position, taken in Docket 29493, 
and follow through the further proceedings in that case to the end that 
the examiner’s recommendations be finally approved. 


Mr. Ott explained that the recommendations of the ex- 
aminer referred to were “in full accord with the position taken 
by the League and previously recommended by the commit- 
tee.’ His report quoted at length from the examiner’s rec- 
ommendations. 

To the chairman’s report that the committee’s recommen- 
dation, previously approved by the executive committee, be 
adopted, Mr. Coyle countered with a substitute motion that 
“the League withdraw from further participation in the case.” 
The charge was made in the ensuing discussion that the 
League was “ignoring the less-carload shipper” in its position 
in the case. 

The substitute motion was defeated and the recommenda- 
tion was adopted, after which Mr. Coyle, at the invitation of 
President Bennett, stated that he was satisfied that his inter- 
ests had had full hearing before the meeting and that they 
would abide by the majority vote although still retaining their 
right to act independently in the matter. 

The rest of the committee’s report covered matters for 
information only and was received. 


Special Ex Parte 166 Report 


Lowe P. Siddons, Colorado Springs, Col., chairman of a 
special committee on Ex Parte 166, presented an exhaustive 
report which included a history of the proceedings and the 
questions in connection therewith considered by the committee. 


The heart of the report lay in eight recommendations, as fol- 
lows: 


Considering all that has been mentioned herein, the committee 
recommends that in action on this report the sentiment of the member- 
ship shall be first obtained on the following questions and that there- 
upon shall be determined the position which the League will take in 
the final argument of these proceedings: 

1, Shall the League take the position that on the evidence the 
carriers are in need of additional revenues in the country as a whole, 
for the purposes stated in the national policy, and that the question of 
the extent of the need and the method of providing such revenues shall 
be left to the Commission for determination on the evidence without 
definite expression from the League? 

2. Shall the League further take the position that on the evidence 
such revenue needs are somewhat less in western and southern terri- 
tories than in official territory (a conclusion which is reflected in the 
carrier proposals), without undertaking to offer any definite sugges- 
tions as to the relative needs or percentages? 

Voting no on the above questions would not mean that the League 
should or will oppose further revenue needs of the carriers. Regardless 
of the conclusions of the membership on these questions, one way or 
the other, will the members approve the following specific recommenda- 
tions of your Committee? 

3. That we should offer no evidence and take no position, for or 
against the carriers, as to what is a normal fair rate of return. 

4. That on the question of interterritorial increases, the League 
shall adhere to the position commonly taken by shippers that inter- 
territorial rates shall recognize the relative rate levels in each of the 
territories through which the traffic moves. 

5. Further, that the League shall urge that in granting immediate 
relief by blanket supplements interterritorial rates should be increased 
the percentage obtaining in the lower rated territory, with leave to the 
carriers by new rate tariffs to be published on statutory notice to pro- 
vide interterritorial rates with further increases in harmony with the 
Principle expressed in the preceding paragraph. 

6. That the national economy and the cost of living require that 
transportation costs be held down, to the lowest level consistent with 
Maintaining transportation in full vigor. 

7. That any further increases granted shall be published in the first 
instance in a master tariff which shall completely supersede the Ex 
Parte 162 master tariff heretofore published and consolidate the entire 
increases into one publication. 

8. That the League shall go on record emphatically supporting the 
Ommission’s course in expediting the Ex Parte 166 proceedings and 
express gratification that the Commission has accorded shippers and 
he public fair opportunity for preparation and to be heard on the 
fmportant questions of rate relationships and effects of increases on 
Husiness, which make this far more than merely a revenue case of 
nprecedented magnitude. 


The recommendations were considered singly and seriatim 
by the meeting. The first was adopted, and the second deleted, 
the deletion having been approved by the executive committee. 
AS to the third, it was adopted without debate, but consider- 
Able discussion arose over the fourth, for which, finally, a sub- 
stitute was adopted, in the following words: 


That, in the event a greater increase be found necessary in one 
erritory than in another, the interterritorial rates be a blend of the 
WO and not the higher increase granted in one territory. 


There was some discussion as to whether the change in 
he fourth recommendation created some inconsistencies in the 
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fifth as submitted, and several changes in the latter were pro- 
posed. At length, however, all such substitutions and changes 
were one and the fifth recommendation adopted as sub- 
mitted. 


The remaining three recommendations were adopted with- 
out debate. 


Want Better Facilities and Service 


A ninth recommendation, added to the report by the ex- 
ecutive committee, which had to do with inadequate equipment 
and unsatisfactory rail service. It read: 


That any increase in freight rates which may be authorized by the 
Interstate Commerce Commission should be accompanied by an ad- 
monishment to the railroads to provide adequate facilities and a pro- 
nounced improvement in their services. 


That recommendation was also adopted without debate, 
after which the committee’s report as amended was adopted. 

Supplementing the report of the committee, Counsel Burch- 
more made a statement in which he predicted that, following 
recent wage increases granted to two operating rail unions 
and those likely to be granted to the other three brotherhoods, 
the railroads would again amend their increase petition by 
adding ‘‘two or three or five points” to the percentage increases 
now sought. In that case, he said, he did not think it would 
be wise for the League to join in any demands for additional 
time and further hearings that might be sought by some 
shippers. No vote was taken on the point but the indication 
was that the meeting agreed in Mr. Burchmore’s position. 

The meeting then proceeded to ratify the mail votes taken 
on several questions involved in Ex Parte 166 and in railroad 
wage cases in July and September and also to ratify action 
taken by its committee and counsel pursuant to those votes. 


Appearances in Wage Cases 


It was then announced that the executive committee had 
adopted a resolution that “the League make no further ap- 
pearances before labor tribunals or fact finding boards under 
the mail vote.” The resolution was placed before the meeting 
for ratification. 

Speaking to it, A. G. T. Moore said it was important that 
the meeting “get the implications” of the resolution. It did not 
mean, he said, that the League was receding from its position 
that shippers had a vital interest in rail wage matters. It 
merely meant, he continued, that its experience in the recent 
non-operating arbitration case showed that it ought to approach 
the problem with greater study and care. To that end, he 
pointed out, the executive committee had authorized the presi- 
dent of the League to set up a special committee to study the 
entire matter and to report to the board on it. With that 
explanation, the meeting ratified the resolution. 


Transportation Policy 


The report of the special committee on transportation pol- 
icy, presented by Charles W. Braden, New York, chairman, 
was a long and carefully prepared document dealing in large 
measure with H. R. 318, providing for a post-war transporta- 
tion survey, and the so-called ‘‘Lea questionnaire” disseminated 
in connection with that inquiry. It analyzed the replies to 
that questionnaire and added illuminating comment. It also 
discussed reorganization proposals for the Interstate Commerce 
Commission and the specific objectives to be attained in build- 
ing “a system of transportation for the nation which will supply 
the most efficient means of transport and furnish service as 
cheaply as is consistent with fair treatment of labor and with 
earnings which will support adequate credit and ability to 
expand as need develops and to take advantage of all improve- 
ments in the art.” 


The whole report was submitted as information and was 
received as such. 


Aeronautics Recommendations 


The meeting adopted, with the recommendation of the 
executive committee, two proposals of the aeronautics commit- 
tee. The first placed the League on record as favoring uniform 
tariffs and rules as proposed and under investigation in Civil 
Aeronautics Board Docket 2719, and the second took a posi- 
tion against proposals to base air cargo rates for less-plane- 
loads on scales graduated according to weights. This, the 
recommendation said would tend to “freeze the forwarders out 
of the air freight business.” The matter, it said, was involved 
in C. A. B. Docket 3042. In connection with both recommenda- 
tions, it was suggested that the committee and League counsel 
be authorized to participate in the cases in support of the 
League positions. 


Cooperation with Transport Executives 


R. V. Craig, Chicago, presented the report of the commit- 
tee to cooperate with transportation executives. It was wholly 
for information and dealt with progress in negotiations to 
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obtain exclusion of Saturdays from compilations of periods 
of credit; with the proposals of the eastern railroads, in Dockets 
1861 and 1862 drastically to revise less-carload rates and rat- 
ings; with unsuccessful attempts to obtain shipments of tariffs 
by express; with success in getting the Pacific Coast Bureau 
to publish its dockets in the Traffic Bulletin, and with what 
was noted as the “far from satisfactory” situation in similar 
attempts to get several motor carrier bureaus and the motor 
classification bureau to make such publication. The report 
was received. 


Weighing Committee 


The Weighing committee, W. A. Cramer, chairman, noted 
docketing of proposals to increase weighing charges by several 
rail rate associations and recommended no action in the matter 
by the League, “leaving it to individual members to participate 
in the public hearings as their individual interests warrant.” 
The report was adopted. 


Rate Construction and Tariffs 


The report of the committee on rate construction and tar- 
iffs, J. W. Peters, Anderson, Ind., chairman, made several rec- 
ommendations, all of which were adopted, as was the report as 
a whole. The recommendations included reaffirmation of the 
position taken earlier by the League on the decision in Docket 
29122, the so-called Bacon Brothers case, and authorized the 
committee to continue its activities in that case; concurrence in 
proposals of the tariff committee of the Association of American 
Railroads in a number of amendments to A. A. R. Tariff Cir- 
cular No. 4, and favoring ‘‘unrestricted-equalization rules” and 
urging “every effort through conferences and hearings—formal 
and informal—to preserve such rules.” 


Statistician to be Retained 


L. F. Orr, chairman, special committee on transportation 
costs and accounting, recommended retention for another year 
of the services of W. B. Saunders who has been making statis- 
tical and other studies for the League for the past year. He 
said Mr. Saunders’ services had been of great help to a number 
of League committees and to League counsel in the preparation 
and presenting of a number of important cases before the Com- 
mission. Counsel Burchmore also commended the work of the 
statistician. The recommendation was adopted. 


Participation in Class Rate Cases 


A. H. Schwietert, Chicago, reporting as chairman of a sub- 
committee of the executive committee on the proposed revision 
of the first four classes in Official Territory, said it was the 
opinion of the committee that the proceedings in Docket 29777 
had reached a stage where the League ought to participate 
actively in them, and it so recommended. He pointed out that 
the League’s position to the present was that the committee 
should participate in the hearings “for the purpose only of de- 
veloping all the facts,” and that it should “take no position on 
the merits of the specific proposal.” It was now apparent, he 
said, that the case involved “broad matter of principle,’ and 
the committee recommended “that the League authorize con- 
tinued active participation in the proceedings by brief and oral 
argument in opposition to the proposal of Official Territory 
lines.” The recommendation, which had the approval of the 
executive committee, was adopted. 


Reports for Information 


Several other reports were received as information only. 
They included those of committee on postal service, S. F. Kirby, 
chairman; the special committee on traffic and transportation 
education, R. A. Ellison, chairman; the special committee on 
fourth section, E. H. Berg, chairman, and the special committee 
on reorganization of executive departments of the United States 
Government, Lee J. Quasey, chairman. 


New Business 


Under new business, the meeting adopted a motion from 
the floor that the motor carrier rates and classification commit- 
tee participate in MC-40, parts I to VII, to oppose the regulation 
of the carriage of private property by private motor carriers. 
It also adopted a motion, made by T. C. Burwell, Decatur, II1., 
to create a budget committee to operate under the executive 
committee. 

Election of Officers 


By the adoption of the nominating committee’s report unan- 
imously, the League elected the following officers: 


President, A, H. Schwietert, traffic director, Chicago Association 
of Commerce & Industry; vice-president, I. F. Lyons, traffic director, 
California Packing Corporation, San Francisco; treasurer, Roy W. 
Campbell, manager, traffic dept., Butler Paper Corporations, Chicago. 

“Regional vice-presidents: New England, Elmer B. Jones, Worcester, 






TRAFFIC WORLpNovemb 


Son ee 


WA 


— 


Mass.; Trunk Line, E. D. Sheffe, New York; Central Freight Assogi; 
tion, W. E. Willey, Cincinnati, Ohio; Western Trunk Line, I. w 
Whitaker, Manitowoc, Wis.; Southwestern, F. A. Leffingwell, Dalla 
Texas; Southeastern, O. H. Weaver, Griffin, Ga.; Northwestern, F, 

O’Neill, St. Paul, Minn.; Pacific Coast, K. C. Batchelder, Portland, Om 


Board of Directors 


Trunk Line Region: Chas. H. Beard, New York; A. G. Anderso 
New York: A. S. Boden, Pittsburgh, Pa.; F. W. Burton, Rocheste 
N. Y.; H. C. Crawford, Bethlehem, Pa.; R. E. Crowley, Jersey City, 
N. J.; F. F. Estes, Washington, D. C.; Charles J, Fagg, New York! 
Geo, O. Griffith, New York; Porter L. Howard, Philadelphia, Pa.; E, ry 
Jack, Pittsburgh; R. W. Marshall, Wilmington, Del.; L. F. Mongeg, 
New York; H. W. MacArthur, New York; Donald O. Moore, Pittsburgh: 
R. J. Newberry, New York; M. F. Nugent, Kearny; Norman F. Patton 
Wilkes Barre, Pa.; A. J. Sevin, Pittsburgh, Pa.; H. J. Wagner, Nor. 
folk, Va. 

New England: A. H. Erlandson, Sanford, Maine; N. W. Ford, Har 
ford, Conn.; A. H. Ferguson, Providence, R. I.; W. H. Pease, Bridge 
port, Conn.; L. F. Van Kleeck, Berlin, N. H.; Howard M, Waybrigh 
Boston, Mass. 

Southwestern: P. D. Barziza, Houston, Texas; Roy K. Hall, Dallas 
Texas; W. W. Klingensmith, Tulsa, Okla.; A. G. T. Moore, Ne 
Orleans, La.; Cecil P. Newsom, Dallas, Texas; Louis A, Schwartz, Ne 
Orleans, La. 
















Mari: 
Enco 


The 
report ¢ 
Marine, 
examin< 
in the 1 
garded 
the Nat 
ington, 
the adv 


Pacific Coast: Frank P. Borden, Tacoma, Wash.; A. D. Carleton ae 
San Francisco, Cal.; C. F. Nielsen, Burbank, Cal.; Walter A. Rhode - 
San Francisco; Ed Rutherford, Fresno, Cal.; Omar O. Victor, Salt Lak Many © 
City, Utah; W. G. Stone, Sacramento, Cal. Foreigr 

Central Freight Association: L, J. Armstrong, Detroit, Mich.; Freaff/a repor 
man Bradford, Indianapolis, Ind.; N. J. Brennan, Detroit; A. H. Brown ments f 
Cleveland, Ohio; T. C. Burwell, Decatur, Ill.; H. J. Carroll, Akron Th 
Ohio; Lee R. Cowles, Chicago, Ill.; Clayton F. Devine, Chicago, Il. .:; ns” 
F, A. Doebber, Indianapolis; W. E. Fowler, Youngstown, Ohio; H. poe 
Hollopeter, Indianapolis; H. G. Huhn, Toledo, Ohio; K. A. Moor Marine 


Detroit; F. S. Norton, Detroit; H. D. Rhodehouse, Cleveland; W. J (1) 
Rowley, Chicago; J. R. Staley, Chicago; G. F. Welch, South Bend national 
Ind.; C. H. Winslow, Kalamazoo, Mich.; H. J. Zimmerman, Akron, Ohioff shipping 
Western Trunk Line: A. J. Coburn, Cedar Rapids, Ia.; H. W. Davis basis wi 
Ottumwa, Iowa; Carl Giessow, St. Louis, Mo.; J. F. Hanak, Kenosha petitive 
Wis.; P. H. Porter, Madison, Wis.; W. L. Thornton, Jr., Neenah, Wis.§ discrimi: 
L, P. Siddons, Colorado Springs, Colo.; A. H. Zastrow, Milwaukee, Wisi pelieve 
Southeastern: M. M. Emmert, Atlanta, Ga.; J. P. Haynes, Louis§ that reli 
ville, Ky.; P. H. Johansen, Kannapolis, N. C.; B. H. Overton, St that nat 
Petersburg, Fla.; E. Del Wood, Chattanooga, Tenn. operate¢ 
Northwestern: F. F, Flinchbaugh, Minneapolis, Minn.; with an 
Shafer, St. Paul, Minn.; E. B. Smith, Minneapolis, Minn. new cor 
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POSTMASTER GENERAL HANNEGAN RESIGNS . Fx 


The White House announced November 25 that President 
Truman had accepted the resignation of Postmaster Generd 
Robert E. Hannegan, effective December 1. In his letter d 
resignation Mr. Hannegan said he had come to a final ani 
reluctant decision—to leave the President’s Cabinet and retum 
to private life. In accepting Mr. Hannegan’s resignation thé 
President commended his “admirable administration of thé 
office of Postmaster General.” 


At the White House it was stated, late November 25, tha 
President Truman had chosen Jesse M. Donaldson, now Fits 
Assistant Postmaster General, to succeed Mr. Hannegan al@ p,- 
that the President would send the nomination to the Senatt 
—— for Mr. Hannegan’s unexpired term, ending February 2 
1949. 


Geo, 


N. I. T. L. Executive Committee 


The following twenty members of the Board of Directoy 
were elected to serve on the executive committee. They, to 
gether with the officers, regional vice-presidents, chairmen 0 
all standing committees and all past presidents constitute the 
executive committee: 














Charles H. Beard, New York; A. H. Brown, Cleveland, Ohio; T. 
Burwell, Decatur, Ill.; A. D. Carleton, San Francisco; F. A. Doebber 
Indianapolis, Ind.; M. M. Emmert, Atlanta, Ga.; H. W. Ford, Hartford 
Conn.; Carl Giessow, St. Louis, Mo.; H. A. Hollopeter, Indianapoli 
Ind.; Porter L. Howard, Philadelphia, Pa.; P. H. Johansen, Kannapoli 
N. C.; A. G. T. Moore, New Orleans, La.; K. A. Moore, Detroit, Mich. 
C. F. Nielsen, Burbank, Calif.; H. D. Rhodehouse, Cleveland, Ohio 
A. J. Sevin, Pittsburgh, Pa.; George H. Shafer, St. Paul, Minn.; L. ? 
Siddons, Colorado Springs, Colo.; W. C. Stone, Sacramento, Calif; 
H. J. Wagner, Norfolk, Va. 


The board of directors elected as its chairman A. G. 1 
Moore, New Orleans, La. 

The executive committee elected as its chairman, Porte 
L. Howard, Philadelphia, Pa., and as its vice-chairman, L. P. 
Siddons, Colorado Springs, Colo. 


Mr. Donaldson obtained his first experience in the posta 
service as a clerk in the post office at Hanson, IIl., where |! 
father was postmaster. He entered the regular postal servi 
as a letter carrier in 1908. Subsequently, he advanced to t 
position to postal inspector and later to a position as chief M§“enga 
spector. He became First Assistant Postmaster General “ue 
July 5, 1945. 
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WATER TRANSPORTATION 











Marine Committee Report Called 
Encouraging by Ship Line Group 


That the shipping industry was greatly encouraged by the 
report of the President’s Advisory Committee on the Merchant 
Marine, that the report showed evidence of “the most complete 
examination and study,” and that it was “gratifying” to find 
in the report a number of conclusions which the industry re- 
garded as sound and fundamental were comments made by 
the National Federation of American Shipping, Inc., of Wash- 
ington, D. C., in a statement it issued November 25 concerning 
the advisory committee’s report (see Traffic World, Nov. 22, 
. 1517). 

4 Earlier, the N. F. A. S. had expressed agreement with 
many of the views expressed by the Presidnt’s Committee on 
Foreign Aid, headed by Secretary of Commerce Harriman, in 
a report it dealt with, among other things, shipping require- 
ments for European relief (see Traffic World, Nov. 22, p. 1515). 

The N. F. A. S. described as “sound fundamental conclu- 
sions” in the advisory committee’s report on the merchant 
marine the following: 


(1) That U. S. shipping and shipbuilding are indispensable to 
national security and essential to peacetime economy; (2) that American 
shipping should be privately owned and placed on a paying commercial 
basis with such government aid as necessary to provide a fair com- 
petitive basis in the foreign trades, and should be protected against 
discrimination in the domestic trades; (3) that the American people 
believe America should lead in shipping as in world affairs, and 
that reliance cannot safely be placed on use of foreign-flag ships; (4) 
that national security is possible only through an active efficiently- 
operated merchant marine to meet initial military and naval demands; 
with an ample reserve fleet to bridge over any emergency period until 
new construction deliveries begin; (5) that the United States govern- 
ment itself should not build merchant ships, but should extend aid 
to private construction, and that design, type and character of such 
ships should be determined primarily for commercial usage with gov- 
ernment approval, with national defense features found desirable 
incorporated at government expense; (6) that the merchant marine act 
of 1936 is basically sound and should be supported in its fundamentals 
even though clarifications and extensions may be found necessary; (1) 
that there should be a continuous replacement program, presently 
directed at cargo vessels, stimulated through the incentive of turn-in 
allowances, sale to foreign owners or scrapping of over-age tonnage, 
to prevent block obsolescence; (8) that there should be charter opera- 
tion of government-owned ships only where conditions preclude pri- 
vate ownership, and (9) that a flat 50 per cent construction differential 
should be provided to stimulate shipbuilding, and continuously provide 
modern vessels, taking into consideration a present urgent shortage 
of passenger steamships. 


The federation said that, because the advisory committee’s 
report was necessarily complicated and far-reaching in its 
effects and required thorough examination and study by all 
shipping industry members, it felt that “until this work can 
have been completed and all segments of the industry heard 
from, it would be premature to comment in detail upon certain 
proposals contained in the report.” 

“Such study,” it said, “is now proceeding and it is expected 
that definite and detailed comment will be possible shortly.” 

Formulation of a long-range shipping program was now 
in the process of development by a committee of its members 


jg 2nd announcement of this program in the near future was 


anticipated, the N. F. A. S. said. 


Pasch Defends Ship Conferences 
at Export League Meeting 


A. J. Pasch, chairman of the Associated Latin-American 
Freight Conferences, at the November meeting of the National 
Export Traffic League last week, contended that steamship 
Conferences “stand for more and better service at reasonable 


yruary 2 rates.” 

His speech, following by one month a bitter attack on the 
he post conference contract system delivered at the league’s October 
where Mii meeting by M. S. Crinkley, vice-president of the Isbrandtsen 
al servii Company, an independent operator. He did not attempt to 
ed to. thf reply to that speech. Mr. Pasch said that he did not wish to 
: be atee: “if Chgage in a controversy with a dissident few.” 





. ‘Conferences are not a new and untried method of opera- 
tion -... they have for years been opposed and investigated,” 
he said. He noted that a particularly rigorous investigation 
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had been conducted by Congress, resulting in the Shipping Act 
of 1916. “Congress had its eyes wide open,” he argued, “and 
Congress deliberately allowed conferences to exist to prevent 
suicidal so-caHed open competition.” 

As to the deferred rebate system, he pointed out that 
other nations have the same system and that their merchant 
marines were flourishing to the extent of providing serious 
competition for our own. He also claimed that Congress ex- 
pressly forbade only one type of deferred rebate. He ridiculed 
the claim that conferences are a monopoly. “Any reputable 
common carrier can join. We have barred no one.” 

He denied that the conference system caused hardship to 
shippers. “Our job is to promote commerce, on which we de- 
pend to stay in business, not to drive it away. We cannot 
promote commerce by mulcting shippers.” 

He defended conference contracts and pointed out that the 
Maritime Commission “has approved our contracts.” 

“When you are attempting to serve so many people,” he 
said, “some will be dissatisfied. That’s all to the good, because 
it keeps us on our toes.” 

Mr. Pasch said that it costs $75,000 to load a single ship 


_at a U. S. dock, sail it to a nearby port and return it to a 


U. S. port; that it costs $500,000 to load the same ship for a 
far-off, or long-legged trade, and return it to its home port. 
“This can’t be done in an open, competitive market,” he 
claimed. He argued that rates were slashed suicidally in a 
competitive market and that bankruptcy of all concerned 
would be the result. 

“The objective of conference contracts is stability of rates 
for you and for your competitors,” he said, “the alternative, 
— of evading contracts, would result in rate wars and 
chaos.” 

In answer to questioning, he compared steamship lines 
with manufacturers of tangible products. “We must have the 
right to name the price at which we sell our only product: 
transportation. We invite the view of the shippers and we 
go along with them as far as we can.” 


Steamship Owners Propose Basis 
for Reducing Canal Tolls 


If a toll were charged based only on covering all expenses 
incident to the operation of the Panama Canal, the present toll 
rate of 90 cents a ton for laden commercial vessels would be 
reduced to 60 cents, according to information submitted to 
Chairman White, of the Senate interstate and foreign com- 
merce committee, by Frazer A. Bailey, president, National 
Federation of American Shipping. 

The steamship association contends that the toll rate 
would be so reduced if the rate were not made to reflect 3 
per cent interest computed on the capital cost of the Canal. 

The report submitted to Senator White contains state- 
ments in support of the following points: 


1. National defense was the principal and determining justifica- 
tion for construction of the Panama Canal. 

2. No part of the basic cost of construction or operation of the 
Canal, other than costs incurred solely for defense, has yet been 
charged to national defense. 

3. Eliminating interest, commercial tolls have already paid all 
operating expenses and all construction costs of the basic canal and 
have in addition produced a substantial profit to the government. 

4. Yet the accounts of the Panama Canal purport to show an 
accumulated operating loss from the operation of the Canal. 

5. The National Federation of American Shipping suggests that 
this fictitious interest be charged to national defense and that rates 
of toll be fixed in the amount necessary to pay only the cost of the 
commercial use of the Canal. 


The federation says in its report that notwithstanding that 
fact that national defense provided the deciding reason for 
construction of the Canal and notwithstanding that govern- 
ment vessels transit the Canal toll free, no part of the basic 
cost of the Canal has ever been charged to national defense. 


Government Policy i 


Government policy in toll rate-setting has been one of 
burdening shipping with tolls which not only pay the cost of 
the entire operation of the Canal, including the cost of toll 
free transits by government vessels, but also are designed to 
produce a profit of 3 per cent on the entire construction cost 
of the Canal, says the federation. 

“In connection with the industry program for long-range 
shipping policy, one of the items which will be recommended 
has reference to Panama Canal tolls,” said Mr. Bailey in his 
letter to Senator White, continuing: 


It is unnecessary for me to point out to you the present condition 
of our American shipping in the coastwise and intercoastal trades. It 
seems quite certain that great difficulty will be encountered in restor- 
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ing shipping in these trades to their pre-war level due to economic 
conditions with which you are familiar. 

In our efforts to find ways and means of removing economic difficul- 
ties, our studies brought to light the fact that over the life of the 
Panama Canal, toll revenues have exceeded expenses attributable to 
transiting by over 274 million dollars. This is a sufficiently large 
amount to amortize all commercial construction costs and leave a 
surplus of about two million dollars, provided no interest is charged 
by the United States government for the funds advanced for this 
purpose, 

The latest annual report of the Governor General of the Canal 
shows an item ‘‘Accumulated Capital Interest 3 per cent, $394,057,857,”’ 
which should be contrasted with the total capital investment applica- 
ble to commercial operation of $272,196,214. Interest as currently 
charged exceeds $15,000,000 per annum. In 1946 it was more than the 
entire commercial operation of the Canal. 

We think it is a simple statement of the fact that the Canal was 
constructed for the dual purposes of commerce and national defense. 
We suggest that it would be a small enough contribution to have these 
interest charges placed against national defense. 

If profits from the Panama Canal Railroad, which is a wholly-owned 
government enterprise, and other government-owned business in the 
Canal Zone are added, this surplus (exclusive of interest) becomes more 
than 40 million dollars. We are not suggesting this as a proper 
accounting method but merely to show that under either condition 
if interest is excluded, the cost of the Canal and its improvements 
have already been amortized by commercial tolls. 

We also wish to say that in computing these tolls we have included 
both those actually paid in cash and those which would have accrued 
under a similar tariff from government-owned vessels which have 
heretofore been furnished with free transit. 


Computation of Tolls 


Mr. Bailey invited checking of the computations in the 
report as “we are extremely anxious to arrive at an accurate 
factual determination of this situation.” He said: 


If it is in fact appropriate to write off these interest charges 
against national defense, we do not believe it is the intention of the 
Congress that the Panama Canal shall be a revenue earner, especially 


at the expense of an American industry which is struggling for eco- 
nomic survival, he continued. 

The present rates of toll through the Canal are set at 90 cents 
per ton for laden commercial vessels. Government vessels transit the 
Canal toll free. Our figures indicate that if a toll is charged based 
only upon covering all expenses incident to the operation of the Canal, 
a total rate of approximately 60 cents per ton would result. We are 
not suggesting that the operation of the Canal be a burden upon govern- 
mental finances. We are not suggesting a situation under which it 
would be necessary to appropriate funds for this purpose. We are 
suggesting that whatever the expense of commercial operation may be 
that a toll sufficient only to cover this cost shall be levied and that 
it shall be applicable to commercial and national defense vessels 
equally. 

We will greatly appreciate it if you can arrange to have War 
Department verification of our computation, or if you can suggest to 
us a proper method of making certain that the facts which we present 
to your committee as part of our shipping policy program are correct 
beyond a reasonable doubt. 


Tanker Supply Problem Discussed 
by Oil Committee, M. C. Member 


A six-point program for alleviating and possibly eliminat- 
ing what was described as “the present acute shortage” of 
petroleum transportation facilities was brought to public at- 
tention as the National Petroleum Council transmitted to the 
Interior Department’s oil and gas division a report of the 
council’s committee on petroleum tanker transportation. 

At the same time, at the Maritime Commission, the text 
of a letter written November 24 by Commissioner Parkhurst 
to Senators Saltonstall and Lodge and Representative (Mrs.) 
Rogers, of Massachusetts, in reply to inquiries those legislators 
had made about reports of a threatened oil shortage in the 
north Atlantic states as a result of a tanker shortage, was 
made public. Commissioner Parkhurst said in his letter that 
the Maritime Commission was “doing everything it can to 
meet needs for tanker transportation, with particular refer- 
ence to United States military and United States industry re- 
quirements.” 


Committee Recommendations 


The tanker transportation committee of the National Pe- 
troleum Council said in its report that as of October 1, 1947, 
there “remained in tieup” a total of 100 T-2 type tankers and 
37 Liberty type tankers, and that it believed the present short- 
age of petroleum transportation would probably not have oc- 
curred if all of these vessels had been in operation. It recom- 
mended that, to relieve or possibly eliminate the shortage, the 
following steps be taken “forthwith:” 


1. Take out of tieup and repair as soon as drydock facilities are 
available, every T-2 and Liberty type tanker capable of operating after 
normal repairs. 

2. Process immediately all applications consistent with the ship 
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sales act of 1946, now pending before the Maritime Commission, so as 
to hasten the transfer of ships to private ownership. 

3. Continue in effect the temporary permission granted by the 
Coast Guard for emergency deeper loading’ in coastwise trade ang 
extend, if possible, such temporary authority in respect to foreign 
voyages. 

4. If the Maritime Commission does not have the funds to effeg 
necessary repairs on tankers brought out of layup, they should tp 
furnished with such funds. 

5. The merchant ship sales act of 1946 should be amended t 
extend the operating authority of the U. S. Maritime Commission, 
thus making it possible to maintain in operating service those vessels 
applied and/or contracted for sale but not physically delivered to 
buyers prior to March 1, 1948. 

If the government-owned war-built Liberty type tankers are not 
sold to U. S. citizens pursuant to the ship sales act of 1946, then it js 
the committee’s viewpoint that the act should be amended to authorize 
the sale of this type ot vessels to non-citizens. 
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_ The committee said it wanted to emphasize the declars. 
tion that only the immediate placing in operation of vessels 


5a “tieup” would alleviate the “present stringent situa. 
ion.” 


Commissioner Parkhurst’s Letter 


The essential part of Commissioner Parkhurst’s letter to 
the legislators from his home state follows: 


In directing my comments to the tanker phase of the problem, with 
which this commission is particularly concerned, I can assure yoy 
that the commission is fully aware of the present shortage of tanker 
transportation facilities necessary to meet the abnormally heavy de 
mands of the north Atlantic states. In fact, for some weeks past, we 
have been actively cooperating with other agencies of government and 
with the industry on measures designed to bring a considerable addi. 
tional number of tankers into service at the earliest possible date. 
These plans contemplate the reactivation of a total of 96 T-2 type 
tankers, of which 50 vessels are to be converted or repaired for opera- 
tion by the Navy to meet its own heavy needs, thus releasing for 
industry use approximately the same number of Commission-operated 
tankers now employed in meeting Navy requirements in both the domes 
tic and overseas areas. The balance of 46 vessels to be taken out of 
the reserve fleet and placed into operations are scheduled for sale to 
foreign countries or foreign nationals, but the entry of these vessels 
into service should also have the effect of releasing a considerable 
number of American owned or controlled tankers now wholly or par 
tially employed in meeting the needs of those countries. 


Use of All “‘Laid-Up’’ Tankers 


The program involving the 50 vessels to be repaired for United 
States Navy service is proceeding rapidly. All of the vessels on which 
work is being directly handled by this commission have been broken 
out of lay-up and the preliminary work has either been completed or 
will be finished in the near future. Contracts for full and complete 
repairs have been let on a number of these ships and bids on the 
balance will be opened within the next few days. It is our hope and 
expectation that some of this group of ships, either those being repaired 
by this commission or the ones on which the work is being done by the 
Navy, will be ready to enter active service early in the week 
of November 30, and that they will all have gone into operation within 
a reasonable time thereafter. 

As is stated, we are proceeding just as rapidly as possible, as in 
the Navy, to get into service the 50 tankers to be employed in United 
States Navy service. However, as respects the other 46 tankers which 
are scheduled for sale to foreign countries or foreign companies, action Shi 
has been held up toward getting these vessels into service, due t0 1p 
questions which have been raised concerning the legality of the Com- 
mission’s action in selling them foreign, and: pending an opinion from vy 6 
the Attorney General. It is hoped that these questions will soon be agreen 
resolved so that these ships can be added to the operating tanker fleets nanies 
of the world. cargo | 

The reactivation program involving the 50 tankers for United States the ¢ ; 
Navy use, and the prospective sale of the additional 46 tankers forg “© ‘ 
foreign buyers, account for all of the large T-2 type tankers which § C0ast | 
have heretofore been in idle status. Additionally, the commission hopes and a 
to sell promptly to American buyers for U. S. flag operation all (51) Portug 
of our Liberty type tankers, both those in active operation and the § at por 
ones in layup. When these actions have been completed, the only larg¢fiare p, 
tankers suitable for commercial operation remaining under ownership Damps 
and control of this commission are those now operating through general Knud . 
agency agreements, the majority of which are already committed for pce ‘ 
sale. ’ 

I would like to reiterate that the commission is doing everything TI 
it can to meet needs for tanker transportation, with particular reference § Comm! 
to United States military and United States industry requirements. In : 
this connection, it will be of interest to you to know that we are No. 
restricting the use of those tankers which we are still operating Freight 
through general agents to domestic service, except where required to ton 
meet U. S. Navy overseas requirements. However, I must stress the rom ni 
fact that the problem is basically one which requires solution by the§ Hollanc 
industry itself. We are confident that the steps being taken by thisg™ent o 
commission will be of material assistance both to the over-all situation No 


and to our domestic regions and communities whose interest, of coursé, Atlanti 
we propose to protect in so far as it is in our power to do so.... oo 
In e 
French 


NORWEGIAN FLEET. RETURNING TO NORMAL ment o 

Purchases from the United States, which account for the ae No 
bulk of the additions to the Norwegian merchant marine wil f°)? be. 
have replaced three-quarters ‘of that nation’s tonnage loss®§ ..1+;.. 
during the war by the end of 1947, according to Mr. Klavs 
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November 29, 1947 


Wiese Hansen, president of the Norwegian Shipowners’ Asso- 
ciation. 


Purchases from the United States, Mr. Hansen said, were 


financed by long-term loans, but as the earnings of these ships 
would give quick returns they would provide the country with 
an immediate surplus of foreign exchange. Mr. Hansen’s state- 
ment also noted that Norway would do what it could to pre- 
vent its being drawn into any sort of permanent international 
maritime organization which might interfere with Norwegian 
traffic with foreign ports. He added that the shortage of Nor- 
wegian seamen had led to too much manning of Norwegian 
ships by foreign seamen. ; 


M. C. Approves Lykes Emergency 
Vessel Shipment Request 


The Maritime Commission, in a decision issued November 


2, granted an application made by the Lykes Bros. Steamship 
Co., Inc., for permission under section 805(a) of the merchant 
marine act, 1936, as amended, to operate two of its vessels, the 
‘Doctor Lykes” and “Dick Lykes,” in intercoastal transporta- 
tion of cargo on one voyage by each vessel between Long Beach, 
Calif., and New York, N. Y., while returning from the Far East 
on regular scheduled voyages, the former to load approximately 
1,600 tons of bulk cocoanut oil and tallow about December 2 
and the latter to load a similar cargo about December 12. 


Hearing on the application was held November 24, in Wash- 


ington, by G. O. Basham, chief examiner. 


Applicant’s witness, the commission said, testified that the 


basis for the application was Proctor & Gamble Manufacturing 
Company’s request of Lykes to move the two shipments in- 
volved from Long Beach to New York “because of the urgent 
and critical need of the oil and tallow for manufacturing pur- 
poses prior to January 1, 1948.” The maritime agency said all 
certificated intercoastal carriers were offered the cargo, but 


none would be able to furnish the necessary deep-tank space 
prior to January 1, and added that those lines, together with 


American flag companies operating between the north Atlantic 


and the Far East, had “waived any objection to applicant per- 
forming the transportation in question.” Further, the commis- 
sion said applicant testified that it intended to apply to the 
Interstate Commerce Commission for the requisite permit to 
engage “in this transportation,” at rates and subject to condi- 
tions stipulated in the current tariff of the Intercoastal Steam- 
ship Freight Association on file with the I. C. C. 

The commission said it adopted the recommendations of its 
examiner that granting of the application would not result in 
unfair competition, to any person, firm or corporation oper- 
ating exclusively in the coastwise or intercoastal service, would 
not be prejudicial to the objectives and policy of the merchant 
marine act, 1936, and would be in the public interest and con- 
venience. 


Ship Conference Agreements 


The Maritime Commission has announced approval of an 
agreement, No. 7631, between five Norwegian steamship com- 
panies covering the establishment and maintenance of a joint 
cargo service, with limited passenger accommodations, under 
the trade name “Concordia Line” in the trade between east 
coast ports of North America and ports in the Mediterranean 
and adjacent seas and waters, via islands of the Atlantic, 
Portugal, Spain, Atlantic coast of Morocco, trading or calling 
at ports of numerous countries.: Parties to the agreement 
are Dampskibsaktieselskabet Alaska, Aktieselskabet Atlas, 
Dampskibsaktieselskabet Idaho, Skipsaksjeselskapet Hilda 
Knudsen and Skipsaksjeselskapet Samuel Bakke, all of Hauge- 
sund, Norway. : 

The following new agreements have been filed with the 
commission for approval: 


No. 4490-A, between member lines of the North Atlantic Continental 
Freight Conference and member lines of the Canadian Continental 
Eastbound Freight Conference, providing for a parity rates in the trade 
from north Atlantic ports of the U. S. and Canada to ports in Belgium, 
Holland and Germany (excluding German Baltic ports), with establish- 
ment of a joint rate committee. 


No. 7770-A, between member lines of the North Atlantic French 
Atlantic Freight Conference and member lines of the Canadian Con- 
tinental Eastbound Freight Conference, providing for parity of rates 
in the trade from north Atlantic ports of the U. S. and Canada to 
French Atlantic ports in the Dunkirk/Bordeaux range, with establish- 
ment of a joint rate committee. 

No. 7990, between Strachan Shipping Co., and South Atlantic Steam- 
Ship Line (partnership), and South Atlantic Steamship Line, Inc., as 
one member or party, and joint service of Wilhelmsens Dampskib- 
Saktieselskab, A/S Den Norske Afrika-og Australielinie, A/S Tonsberg, 
A/S Tankfart I, A/S Tankfart IV, A/S Tankfart V, A/S Tankfart VI, 


ee 
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and Aktiebolaget Svenska Amerika Linien (Swedish American Line), as 
one member or party, covering the establishment and maintenance of 
just and reasonable rates, charges and practices for or in connection 
with the transportation of cargo in the trade from U, S. South Atlantic 
ports (Cape Hatteras to Key West, inclusive) to the United Kingdom 
and Eire, Continental Europe (North of French Spanish border other 
than Mediterranean ports), Scandinavia and Baltic ports. If approved, 
the agreement will supersede present agreement of the South Atlantic 
Steamship Conference, No. 4620. 


PEAK YEAR FOR INLAND WATERWAYS 


A movement of 500,000,000 tons of freight on America’s 
inland waterways in 1947 was predicted last week by Chester 
C. Thompson, president of American Waterways Operators, 
Inc. This total would break all records, he said, noting that 
the 1946 total was 420,000,000 tons. 


Sen. White Hopes for Legislation 
on Non-Union Unloading of Ships 


Discussion in the Senate, November 24, of a European 
relief problem growing out of reported refusal of American 
seamen to permit unloading of the U. S.-flag ships they 
manned by French soldiers, at French ports where longshore- 
men were on strike, ended with a statement by Senator White, 
of Maine, chairman of the Senate interstate and foreign com- 
merce committee, that he hoped that at some time in the future 
the merchant marine subcommittee of that Senate unit might 
be able to frame some merchant-marine legislation that might 
deal with the ship-unloading problem. 

Senator Lucas, of Illinois, began the discussion of the 
situation at the French ports, saying that he regarded it as 
a “very serious” one with respect to the program for interim 
aid to Europe which the Senate was considering. 

“I am referring,” he said, “to American crews who refused 
in the beginning to permit anyone but the union members, 
the so-called longshoremen, to unload their vessels, and ex- 
pressed sympathy with the Communist strikers in France while 
they were there. I am saying that in my judgment that may be 
a pattern of what may happen in an attempt to destroy not 
only the interim aid program, but also the Marshall plan as 
well. The crew members of one ship not only went so far as 
to protest against soldiers unloading the ship, but they also 
denounced the Marshall plan. . . . These American seamen 
were in total sympathy with the Communists in that port. If 
that is the pattern to be followed, I am wondering what we 
can do by way of legislation with respect to a crew outside 
the jurisdiction of the United States which refuses, for example, 
to permit troops to unload a ship when strikers refuse to do so, 
or the union members who are supposed to do it refuse to do it. 

“To me that is an important thing. I can visualize a com- 
munistic program which may tie up every ship in every harbor 
if American seamen take the same position which these two 
crews did with respect to those ships. . . . If any legislation can 
be drawn . . . which would protect the delivery of such goods 
to the French or Italian people, whether the goods are unloaded 
by union members or by soldiers, it ought to be done.” 

Senator Vandenberg, chairman of the Senate foreign re- 
lations committee, said he felt that if local sabotage and local 
subversion in any of the recipient countries became responsible 
for their “failing to hit the target” they would have directly 
identified themselves and their actions as the reason why the aid 
would be withdrawn and why their countries were going to 
starve. 

“I think that would finally create an indictment of the 
subversions and sabotage abroad which would be very largely 
calculated to discourage them,” he added. 

Senator Magnuson, of Washington, urged enactment of 
legislation to require the State Department to use American- 
flag ships for the movement of the European relief supplies, 
saying that American shipping had fallen off in tonnage over 
62 per cent since 1939. Senator White said that the problem 
under consideration was not that of the merchant marine but 
that of providing food for starving people in Europe, and that, 
“from that point of view, it does not make any difference 
whether the ships used are American-flag ships or British-flag 
ships or ships of some other nation—the point is to get the food 
to Europe by means of whatever ships are available.” He said 
he thought the U. S.-flag dry cargo ships were now in operation 

“seasonably and properly and profitably,” and that he had 
no idea how long it would take to recondition 20 to 100 ships 
of the U. S. laid-up fleet so as to place them in service in move- 
ment of relief supplies overseas. He therefore opposed Senator 
Magnuson’s proposed amendment to the foreign-aid legislation. 


M. C. VESSEL WAGE HEARING DELAYED 


The Maritime Commission has announced cancellation of its 
hearing, scheduled for December 9 at San Francisco, Calif., on 
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the question of determining minimum wages, minimum man- 
ning and reasonable working conditions on subsidized American 
vessels (see Traffic World, November 22). Postponement, it 
said, was requested by representatives of shipowners and var- 
ious collective bargaining agencies desiring to participate in 
the hearing in the proceeding. The M. C. said that when proper 
arrangements were made, it was planned to reset all hearings 
ordered in the matter for January, 1948. 


DECEMBER COAL PORT DISTRIBUTION 


The Department of Commerce has announced that the 
U. S. Coal Operating Committee has revised the port distribu- 
tion of its December export allocations to shift 11 cargoes 
from Charleston and 15 cargoes from the Gulf ports to Hamp- 
ton Roads. In a statement of the action, the department said: 


The shifts from Charleston were made necessary by a projected 
suspension of loading at that port during part of the month of Decem- 
ber, while dredging operations proceed, Reductions in shipments from 
Mobile, Pensacola and New Orleans were made to help relieve car 
shortages on railroads serving those ports, to enable these railroads to 
increase deliveries of domestic fuels to retail dealers in the southeast 
and midwest. It was expected that the additional burden at Hampton 
Roads could be met from coal fields serving that area. Some mines in 
these fields have recently been idle for lack of market, and railroads 
hauling coal to Hampton Roads are not in a serious car position. 


BAN ON COAL EXPORTS PROPOSED 


Senator Capehart, of Indiana, has announced that he in- 
tends to introduce special legislation to halt coal exports unless 
President Truman “immediately exercises the power delegated 
to him” to ban such exports “until necessary supplies are made 
available for Americans.”’ He said he had received pleas daily 
from people who were fearful of an insufficient supply of coal 
this winter, though he had information that hundreds of thou- 
sands of tons of coal had been shipped in the summer months 
to England and that Russia, “using lend-lease ships for which 
we have not been paid, hauled five shiploads of coal from our 
shores to Sweden and received a larger freight rate for the 
hauling than is paid our own merchant marine.” He said the 
export control division of the Department of Commerce had 
reported that “the interdepartmental board” had allocated coal 
shipments overseas in the last four months totaling 15,500,000 
tons, with even heavier shipments in the summer months. 


RAIL FINANCIAL DATA 


At the end of August, 1947, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$3,554,057,768, including $1,023,676,035 in cash and $980,627,546 
in temporary cash investments as compared with current assets 
of $3,844,788,750, including $1,064,940,742 in cash and $1,250,- 
163,748 in temporary cash investments, at the end of August, 
1946, according to a statement of selected income and balance 
sheet items of those roads, No. M-125, prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. 

The statement that $86,435,030 of funded debt would ma- 
ture within six months from August 31, 1947. This compares 
with $84,423,993 matured in the six months period from Au- 
gust 31, 1946. 

Total current liabilities stood at $1,844,930,194 at the end 
of August, 1947, as against $1,910,108,702 at the end of August, 
1946. Included in the current liabilities was accrued tax liabil- 
ity of $605,672,608 at the end of August, 1947, as against $652,- 
626,113 at the end of August, 1946. U. S. government taxes 
accounted for $450,643,806 of the accrued tax liability at the 
end of August, 1947, as compared with $498,512,179 at the end 
of August, 1946. 


Revenue Traffic Statistics 


_ Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, to- 
taled 58,002,396,000 in August, 1947, as compared with 55,837,- 
110,000 in August, 1946, and 427,175,742,000 in the eight months 
ended with August, 1947, as against 380,086,609,000 in the like 
1946 period, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of revenue traf- 
fic statistics of those roads, statement M-220. 

Revenue tons carried in August, 1947, amounted to 255,- 
315,637, as against 255,231,091 in August last year, and 1,888,- 
760,103 in the eight months ended with August, 1947, as against 
the corresponding 1946 figure of 1,667,837,077. Freight rev- 
enues totaled $596,862,166 in August, 1947, as compared with 
$546,282,892 in August last year, and amounted to $4,531,787,- 
532 in the eight months ended with August, 1947, as against 
$3,688,598,964 in the corresponding 1946 period. 

Revenue passengers carried totaled 61,015,772 and pas- 
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senger revenues amounted to $93,982,237 in August, 1947, as aricy 
against a total of 69,641,107 revenue passengers and revenues 

of $112,131,093 in August, 1946. For the eight months endef A. 
with August, 1947, revenue passengers carried totaled 478,406. 
582 and passenger revenues amounted to $644,792,976, as com. 
pared with 540,514,303 revenue passengers and passenger rey. 
enue of $896,296,160 for the like 1946 period. 

Freight traffic averages for August, 1947, compared with 
August, 1946, respectively, were reported as follows: 

Miles a revenue ton a road, 227.2 and 218.8; revenue a 
ton mile, 1.029 cents and 0.978 cent; and reveriue a ton a road, 
$2.34 and $2.14. 

For the eight months ended with August, 1947, compared 
with the like 1946 period, freight traffic averages, were re. 
spectively: 

Miles a revenue ton a road, 226.2 and 227.9; revenue a ton 
mile, 1.061 cents and 0.970 cent; and revenue a ton a road 
$2.40 and $2.21. 


A pr 
gilroads 
ember | 
statement 
ship mee 
hat the 
prove the 
heir pre: 
belief the 
ies and 
or railro 
bnd in th 
railroad | 
Poin’ 
freight 
statemen 
ad not 
replace t 























PRELIMINARY RAIL STATISTICS 


The Commission has issued a preliminary abstract of rail- B** y 
way statistics for steam railways, Railway Express Agency, Inc, ders 
and the Pullman Co., for the year ended December 31, 1946, — 
The 44-page compilation is for sale by the Superintendent of F 
Documents, Government Printing Office, Washington 25, D. C, 


for 40 cents. statemen 
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CUMULATIVE FREIGHT LOADING heme 
1947 1946 1945 ‘At 
Four Weeks of January...... 3,168,397 2,883,863 3,003,655 Bpromotir 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 & ents in 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 r the i 
Four Weeks of April.......... 3,232,947 2,604,049 3,377,335 ° = 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 year. 
Four Weeks of June.......... 3,543,476 3,436,013 3,528,630 In © 
Four Weeks of July.......... 3,275,827 3,406,866 3,379,281 Mclared t 
Five Weeks of August........ 4,559,767 4,478,425 4,100,522 Bturned t 
Four Weeks of September.... 3,600,436 3,517,219 3,255,751 Bnew car: 
Four Weeks of October....... 3,808,271 3,680,634 3,151,185 his tren 
Week of November 1......... 940,746 922,312 851,962 
Week of November 8......... 910,160 913,345 838,218 
Week of November 15........ 878,337 917,124 800,534 : 
the rail 
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Forwarder Revenue of $203,774,263 
Shown in 1946 Statistical Report 


The Commission has issued statement No. 4732, a 22-page 
report entitled Selected Financial and Operating Statistics from 
Annual Reports of Freight Forwarders for the Year Ended 3. SI 
December 31, 1946. é' were pel 


The report covered annual reports received for 1946 from ayn 
91 forwarders, 55 having annual gross revenues of $100,000 or aiath A 
more and 36 less than $100,000. It said that of the total number : 
of forwarders tabulated, 65 were corporations, 20 were indi- Dir 
viduals, and six were partnerships. appeare 


Of the 55 larger forwarders, said the report, 21 showed fnew ca 
deficits in net income for 1946. The net income before income of steel 
taxes for the 55 companies was $4,107,653, said the report, 
adding that the income tax provision was $1,502,648, and the 
net income after all taxes, $2,605,005. 


Forwarder revenue collected by the three largest com- 
panies in 1946, said the report, was as follows: Acme Fast 
Freight, Inc., and affiliated companies, $41,309,784; National 
Carloading Corporation, $41,638,127; and Universal Carloading 
& Distributing Co., Inc., $46,219,262. It said the total for these 
three companies was $129,167,173, which was 63.4 per cent of 
the forwarder revenue of all reporting companies. It said there 
were 18 other companies having annual forwarder revenue 
above $1,000,000, with a total of $60,132,455, making a combined 
total for the 21 largest companies of $189,299,628, or 92.9 per 
cent of the forwarder revenue of the 91 reporting concerns. 


Forwarders having annual gross revenues of more thal 
$100,000, said the report, had total revenue of $203,774,263, the 
amount for transportation purchased having been $155,988,069, 
leaving total operating revenues of $47,786,194. It said for- 
warders with annual gross revenues under $100,000 had total th M 
revenue of $2,418,295, with transportation purchased amount Je Cr 
ing to $1,565,238, leaving total operating revenues of $853,057. both I 

The report said forwarders in the “over $100,000” group ident 
had forwarder revenue of $201,521,266 and those in the “undef AY 
$100,000” class had forwarder revenue of $2,164,764, the for and el 
warder revenue of all reporting companies totaling $203,686,030. a 
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gilroads take in and what they pay out was urged by the 
ember roads of the Association of American Railroads. In a 
tatement issued following the organization’s annual member- 
ship meeting at Chicago, November 21, the association said 
hat the railroads were investing large sums of money to im- 
prove their properties and services “despite the inadequacy of 
heir present earnings.” They are doing this, it stated, “in the 
belief that the business community, the governmental authori- 
ies and the American public recognize the absolute necessity 
or railroads which are physically strong and financially healthy, 
bnd in the faith that the necessary steps will be taken to bring 
railroad revenues into balance with railroad expenses.” 
Pointing out that the railroads were moving more tons of 
freight more miles a day than ever before in time of peace, the 
statement declared that they were doing this even though it 
ad not been possible to obtain promptly the cars needed to 
of rail replace those retired from service since the war. The job was 
i “fheing done, it added, with the cooperation of shippers and gov- 
y "1948 nmental agencies through maximum utilization of the car 
2 : bupply. 

“7 of PTO meet present and future transportation demands,” the 
D.C statement continued, “the railroads are buying and building all 
he freight cars for which materials can be secured, and they 
ill continue to do so until the car supply is adequate to meet 
he needs of the nation with efficiency and economy. 

“At the same time for the purpose of improving service and 
promoting efficiency, the railroads are also making improve- 
ents in their roadways, structures and equipment which call 
for the investment of sums totaling more than a billion dollars 
a year.” 

In opening the meeting, William T. Faricy, president, de- 
lared that the freight carbuilding program “seems to have 
urned the corner.” For the last two months, he said, more 
mew cars have been put in service than have been retired, and 
his trend should continue. 

“Overcoming the freight car shortage is one of the major 
problems facing the railroads today,’ Mr. Faricy stated, “and 
the railroads and governmental agencies concerned are doing 
everything possible to deal with it. Tough as the car shortage 
is, it will perhaps keep it in proper perspective if we realize that 
after the first world war there was a car shortage four times 
as bad as that which he had at the peak of the current cycle.” 
3 He said that the railroads had set several records in 1947, 
and called particular attention to four of them, as follows: 
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3,003,655 
3,052,487 
4,022,088 
3,377,335 
4,294,351 
3,528,630 
3,379,284 
4,100,512 
3,255,757 
3,151,185 

851,962 
838,218 
800,534 











7,655,998 


1. More carloads of freight have been moved so far this year than 


22-page in any of the war years, and with fewer freight cars. 
f 2. An all-time high in box car loadings was reached in the third 
ended week in October. 


3. Sixty-eight per cent more ton-miles of transportation service 
were performed last month than in October, 1930, the last time the 


46 fromg'ilroads moved more carloads than they did in October of this year. 
9.000 or 4. A new low in turn-around time of freight cars was set last 
’ m ; 

number - 

re indi- 


Director Johnson, of the Office of Defense Transportation, 
appeared at the meeting and spoke optimistically about the 
hew car building program, reporting on increased allocations 
of steel for cars, as told elsewhere in this issue. 


Election of Officers 
The A. A. R. elected the following to its board of directors: 


G. F. Ashby, president, Union Pacific Railroad; M. W. Clement, 
president, Pennsylvania Railroad Company; C. McD. Davis, president, 
Atlantic Coast Line Railroad Company; J. D. Farrington, chief execu- 
tive officer, Chicago, Rock Island and Pacific Lines; E. S. French, 
president, Boston and Maine Railroad; F. J. Gavin, president, Great 
Northern Railway; F. G. Gurley, president and chairman of the execu- 
tive committee, Atchison, Topeka & Santa Fe Railway; J. B. Hill, 
president, Louisville & Nashville Railroad; A. T. Mercier, president, 
Southern Pacific Company; G. Metzman, president, New York Central 
System; P. J. Neff, chief executive officer, Missouri Pacific Lines; 
Ernest E. Norris, president, Southern Railway System; L. R. Powell, 
Jr., president, Seaboard Air Line Railroad; C. H. Buford, president, 
Chicago, Milwavkee St. Paul & Pacific Railroad; Roy B. White, presi- 
dent, Baltimore and Ohio Railroad Company; William White,. president, 
Delaware, Lackawanna & Western Railroad Co.; R. E. Woodruff, presi- 
dent, Erie Railroad. 
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Messrs. Gavin and Neff succeed Ralph Budd, president of 
the Chicago, Burlington & Quincy Railroad, and W. G. Voll- 
mer, president, Texas and Pacific Railway Co., respectively, 
both of whom retired from membership on the board. Pres- 
ident Faricy is chairman (ex officio) of the Board. 

After the close of the membership meeting, the board met 
and elected the following officers: 


President, William T. Faricy; vice president and general counsel, 








1603 


J. Carter Fort; general solicitor, J. M. Souby; general solicitor, T. L. 
Preston; vice president operations and maintenance department, J. H. 
Aydelott; vice president finance, accounting, taxation and valuation de- 
partment, E. H. Bunnell; vice president and director of the bureau 
of railway economics; J. H. Parmelee; traffic officer, W. J. Kelly; 
secretary-treasurer, George M. Campbell. 


Henry and Beatty Elevated 


The board also elected Robert S. Henry, who has been 
assistant to the president in charge of public relations, to the 
newly created post of vice-president in charge of public rela- 
tions. Albert R. Beatty, manager of the association’s press 
and radio section, was elected assistant vice-president, also a 
new office. Mr. Henry has been in railroad work for 26 years 
and with the A. A. R. since 1934. Before that he was a news- 
paperman. Mr. Beatty was a newspaper editor before his 
affiliation with the association ten years ago. 


Several Rail Transport Records 
Made in October, Kendall Says 


Cooperation of shippers and receivers with railroads in 
expediting the loading and unloading of freight resulted in the 
establishment of several new records for railroad performance 
in October, according to the November report by Chairman 
Warren C. Kendall, of the car service division of the Associa- 
tion of American Railroads, on the national transportation 
situation. 

“Box car loadings for the week ended October 25 were 
404,407, an all-time record,” Mr. Kendall said. . 

“The turn-around time of box cars in October was 11.8 
days, also an all-time record. 

“The average turn-around time for all freight cars in Oc- 
tober was 12.4 days, half a day better than previous record 
time during the peak loading period in October, 1946... . 

“Due to the active cooperation of shippers and receivers, 
the average detention of freight cars over the free time in 
October was 15.06 per cent, the lowest since July, 1945, at 
which time the detention was 14.58 per cent.” 


Coal Loadings 


Chairman Kendall stated that revenue coal loadings for 
the first 45 weeks of this year, totaling 7,819,185 cars, exceeded 
by 0.3 per cent the coal loadings for the corresponding period 
of 1944 when an all-time record of bituminous production was 
made and when the loadings for the 45 weeks totaled 7,799,126. 
The 1947 coal loading figure exceeded the corresponding totals 
for 1945 and 1946 by 8.9 and 10.7 per cent, respectively, he 
noted. He said the coal loadings this year were “above all 
years back to 1929 when there were approximately 100,000 
more open top cars in service.” 

Total carloadings of revenue freight for 45 weeks ended 
November 8 showed an increase of 7.9 per cent over the same 
number of weeks in 1946 and an increase of 5.2 over the same 
period in 1945, and there were also substantial increases in 
revenue ton-miles and tons originated over “prior banner 
years,” said Mr. Kendall. 

He reported that loadings of export freight, excluding coal, 
in October this year were 81 per cent greater than in October 
last year and that the tonnage of coal exported in the first ten 
months of 1947 exceeded that of the first ten months of 1946 
by 19,500,000 gross tons. 

“Unless severe weather causes early close of navigation 
on the Great Lakes,” he said, “there appears good prospect 
that the lake shipping programs on both coal and ore will be 
fulfilled. Up to November 13 this year, nearly 800,000 car- 
loads of coal were unloaded at Lake Erie ports and approxi- 
mately 600,000 cars were loaded with ore at such ports for 
inland furnaces—both movements substantially ahead of last 
year. 


Export Coal Tonnage 


“Export coal tonnage moved overseas was further reduced 
in October to approximately 3,747,000 tons, as compared to 
the objective of 4,000,000 tons. The program for November 
and December has been announced as 3,500,000 tons each 
month with tentative plans for an average of 4,000,000 tons 
per month starting in January next year. The bulk of this 
wae moving to France and Italy where fuel relief is urgently 
needed.” 

Overseas coal exportations through 15 Atlantic, Gulf and 
Pacific ports in the first ten months of this year aggregated 
34,761,334 gross tons, compared with 17,608,568 tons in the 
same period of 1946—an increase for 1947 of nearly 100 per 
cent over the 1946 performance, the Kendall report showed. 

It added that coal exportations to Canada in the same 
10-month period this year totaled 22,380,000 gross tons, as 
against 19,874,000 gross tons in ten months ended with Octo- 
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ber, 1946. Mr. Kendall regarded as significant the information 
that total tonnage now being exported comprised slightly more 
than 10 per cent of the United States total coal production. 


Demands for Hoppers, Gondolas 


After observing that total loadings of hopper cars for the 
first 45 weeks of this year were 11,855,461, as against 10,072,- 
896 in the same 1946 period, Mr. Kendall said that some of 
this increase of 17.7 per cent reflected “the unprecedented ton- 
nage movement of.sand, gravel and other road and building 
construction materials, the volume of which is now declining 
with the advent of cold weather.” 

In discussion of the gondola car supply, Mr. Kendall said 
there had been no relaxation in demands for such cars in the 
last 30 days; that steel mills throughout the country had re- 
ported substantial shortages of gondolas; that movements of 
sugar beets in the west and in Michigan had now passed the 
peak, with indications that the 1947 crop would prove to be 
one of the greatest ever harvested in this country; that the 
supply of gondolas had been tight in some areas, particularly 
in the central west, but that “no serious shortages have been 
reported and it is apparent that through cooperation of ship- 
pers, receivers and carriers, the cars assigned to this service 
have been handled with the highest degree of efficiency.” To- 
tal gondola loadings on all-railroads for the first 45 weeks of 
this year, he said, were 6,287,099, exceeding the corresponding 
1946 total by 626,759 cars. 

Though demands for flat cars were very heavy, the situa- 
‘tion in November was somewhat less acute than it had been 
in October, said Chairman Kendall. He cited a total of 945,669 
flat cars loaded in the 45 weeks ended with November 8, as 
against 816,051 in the same period of 1946. 

Covered Hopper Situation 

Ownership of covered hoppers had increased roughly 30 
per cent in the last 18 months and had augmented the supply 
of box cars to that extent, but many railroads were still short 
of covered hoppers, Mr. Kendall said. Advent of freezing 
weather would result in release for other service of the cov- 
ered hoppers now assigned to movement of cement and other 
building materials, he remarked. He gave the 45 weeks’ total 
of covered hopper loadings this year as 278,582, or 80,622 more 
than the total for the corresponding 1946 figure. 
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It was essential, said Chairman Kendall, that gondolas 
hoppers, flats and covered hoppers be handled with the utmost 
efficiency, since stocks of materials requiring them for trans. 
portation were seriously low, especially coal and steel prod. 
ucts. He pleaded for “continued cooperation of all concerned” 
in loading and unloading open top cars. 

In discussing box car demands, as to which he said there 
had been no indicating of slackening, Mr. Kendall pointed to 
effectiveness of improved handling by carriers, shippers and 
receivers and added: 

For example, during the peak of the grain harvest season, 
grain loadings totaled 72,927 cars in the week ended July 26, 
exceeding anything experienced since the first week in August, 
1929. However, because of heavier loadings per car the grain 
tonnage originated in that week was the highest on record. 


Export Grain Program “Exceeded” 


He said the export grain program had been more than met 
in recent months; that, in October, with a program of 31,000,000 
bushels allocated, there were actually moved almost 43,000,000 
bushels, or 138 per cent of the quota. 

“The U. S. Department of Agriculture states,” he said, ‘that 
the shipments in October included 15% cargoes originally sched. 
uled for export in November and 1% cargoes which had been 
lined up for December movement. It is obvious from these and 
earlier figures that the grain export program is well ahead of 
schedule and that considerably more than half of the 570 mil- 
lion bushels programmed during the crop year ending next 
June 30 will be completed by the close of this year.” 

Mr. Kendall reported that total box car loadings in the first 
45 weeks of this year averaged 373,185 cars weekly, “an in- 
crease of 1,081 cars over the average of 372,104 cars per week 
in the corresponding period in 1946.” 


Letup in Stock Car Demands 


On the subject of stock cars, the Kendall report contained 
the following: 


Concurrent with the passing of the peak period of livestock loading 
off the western ranges, there has been a sharp decrease in the demands 
for stock cars. All western originating roads now report a sufficient 


number of stock cars on line to handle the balance of requirements and 
practically all of the orders directing assistance to these lines have 
been cancelled. A recent killing frost in the southeast served to stimv- 
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Transportation 
and Traffic 


Management 





PUBLISHED BY THE COLLEGE OF ADVANCED TRAFFIC 


Educational Division of The Traffic Service Corporation 


The nationally recognized, authentic text material of the COLLEGE OF 
ADVANCED TRAFFIC is now available to individual readers as well as 
Traffic Club study groups, college and university courses. Prepared by 


Wm. J. Knorst, Dean of the College, the first volume contains over 400 


pages, including 135 illustrations, and is bound in heavy blue buckram. 


VOLUME I 


Volume I includes an analysis of the American 
transportation system, developments leading to 
the regulation of railroads and other carriers, 
origin and development of classification and rate 
territories, principles of freight classification and 
an analysis of classification rules. 


It also covers the principles of freight rates and 
tariffs including the various factors and Commis- 
sion’s findings with respect thereto. Shipping 
documents and their application are carefully 
analyzed, as are the basic special services of the 
carriers. Chapters 22 and 23 are devoted to a 
study of freight claims. 


Above all, the subject matter is presented in an 
understandable manner, replete with authorities 
and is undoubtedly the finest work of its kind ever 
published. 


VOLUME Ii 


Application of tariff circulars. Construction and 
filing of tariffs (tariff compilation). Freight rates 
and tariffs. Routing. Special freight services, i.e., 
switching, terminal facilities, demurrage and stor- 
age, average agreement, reconsignment and diver- 
sion, embargoes, various transit privileges. Ware- 
housing and distribution. Materials handling. 


VOLUME Ill 


Through routes and through rates. Application 
of arbitraries and differentials. Advanced milling 
in transit rates. Import and export traffic and 
rates. Technical tariff and rate interpretation. 
Advanced claim adjustments. Rate and classifica- 
tion committee procedure. 


(Note: Most of the subjects in this volume are 
analyzed from the legal viewpoint.) 


VOLUME IV 
Application of the Interstate Commerce Act. 
Preparation of a case before the I. C. C. 
Practice and procedure before the I. C. C. 
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late the movement of livestock from that territory and help is being 


arranged for needy lines, although it is anticipated this assistance will 
be required for a short time. 

During the peak of demands in September and October, there were 
occasions when some of the originating roads reported livestock held 
in pens due to lack of cars. These acute shortages, however, were of 
a temporary nature and it was possible to alleviate the conditions 
quickly by directing the movement of surplus cars from eastern and 
southern roads to those originating roads reporting shortages, with 


the result that the movement, as a whole, was handled without undue 
delay. 


Outlook for “Reefers” 


For the first half of November, the refrigerator car supply 
was satisfactory in all producing areas, according to the Ken- 
dall report. 

“We are now entering the pre-holiday season,” Chairman 
Kendall said. “Fruit and vegetable loading should increase each 
week until the peak is reached about the middle of December. 
During the months of November and December total refrig- 
erator car shipments originating in Florida should amount to 
22,000 carloads, Texas, 14,000, and California, Arizona and 
Nevada, 44,000, Washington, Oregon and Idaho, 27,000, and the 
New England and Middle Atlantic States will originate approxi- 
mately 20,000 carloads. Every effort is being made to place the 
maximum of empty cars in the producing areas at this time in 
anticipation of the heavy loading.” 


October Decline in Car Ownership 


While an increase in freight car ownership had been shown 
in September, as a result of an excess of new cars installed over 
retirements of worn-out cars, “reversing a trend of 25 months’ 
duration,” said Chairman Kendall, October again recorded a 
loss, since the exceptionally heavy retirements of 11,400 cars 
in that month exceeded the number of new freight cars installed 
—8,364, the highest monthly total in at least five years. He 
said the large retirement figure for October was due to one 
block of nearly 6,000 cars being written out of ownership, after 
having been reported as bad order cars, though they were ob- 
solete and worn out. 

“Compared with November 1, 1946,” he said, “serviceable 
cars show a loss of 22,684, including 6,188 box and 13,214 gon- 
dolas and hoppers.” 

As of Friday, November 7, the number of cars of export 
freight on hand at all ports was 9,256 with an average daily un- 
loading of 2,392, said Chairman Kendall, adding that, “in other 
words, the bank of freight for export was approximately 3.9 
days’ supply. The number of 10-day cars on hand was 325 or 
3.5 per cent of the total. There were no cars held over 30 
days.” 

Car Interchange With Mexico 


The Kendall report contained the following discussion of 
freight car interchange with the National Railways of Mexico: 


Delivery of freight to the National Railways of Mexico, at Rio 
Grande crossings, by U..S. railroads was greater in October than in 
any month so far this year—1,294 carloads above the deliveries in 
October, 1946. During the first ten months of 1947 deliveries were 
slightly more than 3,900 cars in excess of deliveries for like period in 
1946, not including freight loaded in tank cars. The return of U. S. 
railroad owned cars by the NdeM has generally been satisfactory, par- 
ticularly in view of the heavy deliveries. There are now less than 
4,000 U. S. railroad owned freight cars on that line consisting of box, 
gondolas and flat cars. This situation ‘indicates the improvement in 
performance on the part of the NdeM. 

Embargo CSD 400 continues in effect and should be observed by 
shippers making carload shipments to Mexico. There are restrictions 
against the exportation of certain commodities from this country for 
which permits must be obtained from the Office of International Trade, 
U. S. Department of Commerce, and a'so restrictions of the Mexican 
Government against the importation of certain commodities into, Mexico. 
It is well for shippers to acquaint themselves with these rhatters before 
making application for permit to ship against the embargo. 


Data on Embargoes 


Chairman Kendall showed that in the period January 1 to 
November 15 this year a total of 1,056 embargoes, including 532 
by individual railroads, had been placed against consignees due 
to accumulation and car delay, as against a total of 1,250 includ- 
ing 520 by individual lines, in the same period of 1946, and a 
total of 1,075, including 352 by individual lines, in 1945. 

He gave the following turn-around time figures for October, 
comparing the “total” or average of 12.43 days with 12.99 for 
September, 12.82 for August, and 14.21 for July: 

Box, 11.88 days; refrigerator, 20.95 days; gondola, 13.05 
days; all hoppers, 11.31 days; stock cars, 14.26 days; flat cars, 
14.86 days, and tank cars, 14.40 days. 


Car Detention 


Chairman Kendall made the following comments about 
freight car detention: 


In October, 1947, there were five weekly checks made in connection 
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with the detention of cars by receivers over the free time of 48 hours, 
Reports showed that throughout the country 81,836 cars were so de. 
tained out of 543,523 cars in possession of consignees. Accordingly the 
average percentage of detention for October was 15.06, the lowest 
since July, 1945, at which time the detention was 14.58 per cent. In 
October, 1947, as compared with October, 1946, there was increased 
detention in five districts and decreases in eight districts. However, 
compared with September, 1947, a very favorable trend is shown with 
decreases in twelve districts and increase in only one district. The 
percentage of detention for the months of October in preceding years 
was: 1946, 15.82; 1945, 16.82; 1944, 14.58; 1943, 18.63. For the ten 
months ended October 31, 1947, the average detention was 16.19 per cent, 
which compares with 17.91 for a similar ten-month period in 1946. 


CLAIM RECORDS IN NEW ACCOUNTS SYSTEM 


A new “Uniform System of Accounts for Class I Common 
and Contract Motor Carriers of Property Subject to the Pro- 
visions of the Interstate Commerce Act, Issue of 1948,” made 
public November 26 and prescribed by an order of the commis- 
sion to become effective January 1, 1948, includes a new instruc- 
tion requiring that each carrier maintain, ‘a freight claim reg- 
ister in which it shall record complete information with regard 
to cargo loss and damage claims for which it may be liable 
either wholly or in part.” 


SHIPPERS’ CONSOLIDATING ASSOCIATION 


A new non-profit organization, named the Shippers’ Con- 
solidating Association, has been organized, with headquarters 
at Chicago, to obtain for its members benefits of carload, truck- 
load and other volume rates in consolidating, handling, for- 
warding and distributing freight. 

Managing directors of the new association are Harold 
Kunzer, H. C. Leffel and H. V. Kunzer. The first named was 
the organizer of the Pacific and Atlantic Shippers’ Association 
and was for 21 years with the International Forwarding Co. 
Mr. Leffel has had 35 years’ experience with the Transconti- 
nental Freight Co., the Universal Carloading Co., the Hawaiian 
Freight Forwarders, of which he was an organizer, and else- 
where in transportation. H. V. Kunzer, a graduate of Lake 
Forest College, spent three years in the U. S. Army air force. 

Operations, to begin December 15, have been set up 
in New York, Philadelphia, Baltimore, Washington, Boston and 
Chicago. An announcement about west coast operations will be 
made soon. The association is now receiving applications for 
membership. 
ee t 
N. J. WAREHOUSEMEN ELECT 


At the meeting of the New Jersey Warehousemen’s Asso- 
ciation November 18, the following were elected to office, to be 
installed December 16: 


President, Gavin J. Moffatt, Essex Warehouse Co.;: vice-president, 
Jack Steinhauer, S. & F. Co., Inc.; treasurer, N. Schwartz, Commercial 
Warehouse, Inc.; secretary, Harry R. Brinkman, Bayway Terminal 
Corp.; directors, A. N. Drake, Lehigh Warehouse & Transfer Co.; 
Charles Fagg, Newark Central Warehouse Co.; Griswald Holman, Geo. 
H. Holman & Co., Ine. 


The December 16 meeting will be the Association’s annual 
Christmas party. 


SEPTEMBER TRUCK TRAILER PRODUCTION 


Truck trailer production in September amounted to 3,213 
units, according to the Bureau of the Census of the Department 
of Commerce. The bureau said this represented a slight in- 
crease over the 3,169 units produced in August, and was 51 
per cent below the 6,578 units produced in September, 1946. 

It said the total number of trailers shipped in September 
was 4,005 units, valued at $10,500,000. Of these, it continued, 
3,791 were complete trailers and 214 were trailer chassis. Sep- 
tember shipments showed an increase of 8 per cent in number 
and 3 per cent in value over the shipments of the previous 
month, said the bureau. 

Data for September were based on reports from 96 plants, 
being all known plants manufacturing truck trailers with a 
rated capacity of 5 tons or more, according to the bureau. 


CHANGES IN DOCKET 

Hearing in MC 10569, Sub. 1, assigned for November 24, at Harris- 
burg, Pa., was postponed to a date to be fixed. 

Hearing in MC 38183, Sub. 23, assigned for November 26, at Wichita, 
Kan., was postponed to December 8, at Hotel Pickwick, Kansas City, 
Mo., before Jt. Bd. 52. ; 

Hearing in MC 30605, Sub. 60, assigned for November 26, at Wich- 
ita, Kan., was postponed to a date to be fixed. 

Hearing in Finance 12950, assigned for November 28, at Washing- 
ton, D. C., was cancelled and reassigned for hearing December 12, at 
Washington, D. C., before Examiner Walsh. 

Hearing in MC-C 902, assigned for November 25, at Camden, N. J., 
was postponed to a date to be fixed. 

Hearing in 29807, assigned for November 28, at Tallahassee, Fla., 
was postponed to a date to be fixed. 
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Status of Federal-Aid Highway 
Funds Reviewed by N. H. U. C. 


“Thirty-two per cent of postwar federal-aid highway funds 
(apportioned to the states under the 1944 federal-aid act) 
were under contract as of October 1, 1947—24 months from 
the time the first funds were made available to the states,” 
says the National Highway Users Conference in a review of 
the federal-aid highway fund situation. “The dollar amount of 
contracts awarded was $471,000,000 in federal funds for a 
total cost of $934,000,000, after dollar matching by the states.” 

Of this amount, projects completed accounted for $118,- 
000,000 in federal funds (or 8 per cent of apportionment to 
states) with a total cost of $226,000,000, said the conference. 
It said that also included in the total contracts awarded were 
projects actually under construction amounting to $304,000,000 
in federal funds with a total cost of $611,000,000. Continuing, 
it said: 

Programs submitted by the states (including the above), totaling 
$904,000,000 in federal funds, had been approved on October 1, leaving 
an unprogrammed balance of about $546,000,000 in federal funds avail- 
able for additional projects. The total cost of programmed projects 
(including state matching) was $1,793,000,000 for 48,000 miles of con- 
struction. According to the Public Roads Administration procedure, 
approval by the Commissioner of Public Roads of a program submitted 
by the state represents a binding commitment to the state and federal 
funds are reserved on the P. R. A.’s accounting records to provide the 
federal share of the cost of the program. The figure of $904,000,000 given 
for approved programs represents federal-aid projects in all stages of 
progress, including completed projects. 

Regular (or primary) federal-aid projects under contract were 40 
per cent of funds apportioned for them. The dollar value of contracts 
awarded on this system was $263,000,000 in federal funds for a total cost 
of $519,000,000. Projects completed on the regular federal-aid system 
accounted for 10 per cent of the funds. 

Contracts awarded on the secondary system represented 33 per 
cent of apportioned funds, with completions amounting to 11 per cent. 
Urban projects under contract were 17 per cent of available funds, but 
only 1 per cent of such funds represented completed projects. 

The slower rate of progress for urban projects is attributed to the 
greater amount of advanced planning required, difficulties inherent in 
securing rights-of-way in cities, and in some cases to the necessity 
for advance arrangements in financing. 

Progress of the postwar federal-aid program has been slowed by 
shortages of materials and manpower as well as higher prices. 1946 
highway bid prices averaged 166 per cent over 1940 and reached 180 
per cent in the last quarter. To counteract spiraling prices, the state 
highway departments and Public Roads Administration adopted a con- 
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servative policy which resulted in the rejection, during 1946, of bids 
for work estimated to cost $141,000,000, or about 22 per cent of all 
bids taken. During 1947 an attempt has been made to hold the price 
line and highway costs have not advanced much beyond the late 1946 
level. 


PROMOTION FOR TRUCK ROADEO CHAMP 


Charles W. Zimmerman, of the Cushman Motor Delivery 
Co., Chicago, has announced his retirement as undefeated cham- 
pion truck driver of America in the semi-trailer class in order to 
accept appointment as assistant director of safety and personnel 
for the Cushman company, according to the American Trucking 
Associations, Inc. The A. T. A. said that G. D. Sontheimer, di- 
rector of its safety department, had been notified of Mr. Zim- 
merman’s appointment by Arthur M. Korn, director of safety 
and personnel of the Cushman company. The A. T. A. report 
included the following: 

In 16% years of truck driving, Mr. Zimmerman has compiled an 
impressive record of safety and efficiency. He began driving in 1931 
and in the following year had his first and only accident (one in which 
a fender of his truck ‘‘clipped’’ a vehicle that stopped suddenly in 
front of him on the highway)... . In 1939 he entered the first national truck 
roadeo...and placed third. The next year he moved up to first place, 
topping the country’s best tractor and semi-trailer drivers.... When 
the roadeo was resumed (after a wartime postponement) in 1946 in Chi- 
cago, Mr. Zimmerman regained his championship. Last month at Los 
Angeles he defended his title successfully. ... For his outstanding per- 


formance over the years, the A. T. A. presented to him the Charles G. 
Morgan, Jr., memorial award. 


TEXAS TRUCK STATISTICS 


Commercial motor transportation business in Texas climbed 
nearly into the quarter-billion-dollar class in 1946, a report of 
the Texas Railroad Commission has disclosed. For-hire carriers 
in the state had an operating revenue of $225,615,121. Oper- 
ating expenses totaled $208,486,064, making a net profit for the 
carriers of $17,129,057. Lynn B. Shaw, general manager, Texas 
Motor Transportation Association, pointed out that the industry 
paid $17,781,605 in taxes and licenses in the year, more than its 
net profit. 

Included in the report were motor buses, common carriers 
of commodities, specialized motor carriers and contract carriers. 
Not included were privately owned fleets or farm trucks. They 
are not under Railroad Commission jurisdiction. The report 
showed that owners of 18,967 vehicles paid an average of $935 
in taxes and license fees, including gasoline taxes. Direct wages 
paid by the industry in Texas amounted to $60,513,513. 
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Frank J. Wall, vice-president, New 
Haven. Railroad, died, November 18, at 
Brookline, Mass. He joined the railroad 
as assistant to the traffic vice-president 
in 1920 after eight years with the New 
England and other steamship companies. 
He was elected vice-president in charge 
of traffic in 1933, and vice-president, 
executive department last March. 


H. J. Sturner, auditor of disburse- 
ments, Great Northern Railway, St. 
Paul, Minn., will retire December 1 after 
47 years of service with that railroad. 
J. J. Murray, chief clerk in the office of 
the auditor of disbursements, who has 
been with the Great Northern since 1914, 
has been appointed to succeed Mr. 
Sturner 

* * * 

Oliver Olson, formerly general man- 
ager of the Rapid City, Black Hills & 
Western Railroad, has been appointed 
traffic manager for the Stockton Ter- 
minal & Eastern Railroad, at Stockton, 
Cal. E. S. Moeller, who was formerly 
traffic manager for the Stockton Ter- 
minal has been appointed traffic man- 
ager, Western Truck Lines, San Antonio, 
Texas. 

Ea * * 

William B. Caldwell, Jr., has been ap- 
pointed manager of tariffs and schedules 
for National Airlines at Miami, Fla. He 
will retain his duties as head of research 
and supervisor of statistics for ‘the air- 
lines. John H. Keebler has been ap- 








News of 
TRAFFIC CLUBS 








R. J. Bowman, president, Chesapeake 
& Ohio, spoke on “The C. & O.-N. Y. C. 
Merger” at a forum meeting of the Motor 
City Traffic Club of Detroit at the Hotel 
Detroit - Leland November 24. Henry 
Commes, traffic manager, Nash-Kelvina- 
tor Corporation, was guest chairman for 
the evening. 





The Transportation Club of the Roch- 
ester, N. Y., Chamber of Commerce 
will hold a complimentary dinner at 
Lorenzo’s Restaurant December 1 for 
Everett D. Davis, who has been ap- 
pointed freight traffic manager, Balti- 
more and Ohio, at New York City. Mr. 
Davis has been active in club affairs for 
many years and served it in 1930 and 
1931 as president. Oscar G. Meyer is 
general chairman in charge of the din- 
ner. 





The November meeting of the Indus- 
trial Traffic Managers’ Association of 
Kansas City, at the Plaza Royale Coun- 
try Club, had as guests Richard F. 
Mitchell, Interstate Commerce Commis- 
sioner; F. E. Mullin, examiner for the 
Commission, and Frank Floyd, executive 
secretary and counsel, Local Cartage Na- 
tional Conference. Commissioner Mitch- 
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pointed regional traffic manager for Na- 
tional Airlines at Miami. 

L. S. Jeffords has been elected vice- 
president in charge of operations, Atlan- 
tic Coast Line Railroad, at Wilmington, 
N. C. He will retain his duties as gen- 
eral manager of the railroad. Lewis F. 
Ormond has been appointed assistant 
vice-president, accounts, and A. S. Trun- 
dle, comptroller, both with headquarters 
at Wilmington. 

* * cs 


The Philadelphia chapter of Delta Nu 
Alpha, transportation fraternity, will 
hear Samuel L. Einhorn, attorney, dis- 
cuss admiralty law at its meeting at the 
Benjamin Franklin Hotel December 1. 

* * * 


Dwane L. Wallace, president, Cessna 
Aircraft Co., Wichita, Kan., has been 
elected chairman of the Personal Air- 
craft Council, Aircraft Industries Asso- 
ciation of America. William H. Klenke, 
general sales manager, Stinson division, 
Consolidated Vultee Aircraft Corpora- 
tion, Wayne, Mich., has been elected 
vice-chairman. 

* * pa 

J. L. Price has been elected president 
of the Seaboard Transit Co., motor 
freight carriers operating the Red Ar- 
row Line between Houston and Galves- 
ton, Texas. Mr. Price was formerly 
manager of the Brown Express Co., 
Corpus Christi, Texas. 


ell spoke on the trials and tribulations 
of being a commissioner. 





The Christmas dinner meeting of the 
Traffic Club of the Lehigh Valley will 
be held at the Hotel Easton, Easton, Pa., 
December 15. There will be a steak din- 
ner, door prizes and entertainment. The 
club’s board of governors will hold a 
meeting preceding the dinner. 





John Kiley, vice-president, Milwaukee 
Road, spoke on “The Road We Travel,” 
at the November meeting of the Trans- 
portation Club of Seattle. A motion pic- 
ture, “A Railroad at Work,” was shown. 
The club held its annual “turkey hop” 
the evening of November 22, its annual 
turkey raffle in connection with a lunch- 
eon meeting November 24, and a Thanks- 
giving dinner November 27. 





The December 3 meeting of the Junior 
Traffic Club of St. Louis will be “steam- 
ship and barge line” night. Player mem- 
bers of the St. Louis Cardinals and 
Browns baseball teams will be guests. 
The club held its annual fall dance a 
fortnight ago. 





The Commercial Traffic Managers of 
Philadelphia will hold its thirty-fourth 
anniversary frolic at the Benjamin 
Franklin Hotel December 2. There will 
be an oyster bar, floor show, prizes and 
souvenirs. 





Walter W. McCoubrey, commerce as- 
sistant, Port of Boston Authority, and 
Herbert E. Bixler, general merchandis- 
ing manager, New Haven Railroad, were 
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the speakers at the November meeting 
of the Traffic Club of Eastern Connecti. 
cut at the Norwich Inn, Norwich, Conn, 
There was a forum discussion led by M. 
A. Savin, New London. Warren B. Chad- 
bourne, president of the club, presided 
at the meeting. Mr. Savin was elected 
second vice-president of the club, to re- 
place William H. Vett, who, in turn, was 
elevated to the first vice-presidency to 
fill the vacancy caused by the resigna- 
tion of Joseph V. Bush. John Brennan 
is chairman of a committee in charge of 
plans for the club’s annual ladies’ night 
which will be held in December. 





Thomas S. Glass, newly elected presi- 
dent of the Traffic Club of Memphis, was 
born in Paris, 

Tenn. He attend- 
ed schools in 
Paris, and was 
graduated from 
Grove High 
School in that 
city. He began 
his railroad ca- 
reer, in 1918, in 
his home town 
with the Louis- 
ville & Nashville, 
and in 1924 was 
transferred to its 
Louisville, Ky., 
office. In 1926 he 
joined the Mis- 
souri Pacific 
Lines, in Memphis, in the passenger de- 
partment, he was appointed district pas- 
senger agent in February, 1946. 

In addition to his railroad duties, Mr. 
Glass is active in civic work, and is on 
the advisory committee of the Railroad 
Passenger Club of Memphis. 





T. S. Glass 





Samuel P. Bartoletta, new president of 
the Metropolitan Traffic Association of 
New York, has 
spent his entire 
transpor- 
tation career with 
the North Brad- 
dock Motor Lines 
Company, with 
which company 
he is now con- 
nected. He is a 
graduate of Scott 
High School, 
North Braddock, 
Pa., of Pennsyl- 
vania State Col- 
lege and of the 
Academy of Ad- 
vanced Traffic at 
New York. He 
has served the 
Metropolitan association on many com- 
mittees, and was its first and second 
vice-president before his recent election 
to the presidency. 


S. P. Bartoletta 





The Women’s Traffic Club of Trenton, 
N. J., organized last July, held a dinner 
meeting November 13, designated “‘boss’s 
and Associated Traffic Clubs night.” 
James W. Harley, director of traffic, 
U. S. Rubber Co., spoke on “Industrial 
Traffic Management.” There was a pro- 
gram of musical entertainment. Bette 
Dickey, president of the club, presided. 





The Central Ohio Traffic Club will 
hold its annual ladies’ Christmas party 
and dinner dance at the Mansfield-Le- 
land Hotel, Mansfield, O., December 16. 
Dinner will be served. Santa Claus will 
distribute gifts and there will be enter- 
tainment. E. Lee Connell, district repre- 
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sentative, Detroit, Toledo & Ironton 
Railroad, president of the club, will pre- 
side after dinner, and the invocation will 
be by the Right Rev. Mons. R. C. Goebel, 
pastor, St. Peter’s Catholic Church. 
Thomas M. Dorsey is chairman of the 
committee in charge of arrangements. 





John Cook, advertising manager, 
Northwest Airlines, delivered an illus- 
trated talk on “Air Travel to Alaska and 
the Orient” at a luncheon meeting of the 
Transportation Club of St. Paul at the 
Hotel Lowry November 25. 


Sidney L. Miller, Ph.D., head of the 
department of transportation, University 
of Pittsburgh, spoke on “An Economic 
Survey of 62 West Texas Counties,” at 
a meeting of the Traffic Club of Ft. 
Worth at the Blackstone Hotel Novem- 





ber 17. The occasion was Texas & Pacific 
day. G. D. Tatum was chairman for the 
day. ‘ 





The Birmingham Traffic and Trans- 
portation Club will hold its annual grid- 
iron dinner at the Thomas Jefferson Ho- 
tel December 2. R. I. Miles is chairman 
of the committee in charge. The club’s 
annual Christmas party will also be 
held at the Jefferson Hotel December 18. 





The regular monthly meeting of the 
Trafficmen’s Association of America, held 
November 25 at the club rooms, was 
designated football night. 





Speaker at the luncheon meeting of 
the Milwaukee Traffic Club, at the Wis- 
consin Hotel December 1, will be the 
Rev. A. Reuben Gornitzka, pastor, Our 
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Savior’s Lutheran Church, on “The Big 
Difference.” A. G. Manske is chairman 
of the committee in charge of arrange. 
ments. 





The Rock River Valley Traffic Club 
will hold its Christmas party at Verdi 
Hall, Rockford, Ill., December 10. There 
will be a smorgasbord, gifts and enter. 
tainment. 





L. W. Schurle, new president of the 
Industrial Traffic Managers’ Association 
of Kansas City, 
_ is traffic manager 
for the Gustin. 
-. Bacon Manufac. 
- turing Company, 
-. Kansas City, Mo. 
He was born in 
1897 at Eudora, 
Kan., and was 
educated in the 
grade and high 
schools of that 
city. He also at- 
tended Wash- 
burn College, at 
Topeka, Kan., 
and studied ata 

commercial busi- 
L. W. Schurle ness college. Af- 
ter two years of farming and service in 
the infantry in the first world war, he 
entered the services of the Atchison, To- 
peka & Santa Fe, at Topeka, Kan., in 
1923. He worked for that railroad for 
twenty years, rising through the position 
of rate clerk to that of overcharge claim 
investigator. In 1943, he resigned to ac- 
cept the position he now holds. 








W. B. Jester, assistant general traffic 
manager, the Murray Company, has 
been elected 
president of the 
Traffic Club of 
Dallas. He is a 
native of Nor- 
folk, Va., and is 
a past-president 
of the Norfolk 
Traffic Club. 
Before moving 
to Texas, he 
served as gen- 
eral traffic man- 
ager of Colonial 
Stores, Norfolk. 
He has also 
been branch 
traffic manager, 
Coca-Cola Com- 
pany, at Dallas. 
Those elected 
to serve with 
Mr. Jester, all 
of whom will be installed at the club's 
annual dinner dance at the Adolphus 
Hotel December 5, are: Chairman of the 
board, Norman Mansfield, assistant gen- 
eral freight agent, Missouri-Kansas- 
Texas Railroad; first vice-president, 
J. H. Webberley, assistant gener 
freight agent, Frisco Lines; second vice- 
president, G. G. Tomlinson, district traf- 
fic manager, Lone Star Cement Corpo- 
ration; third vice-president, C. A. John- 
ston, general agent, Texas & Pacific 
Railway; secretary-treasurer, K. L. 
Hartman, district traffic representative, 
Morton Salt Company. 





W. B. Jester 





Two New York Central motion pic 
tures, “New York Calling,” and “The 
Railroad Signal,” were shown at the 
luncheon meeting of the Los Angelés 
Transportation Club at the Hotel Bilt 
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more November 24, A. J. Lacombe, gen- nectady, N. Y., was elected president; Steffens day, in honor of its past pres- 
eral agent, freight department, New Frank J. Osborne, 


York Central, was chairman for the day. freight agent, New York Central, Al- Springs Railroad, at a meeting Novem- 





The club held a golf tournament at the bany, first vice-president, and Vedder ber 25. Paul Pinkerton, attorney, was 
Riviera Country Club November 21. Gates, traffic manager, Carl Co., Sche- the speaker. 
‘ es nectady, secretary. The speaker at the 
The Capital District Traffic Associa- meeting was Clifford J. Fletcher, New The annual dinner of the Traffic Club 
tion, Albany, N. Y., held its annual York state commissioner of motor of Detroit will be held at the Hotel 
meeting and election November 18 at safety, on “Highway Safety.” Statler December 9. Ray T. Mason is 
the Elks Club, Cohoes, N. Y., November 


18. Elmer C. Hotaling, transportation 


department, General Electric Co., Sche- The Traffic Club of Tulsa observed 














AIR TRANSPORTATION 


U. S. Air Forces Won't Compete 
with Commercial Airlines 


An order setting forth a joint policy for the armed forces 
of the United States that “the aviation organization of the 
armed forces shall not be placed in a position of competing with 
United States commercial air transportation” has been issued 
by Secretary of Defense Forrestal. 

An announcement of issuance of the order, effective No- 
vember 24, from the office of Secretary Forrestal contained a 
statement that the order formalized “practices which, in the 
past, the services have followed jointly only through agree- 
ments and verbal understandings.” 

“Except in cases where the traffic is of official concern to 
the national military establishment,” the announcement con- 
tinued, “transportation will not be furnished on a given route if 
the Civil Aeronautics Board certifies that, in its opinion, United 
States civil air carriers, adequate to handle such traffic, are in 





| traffic Poperation on that route.” 
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assistant general ident, T. H. Steffens, president, Sand 





general chairman of the committees in 
charge. J. Harold Becker, club presi- 
dent, will preside. 


Other provisions of the order were to the effect that the 
Department of the Air Force and the Department of the Navy 
might provide air transportation, without reimbursement there- 
for, when the traffic was of official concern to the national mili- 
tary establishment, or, subject to certain restrictions thereon 
in accordance with the provisions of applicable law, when the 
traffic was of official concern to other government departments 
or agencies, to the legislative or the judicial branch of the 
government, unless the C. A. B. made a certification as hereto- 
fore set out as to commercial airline service. A further pro- 
vision of the order was that, “in order to facilitate the transition 
from war to peace, non-governmental passengers and cargo not 
within the scope of the foregoing provisions may be furnished 
air transportation by the Department of the Air Force and the 
Department of the Navy, to or from places outside the con- 
tinental United States, with reimbursement therefor at not less 
than the current commercial rates including taxes, upon certifi- 
cation by the Department of State or by: the Department of the 
Army, Air Force of Navy acting for the Department of State, 
that the furnishing of such transportation is in the national 
interest,” except for the requirement of C. A. B. certification as 
to commercial airline service. 


AIR SERVICE APPLICATIONS 
New applications for air rights or services have been filed 
with the Civil Aeronautics Board, as follows: 


No. 3195, Caribbean Atlantic Airlines, Inc., and James R. Beverley, 
of San Juan, Puerto Rico, for approval of the interlocking relationship 
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proposed to exist through the holding by Mr. Beverley of the positions 


of director and vice-president of Caribbean Atlantic Airlines, Inc., and 
director of Compania Ferroviaria de Circumcalacion de Puerto Rico 
which is the holding company for Compania de los Ferrocarriles de 
Puerto Rico, of which Mr. Beverley is also director and president. 

No 3196, Eastern Air Lines, Inc., New York, N. Y., for an exemp- 
tion order relieving it from the condition in its certificates for routes 
5 and 6 requiring the carrier to serve Boston, Mass., only on flights 


originating or terminating south of Richmond, Va., or west of Charles-- 


ton, W. Va., and requiring the carrier to serve Providence, R. L., 
Hartford, Conn., and New Haven, Conn., only on flights originating at 
Boston, Mass., and terminating south of Richmond, Va., or west of 
Charleston, W. Va., or on flights south of Richmond or West Charles- 
ton and terminating at Boston. 


No. 3198, Challenger Airlines Co., Salt Lake City, Utah, for exten- 
sion of route No. 74 from the intermediate point Riverton, Wyo., to 
the terminal point Casper, Wyo. 


Economic Bureau Head May Reject 
Tariffs, C. A. B. Decides 


The director of the economic bureau of the Civil Aero- 
nautics Board may reject any tariff publication filed with the 
board which is not consistent with section 403 of the civil aero- 
nautics act or with the board’s regulations issued thereunder, 
the agency has made known by an amendment to section 301.2 
of its organizational regulations, dealing with delegations of 
authority, effective November 18. 

Heretofore, the board said it had, itself, reviewed and acted 
on each tariff publication recommended for rejection by its staff 
with attendant delays both in the giving of notice of tariff re- 
jections and in the prosecution of other work requiring attention 
and decision by it. The board said the administrative burden 
on it made it imperative that authority to act be delegated to its 
staff to the fullest extent possible consistent with responsibili- 
ties of the board under the act. It added that a large majority 
of tariff rejections were matters readily determinable by the 
application of established standards and no matters of impor- 
tant policy determination were likely to arise in relation 
thereto. Accordingly, the board said it concluded to issue ‘this 
regulation” delegating tariff rejection authority to its director 
of the economic bureau. 

Concurrently, the board issued an amendment to section 
224.1 of its economic regulations, effective December 18, the 
purpose of which, it said, was to specify the hours when, the 
channels through which, and the places where tariff publica- 
tions might be filed with the board. The amendment follows: 


Tariff publications will be received for filing only by delivery 
thereof to the board through normal mail channels or by delivery 
thereof by hand directly to that office of the board charged with 
responsibility for maintaining the official file of tariffs, and will be 
received for filing only during the established business hours of the 
board. A tariff publication will be deemed filed only upon actual receipt 
by the board in accordance with such requirements, and any required 
period of notice will commence to run only from the time of such filing. 


The amendment noted that tariff publications received by 
the board but subsequently rejected for filing would not be 
returned. 


C. A. B. Proposes Exemption for 
Alaska-U. S. Cargo Carriers 


The Civil Aeronautics Board has issued a notice of pro- 
posed rule-making which, if adopted, would add a new section 
to its economic regulations, to be known as section 292.7, re- 
lating to the exemption of air carriers which engage in over- 
seas air transportation of property only between the Territory 
of Alaska and the continental United States. 

After stating that it had obtained information which indi- 
cated that there was a present need for a greater volume of 
air transportation of cargo between the U. S. and Alaska, the 
board said the air carriers certificated for such service appar- 
ently were not able to supply the facilities necessary to satisfy 
the demand. Moreover, said the board, although conditions 
which caused it to adopt section 292.5 of the economic regula- 
tions also appeared to be applicable in large measure to cargo 
service between the U. S. and Alaska, none of the carriers 
qualifying under that section were authorized to furnish regu- 
lar cargo service between the U. S. and Alaska. In the circum- 
stances, the board said it believed that it might be appropriate 
to permit carriers with a direct interest therein to conduct 
cargo operations between the U. S. and Alaska pending determi- 
nation of applications for certificates of public-convenience and 
necessity for such service. 

The exemption which would be granted by the proposed 
regulation would extend to two groups of carriers, according 
to the board. The first group would include 11 Alaskan air 
carriers (as defined in section 292.2 of the board’s economic 
regulations) which hold certificates, and the second group would 
include all authorized carriers (carriers engaging in air trans- 





TRAFFIC WORLD 


portation pursuant to certificates or specific or general exemp-. 
tion authority) which operated at least six round trips between 
the continental United States and Alaska in the period from 
August 1, 1947, to October 31, 1947. 

The board said interested persons might participate in the 
proposed rule-making through submission of written data, views 
or arguments pertaining thereto, in triplicate, addressed its 
secretary. Residents of Alaska, it said, might address commu. 
nications to the director, Alaska office, Civil Aeronautics Board, 
Anchorage, Alaska. All relevant material and communications 
received on or before December 29, the board added, would 
be considered before taking final action on the proposed rule, 
If responses indicated the desirability of oral argument, the 
board said such argument would be set for the first week in 
January, 1948. It said requests for argument should also be 
addressed to its secretary, on or before December 8 


DELTA AIR TARIFF SUSPENDED 


The Civil Aeronautics Board, by an order in No. 3197, has 
suspended for 90 days from November 19 air freight tariff No. 4, 
C. A. B. No. 5, of Delta Air Lines, Inc., and consolidated the 
proceeding with those instituted by it in Nos. 3170 and 3178, 
in which air cargo rates proposed by seven airlines were sus. 
pended and made the subject of investigation (see Traffic World, 
Nov. 1, p. 1283). 

The board said the Delta tariff was suspended for the rea- 
sons stated in its earlier orders. 


Cc. A. B. ASSISTANT SAFETY DIRECTORS 


The Civil Aeronautics Board has announced creation of two 
new positions of assistant director of its safety bureau with the 
function of safety regulation under the direct supervision of 
one assistant director and the supervision of accident investiga- 
tion and analysis under the other. 

John M. Chamberlain, who has been serving as acting direc- 
tor of the bureau, was designated as one of the new assistant 
directors with supervision over the existing safety rules division 
and the international standards division. The board named Wil- 
liam K. Andrews, Jr., assistant chief of its accident investiga- 
tion division as the other assistant director, with supervision 
over the existing accident investigation division and accident 
analysis division. 

The board said the new assistant directors would report 
directly to it while the position of director of its safety bureau 
“remains vacant.” 


AIRLINE DISTANCES .PUBLICATION 

The Coast and Geodetic Survey, Department of Com- 
merce, has announced the issuance of special publication No. 
238, described as “an extensive table of air-line distances be- 
tween cities in the United States,” copies of which are for 
sale by the Superintendent of Documents, U. S. Government 
Printing Office, Washington 25, D. C., at $1.75 each. The 
announcement said: 

The table was developed in response to an increasing demand for 
distances that are accurately computed by methods treating the earth 
as an ellipsoid rather than a sphere. Most of the requests for such 


information are the result of the rapid development of air transporta 
tion. 


Cities which are authorized points on routes of domestic air car 
riers, plus additional cities to provide for future needs, or a total of 
492 cities, have been used in this publication. The distances, listed 
from each city to all of the others, are accurate to the nearest mile. 
More than 120,000 distances are published requiring almost 250,000 dis- 
tance computations, since all distances were determined in duplicate 
for checking purposes. 


Although this publication was prepared to meet requirements 0 
air navigation, the data contained therein will be used by persons 
interested in problems relating to radio engineering as well as those 
desiring geographical information involving distances. 


TEXAS BUS OPERATORS MEET 


Problems affecting the motor bus industry of Texas welt 
discussed by a number of State officials and representatives of 
the industry at the semiannual convention of the Texas Motor 
Bus Association here Nov. 19 and 20, among them legislation, 
taxation, competition, increased costs, labor, and threats of 4 
price structure collapse. 

Among the speakers who appeared on the program welt 
States Attorney General Price Daniel; Texas Railroad Com- 
missioners Ernest O. Thompson and William J. Murray; State 
Representative Joe Kilgore, of McAllen; Homer Garrison, diret- 


. tor of the State Department of Public Safety, and Roy Sandet- 


ford of Temple, prominent Texas operator. 

Mr. Daniel told the bus operators they should take steps t0 
prevent a possible “selfish federal bureaucracy” from invading 
states’ rights. He pointed out that more than 3,000 Texas cities, 
towns and villages depended entirely on motor bus transport 
tion and that the industry was a vital factor in the State’ 
economy. Mr. Thompson said it was his belief that competitia 
was unnecessary over a route when a certified operator was 
rendering adequate service. 
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that, first, a loss has occurred, second, 
the nature of the loss, third, the nature 
of the shipment involved, fourth, the 
approximate date of the shipment and 
its B vey of origin and destination, and 

, that the parties to the shipment 
expected restitution or reimbursement. 
Concededly, there is no requirement that 
any precise language be followed or that 
any detailed specification be filed. If 
the above items are set forth clearly, 
although generally, the transfer agent 
has sufficient information at his com- 
mand to enable it to make all proper in- 
vestigation to protect its interests and 
to minimize, in so far as it is possible, its 
own loss.” 

The bill of lading provision, namely, 
Section 2(b) of the Contract Terms and 
Conditions, requires the filing of a claim 
within a stipulated time. A statement 
that a claim for damages is to be filed, is 
not a sufficient compliance with this pro- 


vision and unless a statement containing 
the essential elements of a claim is filed 
within the period of time prescribed in 
the above referred to bill of lading pro- 
vision, it is our opinion that recovery is 
barred. 

It is our opinion that the period of 
limitation within which a claim should 
be filed runs from the time the shipment 
is delivered at original point of shipment, 
and not the date of arrival at original 
destination, as there are, in fact, two 
separate shipments, one from the orig- 
inal destination to original point of ship- 
ment, and the loss occurred, we under- 
stand, while the shipment was in the 
course of the return movement. 


Sales—Duty of Seller to Comply with 
Shipping Instructions of Buyer 


illinois.—Question: We desire to spec- 
ify the routing of all of our inbound 
freight in which the goods are purchased 
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f.o.b. shipping point. Inasmuch as we 
pay the transportation charges we fee] 
it is within our right to specify the car. 
rier by which we prefer our goods trans- 
ported. Further, we request that the 
vender submit original bill of lading 
with the invoice. Some vendors consist 
ently disregard our routing instructions, 
Others send us a memorandum copy of 
the bill of lading instead of the original. 

Can you furnish an opinion relative 
to our problem and cite any cases to 
substantiate our contention that it is our 
right to route our inbound freight and 
our right to possession of the original 
bill of lading? 

In the event vendor disregards our 
routing instructions, can we hold them 
accountable for damage sustained by 
loss or injury to the goods or for over- 
charge in the freight rates? 

Answer: The rights and duties of the 
parties in reference to the transporta- 
tion and delivery of goods by carrier are 
governed by the express or implied 
terms of the contract of sale. This ap- 
plies to the mode of shipment, and 
there is no valid delivery where the 
contract calls for shipment by express 
and the goods are shipped by freight or 
vice versa. 

To make delivery to a carrier delivery 
to the buyer, the seller must, in the ab- 
sence of anything indicating a contrary 
intent, deliver the goods to the carrier in 
good or merchantable condition, prop- 
erly prepared or packed and duly ad- 
dressed to the consignee, or directed in 
accordance with the provisions of the 
contract; and if particular shipping in- 
structions are given the seller must com- 
ply with them. 

Where no particular carrier or route is 
specified in the contract, the seller may 
ship the goods by the ordinary means 
and usual routes of carriage; and al- 
though they are shipped by a carrier 
which does not transport goods to the 
stipulated place, it will not be presumed 
that this was not the usual mode of 
shipment, or that there was no connect- 
ing route. The fact that the seller com- 
plies with the buyer’s request in sending 
one installment of goods by a particular 
carrier will not require him to so ship 
the residue, where no carrier is desig- 
nated in the contract of sale. If, how- 
ever, the buyer has designated the car- 
rier and route by which shipment shall 
be made, there can be no valid delivery 
by the carrier unless the seller ships by 
the designated carrier, from the desig- 
nated port, and by the designated route, 
although shipment by the wrong route 
is waived by accepting the goods without 
timely objection. Where a contract for 
delivery f.o.b. on shipping directions of 
the buyer provides that it shall be sub- 
ject to all contingencies beyond control 
of the parties, it is the duty of the 
buyer to secure necessary cargo space, 
but the buyer may show that he made 
bona fide efforts to perform such duties 
and that there was, for a considerable 
period, an embargo on freight of the 
kind contracted for. 

Aside from the decisions in U. S. 
Smelting Co. vs. American Galvanizing 
Co., 236 Fed. 596 and Stree vs. Werthan 
Bag & Burlap Co., 200 S. W. 739, there 
are no decisions, so far as we can find, 
in which the question of the right of the B 
seller, where goods are sold f.o.b. desti- 
nation, to route a shipment has bee! 
specifically considered. 

We have reviewed the decisions of the 
courts in a number of cases involving 
the routing of shipments, among them 
the following cases, in addition to those 
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cited above: Farmer’s Cotton Oil vs. 
T. H. Brooke & Co., 82 S. E. 372; Rosen- 
berg Bros. & Co. vs. F. S. Buffum Co. 
Inc., 137 N. E. 609; Ketchen & Gaston 
Co. vs. Fitzgerald Harness & Buggy Co., 
169 N. W. 145; Goehegan Sons & Co. 
ys. Arbuckle Bros., 123 S. E. 387; Hud- 
gins Produce Co. vs. Mo. Pac. R. Co., 215 
S. W. 607; Filley vs. Pope, 115 U. S. 213, 
6 S. Ct. 19; Freeman Electric Co. vs. 
MacMillan, 264 Pac. 491; Ohio Confec- 
tion Co. vs. Eimon Mercantile Co., 191 
N. W. 910; Mills vs. Kenyon Printing & 
Mfg. Co., 96 S. E. 364. 

It appears from the decisions cited 
above that where no routing is specified 
by the buyer the seller may forward 
the goods via any reasonable route; 
that where routing is specified by the 
buyer in his purchase order or in nego- 
tiations with the seller and the seller 
accepts the order with such instructions 
he must comply therewith whether the 
goods are sold f.o.b. origin or destina- 
tion; that where the goods are sold f.o.b. 
destination the seller may route the 
goods as he sees fit and is not required 
to comply with the buyer’s routing in- 
structions which were not specified in 
the purchase order at the time of its ac- 
ceptance by the seller. 


Traffic Interpretation—Tariff Rate Must 
Be Observed by Shipper and Carrier 


Massachusetts.—Question: In 1945, we 
ordered a fifty foot car in which to load 
goods going from Massachusetts to Seat- 
tle, Washington. The carrier placed 
three refrigerator cars in lieu of a fifty 
foot car as ordered. This was done under 
the provisions of Service Order 104. 

The delivering carrier is now seeking 
additional charges on this shipment ad- 
vising that Service Order 104 did not 
apply to this destination in December, 
1945. We did not have any knowledge 
as to what points Service Order 104 cov- 
ered and assumed that when the carrier 
placed these three reefer cars, they knew 
what they were doing, but they appar- 
ently did not. 

Do you have any record of a decision 
handed down regarding the use of this 
equipment into restricted areas? 

Answer: The provisions of Service Or- 
der 104 are now and were in 1945 car- 
ried in the Consolidated Freight Clas- 
sification and are therefore tariff pro- 
visions, which must be observed by both 
the carrier and shipper. See the report 
in Docket 29612, Carnation Co. vs. 
Southern Pacific Co. (mimeographed) 
decided October 28, 1947, ‘wherein the 
Commission said: 
“The defendants claim additional 
charges on the theory that General Or- 
der No. 18-A of the Office of Defense 
Transportation required that both of 
these shipments be treated as less than 
carloads. That order, promulgated for 
the purpose of obtaining full utilization 
of available transportation facilities dur- 
Ing the war period, provided, in sub- 
Stance, that shippers should not offer, 
and rail carriers should not accept, for 
transportation as carload freight ship- 

ents which weighed less than the 
marked weight capacity of the car, used, 
or which did not fill all of the practical 
stowage space in the car. Complainant’s 
Shipments moved in cars of 100,000 
pounds capacity, and it is not shown that 
either car was filled. The general order 
er provided, however, that it should 
ot be construed as requiring changes in 
established carload minima or increases 
1 transportation rates and charges. It 

ected the rail carriers to file with the 
Ommission tariffs setting forth any 














Join the 
New Consolidating 
Nation-Wide Service 
for Shipping and 

Receiving Members! 


Shippers Consolidating Association is a new non- 
profit organization for consolidating, handling, for- 
warding, and distributing freight, and passing on to 
members the benefit of carload, truckload and other 
volume rates. 


Operations are already set up in: 


Chicago Baltimore 
New York Washington 
Philadelphia Boston 


Additional operations of the association in other 
key distribution centers on the Pacific Coast will be 
announced shortly. 

Extensive facilities for efficient and economical 
consolidation and distribution of freight shipments. 
Experienced and competent management and 
employees. 


A limited number of shippers and receivers now 
being accepted as members. 


We will gladly furnish you with complete details. 
Write, wire, or phone us. 


DHhippers Consolidating Association 
GRAND CENTRAL STATION, CHICAGO 7, ILLINOIS 
Wabash 7815 and 7816 


Managing directors of the association are: 
HAROLD KUNZER e J.C.LEFFEL e § 4H. V. KUNZER 




















1616 


changes in rates and charges, rules, reg- 
ulations, or practices which might be 
necessary to accord with its provisions. 
It follows that the order, in the absence 
of appropriate tariff support, did not 
affect the established minima, rates, or 
charges. Hackney Bros. Body Co. vs. 
al York Central R. Co., 266 I. C. C. 
In its report in Liberty Industrial Sal- 
vage Co. vs. Delaware, L. & W. R. Co., 
262 I. C. C. 391, the Commission said: 
“Complainants state that in the past 
these same cranes have been shipped 
separately with other miscellaneous 
equipment and that they had intended to 
load the instant shipments in the same 
manner, but that they relied upon the 
advice of defendants’ representatives that 


these shipments could be loaded in two 
cars in the manner hereinbefore de- 
scribed and that charges would be based 
on the actual weight of the shipments 
at the rate on contractors’ outfits. In 
rebuttal, defendants file sworn state- 
ments by the representatives concerned, 
denying that they had advised complain- 
ants as to what kind of cars to use or 
order, how such cars should be loaded, 
or with respect to rates and charges on 
the shipments. Regardless of the asser- 
tions and denials of the parties, every 
shipper is presumed to know the lawful 
rates on his shipments, which rates 
must be collected. The Commission is 
without authority to award reparation 
or authorize waiver of undercharges 
merely upon a contention or showing 


Kill 2 Worries 
\ with 1 Phone 
| Call! 





GREYVAN makes moving carefree 
for you and your employees, too 


e It only takes a moment to rid (1) 
yourself and (2) your employees of 
all worries connected with moving 
from one city to another. Just call 
your Greyvan representative and 
turn the whole job over to him. 
Carefully trained and thoroughly 
experienced Greyvan personnel han- 
dle every detail. Furnishings are 
expertly packed, scientifically load- 
ed, and delivered to the employee’s 
new home by drivers noted for 
safe driving. Similar care and skill 
are used in unloading, unpacking, 
and arranging the furnishings. 


The Choice of xtmericas 


Keep employee morale high, and 
save yourself time and worry, at 
no extra cost, by having Greyvan 
handle every move. Call the Grey- 
van representative listed in your 
classified telephone directory for 
complete information. 


OVER 4 BRANCHES AND AGENTS IN PRINCIPA 
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GREYVAN LINES, 
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that the shipper relied upon erroneous 
information given by a carrier’s agent.” 


State Versus Interstate Traffic 


Ohio.—Question:; Your two articles in 
the November 1 issue—one ‘‘State vs. In- 
terstate Traffic” and the other “State vs, 
Interstate Traffic’ were noted with in- 
terest. 

There is one question that came to my 
mind regarding your comment—we as- 
sume that the continuity of movement 
must be indicated on the bill of lading 
in either case so that the carrier wil] 
be aware of this? 

Answer: The answer to your inquiry 
is to be found in the following statement 
of the court in Atlantic Coast Line R. 
Co. vs. Standard Oil Co. of Kentucky, 
275 U.S. 257, 48 S. Ct. 107: 

“The question whether commerce is 
interstate or intrastate must be deter- 
mined by the essential character of the 
commerce, and not by mere billing or 
forms of contract, although that may be 
one of a group of circumstances tending 
to show such character. The reshipment 
of an interstate or foreign shipment does 
not necessarily establish a continuity of 
movement or prevent the shipment to a 
point within the same state from having 
an independent or intrastate character, 
even though it be in the same cars. Chi- 
cago, M. & St. P. Ry. Co. vs. Iowa, 233 
U. S. 334. The change from rail to ship 
has often been held consistent with a 
continuity of interstate or foreign com- 
merce, even though there may be only 
local billing. Texas & New Orleans R. R. 
Co. vs. Sabine Tram Co., 227 U. S. 111; 
Railroad Commission of Louisiana vs. 
Texas & Pacific Ry Co., 229 U. S. 336; 
Baer Bros. Mercantile Co. vs. Denver & 
Rio Grande Railroad Co., 233 U. S. 479. 
On the other hand, in Chicago, M. & St. 
P. Ry. Co. vs. Iowa, supra, the reship- 
ment of an interstate shipment of coal 
after its arrival in tHe state in the same 
carload lots was held not inconsistent 
with the change from interstate to in- 
trastate commerce. In Baltimore & 
Ohio S. W. R. R. Co. vs. Settle, 260 U.S. 
166, 170, a shipper billed his goods from 
one state to another, paying the inter- 
state freight and reshipped them to an- 
other point in the second state, intend- 
ing from the first to reach the latter 
destination, but interrupting the trans- 
portation only to take advantage of a 
difference in his favor between the 
through rate and the sum of those paid. 
it was held that the essential nature of 
the entire movement was in interstate 
commerce and that the shipper must 
pay the only lawful rate which was the 
interstate rate to the final destination. 
These cases are illustrations to show 
that the determination of the character 
of the commerce is a matter of weighing 
the whole group of facts in respect to 
it.” 

As you will observe, the terms of the 
bill of lading are a circumstance, but 
are not entirely controlling. 

See, also, Kanotex Refining Co. Vs. 
Atchison, T. & S. F. Ry. Co., 34 I. C.C. 
ati; 469. CoC. SSS. 


Tariff Interpretation—Minimum Charge 
on LTL Shipments 


lowa. — Question: In March, 1947 4 
shipper makes a minimum shipment 
from Davenport, Iowa to Burlington, 
Iowa, by a carrier A who has operating 
authority within the state of Iowa, als0 
interstate, i. e., from Davenport, Iowa, 
crossing the Mississippi River there into 
Illinois, thence over Illinois highway t0 
Burlington, Iowa, again crossing the 
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Mississippi at Burlington, Iowa. 

Middlewest Motor Freight Bureau, 
Tariff No. 1253, MF-I. C. C. No. 24; 
Supplement No. 29, Item No. 20-H, pro- 
vides a minimum charge per shipment 
of ee ($.85) cents, a single line 
haul. 

Carrier B holds interstate authority 
only between the two points mentioned 
above, and is in competition for the 
traffic. This carrier makes a minimum 
charge per shipment of $1.05 as pub- 
lished in Central States Motor Freight 
Bureau, Tariff No. 218-A, MF-I. C. C. 
> 36, Item 1310-SS, Supplement No. 













Carrier A _ protects the minimum 
charge of $.85 when moved by either 
his intrastate or interstate route, where- 
as carrier B will not protect the min- 
imum charge of $1.05 but does not pro- 
tect the minimum charge in connection 
with the movement by his interstate 
route. 

We refer you to Item 120, Middlewest 
Motor Freight Bureau, Tariff No. MF- 
I. C. C. No. 24, which provides for an 
alternative application of rates with 
those published in Central State Motor 
Freight Bureau Tariff No. 218-A, MF- 
I. C. C. “No. 36. 


Referring to Item 1400, Central States 
Motor Freight Bureau Tariff No. 218-A, 
MF-I. C. C. No. 36, provides for the 
alternative application of rates pub- 
lished in Middlewest Motor Freight Bu- 
reau Tariff 1253, MF-I. C. C. No. 24. 


We attach a copy of a paid freight 
bill which will give you a specific illus- 
tration. It is our position that carrier B 
should protect the minimum charge of 
$85 as applicable to Iowa intrastate 
traffic, the same as they protect the al- 
ternative application of class rates. 
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in nine mid-western states. 









PULLING FAST FREIGHT 
On the MINNEAPOLIS & ST. LOUIS RAILWAY 


“North Western” places at your disposal 
nearly 10,000 miles of rail transportation 


CHICAGO and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO AND THE WEST 


If the Commission has treated a sim- 
ilar condition, kindly make reference to 
the decision. : 

Answer: As you state, Item 20-H of 
Middlewest Motor Freight Bureau, 
Agent, MF-I. C. C. No. 24, Tariff 1253, 
provides a minimum charge of 85c on 
single line traffic applicable on Iowa 
intrastate traffic only. On the other 
hand, the minimum charge in accordance 
with Item 1310-55 of Sup. 129 to Cen- 
tral States Motor Freight Bureau, Agent 
MF-I. C. C. No. 36, Tariff No. 218-A, is, 
in accordance with your statement, $1.05. 

The alternative provision carried in 
Item 1400 of Central States Motor 
Freight Bureau, Inc., Agent, MF-I. C. C. 
No. 36 is likewise limited in its applica- 
tion to traffic moving via Iowa intrastate 
routes. 

Furthermore it provides for the al- 
ternative application of rates published 
in Western Trunk Line Motor Carrier 
Bureau Agency Motor Freight Tariff 
No. 150, Iowa C. C. No. 5 and not Mid- 
dlewest Motor Freight Bureau MF- 
I. C. C. No. 24, Tariff No. 1253. Like- 
wise, in Item 120 of Middlewest Motor 
Freight Bureau, Agent, MF-I. C. C. No. 
24, tariff 1253, the alternative applica- 
tion of rates published in Central States 
Motor Freight Bureau, Inc. Agent, 
Tariff No. 218-A, Iowa C. C. No. 2 is 
limited in its application to Iowa intra- 
state traffic. 


In other words, while there is provi- 
sion in the two tariffs for the alterna- 
tive application of rates on Iowa intra- 
state traffic there is no alternative pro- 
vision for the application of Iowa intra- 
state rates on shipments moving via 
Iowa interstate routes. 

It is therefore, our opinion that there 
is no authority for the application of 
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the 85c minimum charge via either car- 
riar A or B on traffic moving via the 
interstate route from Davenport to Bur- 
lington, as the Commission has held that 
an interstate rate cannot be applied on 
intrastate traffic. The minimum charge 
of 85c, published in Item 20 of Middle- 
west Motor Freight Bureau, Agent, MF- 
I. C. C. No. 24 is specifically limited in 
its application to Iowa intrastate traffic. 

An alternative provision in one tariff 
under which the rates in another tariff 
one to be applied if lower than the 
tariff carrying the alternative provision, 
in our opinion, applies to a minimum 
charge as well as any other rate in the 
tariff, unless there is a specific provision 
to the contrary, but this principle is not 
applicable in the present instance for the 
reasons stated above. 








MISCELLANEOUS 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








Regulation of Common Carriers 


(Supreme Court of Washington, De- 
partment 1.) A contract for the sale of 
railroad timberland obligating the pur- 
chaser, to ship timber products over the 
selling railroad was valid. (Cascade 
Timber Co. vs. Northern Pacific Ry. Co., 
184 Pac. Rep. 2d. 90). 





FILE YOUR CLAIM 


ma: IN THE BEST OF FORM 




















It’s only natural that claims filed on the best 
| form should be 
World Wide Traffic Forms are simplified, 
authoritative and up to the minute. They’re 
the preferred forms for shippers and carriers. 


handled first. Horder’s 


8%xll in.; 100 sheets to pad 
No. 2208R Standard for Loss G Damage 
Claims 
8%xl1 in.; 100 sheets to pad 
No. 2205A Consignee’s Concealed Loss 
& Damage Claims................. 65c 
8%xll in.; 100 sheets to pad 
No. 2206A Shipper’s Concealed Loss & 
Damage CIOS... ..6 oss nese cis ccicces 50c 
8%xll in.; 100 sheets to pad 
No. 2412A Transport Co. Inspector’s 
Loss G Damage Report............. 95c 
8%xll in.; 50 sheets to pad 


65¢ 5.50 


ee 


5.50 






‘First with the Newest Forms” fi! O rm D E. RR , gS 5 | N C. 


231 South Jefferson Street, Chicago 6, Illinois 
All Telephones FRAnklin 6760 






























































Docket of the COMMISSION 


NOTE: Items in the docket marked with an 
asterisk (*) have been added since the last 
SS 6 ee eee New assign- 
ments now Commission’s docket of 
Giese tte Gee Ganda cheeer uth oot bene 


asterisks when they do appear. Current can- 
cellations and postponements announced too 
late to show the change in this docket will 
be noted elsewhere. 





December 1—Atlanta, Ga.—Atlanta Biltmore 
Hotel—Examiner Diamondson: 
29677—Minimum Rates on Rail Traffic be- 
tween North and South. 
1. & S. 5523—Minimum charges between 
Official and Southern points. 


December 1—Boise, Ida.—State Comm.—4Jt. 
Bd. 81: 


MC 88757, Sub. 5—F. H. McClure, 
Ida., contract carrier application. 


December 1—Boise, Ida.—State Comm.—Jt. 
Bd. 49: 


MC 42487, Sub. 169—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 

MC 70947, Sub. 7—Pacific Trailways, Bend, 
Ore., common carrier application. 


meng apy 9 1—Boise, ida.—State Comm.—Jt. 
MC 89684, Sub. 2—Northwestern Express, 


Boise, 


Inc., Helper, Utah, common carrier ap- 
plicati on. 
December 1—Chicago, !!l.—Main P. O. Bldg. 


—Examiner Angle: 

MC 96469, Sub. 1—W. P. Hoffelder, Chi- 
cago, ll., common carrier application. 
December 1—Columbia, S. C.—Jefferson Ho- 

tel—Examiner Russell: 
29430—Dreher Packing Co., Inc., vs. Mis- 
souri Pacific Railroad Co. et al. 
Orcnmier 1—New York . Y.—641 Washing- 
ton St.—Examiner iran: 
MC 104929, Sub. 1—Del Santo’s Express, 
Poughkeepsie, N. Y., contract carrier ap- 


plication. 
MC 109056—W. J. Lee, Sr., Nutley, N. J., 


contract carrier application. 


GO THE PANAMA WAY; 
start at the end 
of the business day 


= for 


BERMUDA VIRGIN ISLANDS 









and VENEZUELA 


Baltimore 2, Md.: 710 Garrett Bid 
Chicago 2, Iil.: 


3 8. 
1408 Chicago Title & 
Trust Bidg. 
Gates 14, Ohio: Lederer Terminal, 


. Sth St. 

Detroit 2s. a a 1021 Lafayette Bidg. 
poy ity 6, le 
Los Angeles 
Mobile 9, Ala.: 500° N. Commerce St. 


New York 4 








Tampa |, 


BRITISH, FRENCH and NETHERLANDS WEST INDIES 
BRITISH, FRENCH and NETHERLANDS GUIANAS 


ALCOA STEAMSHIP COMPANY, INC. 
1408 Conway Bidg., Chicago 2, Randolph 4730 


Montreal |, Can.: 276 St. James St. W. 
New Orleans 16, La.: § Canal St. 


. N. 
Norfolk 10, Va.: 621 — Bank Bidg. 
burgh 22, Pa.: ark Bidg. 











San Franeiseo tI, Cal: 420. Market 
: 209 Franklin St. 
Toronto |, 


December 1—New York, N. bs —641 Washing- 
ton St.—Examiner Hanso 

1. & S. 5522—Pipe, Moundsviile, W. Va., to 
West Palm Beach, 

December 1—Oklahoma as, Okla.—Oklaho- 
ma-Biltmore Hotel—Jt. Bd. 88: 

MC 42405, Sub. 1—Mistletoe Express Serv- 
ice, Oklahoma City, Okla., common car- 
rier application. 

December 1—Oklahoma City, Okla.—Oklaho- 
ma-Biltmore Hotel—Jt. Bd. 217: 

MC 18616, Sub. 5—Midland Truck Line, 

Oklahoma City, Okla., common carrier 


application. 

December 1— Seattle, Wash. — Fed. Bldg.— 
Commissioner Mitchell and Examiner 
Fuller: 

29764—-Allowances for pick-up and delivery 
at Seattle. 


Kan.—State Comm.— 


MC 46599, Sub. 20—Healzer Cartage Co., 
Kansas City, Mo., common carrier appli- 
cation. 

December 
Jt. Bd. 

MC 50849, Sub. 8—Wessel Truck Line, Ben- 
nington, Kans., common carrier applica- 
tion. 


December 1—Topeka, 
Jt. Bd. 140: 
MC 108898—R. V. Cartwright, Munden, Kan., 
common carrier application. 
December 1—Washington, D. C.—Examiner 
Walsh: ; 
Finance 12620—Central Railroad Co. of New 
Jersey, Reorganization. 


December 1—Topeka, 
Jt. B : 
Kan.—State Comm.— 


1—Topeka, 
36: 


Kan.—State Comm.— 


SHIPPING 
ADVICE 






TRAFFIC WORLD 


December Se nahineiam, D. C.—Division 3 
—Argument 
1. & S. 5496—Ex Parte 162 Increases, Phos- 
er Rock. 

t. S. M-2712—Classifications, 
Chana and Shaving Soaps. 
December 2—Columbus, O.—Old P. O. Bldg. 

—Examiner Angle: 
MC 39730, Sub. 1—Harlow Transportation, 
Dayton, O., contract carrier application, 


moun ity 6k” Conmamea O.—Old P. O. Bldg.— 


Jt. B 
MC 108152, Sub. 1—D. T. & C., Co 
lumbus, ., common carrier re 
December 2—Houston, Tex.—Fed. Bldg.—It, 
Bd. 32 and Examiner Borroughs: 


Shaving 


MC 105531, Sub. 7—Alamo otor Lines, 
San Antonio, Tex., common carrier ap. 
MC 107173, Sub. 2—Southern Express, Inc., 
Dallas, Tex., common carrier a plication’ 
tion Co., Inc., Dallas, Tex., common car. 
rier application. 
N. Y.—641 Washing- 
ton St.—Examiner Freidson: 
MC 108872—20th Century Carriers, 
MC 109019—C. Marmelito, Maspeth, L. I, 
N. Y¥., common carrier ‘application. 
on St.—Examiner Hanson: 
29752—Forest Box & — Co., Inc., vs. 
0. 
December 2—Oklahoma Cit Okla.—Oklaho- 
ma-Biltmore Hotel—Jt. Bd. 
Transportation Co., Wichita, Kan., com. 
mon carrier application. 


plication. 
MC 59680, Sub. 69—Strickland Transporta- 
December 2—New York 
New 
York, 
December 2—New York, N. Y.—641 Washing- 
Pennsylvania R. R. 
MG 30605, Sub. 59—The Santa Fe Trail 
December a Ore. _Multnomah Ho 


tel—Jt. 80: 
MC 42487, — 168—Consolidated Freight- 
ways, Inc., Portland, Ore., common Car- 


rier application. 
December 2—Topeka, Kan.—State Comm.— 
Examiner Kephart: 
MC 109079—R. Dale, Cedar Vale, Kan., 
mon carrier application. 
MC 108924—Marshall Motor Co., Inc., Salina, 
Kan., contract carrier application. 
December 2—Washington, D. C.—Examiner 


Harrison: 
MC 7555, Sub. 18—Textile Motor Freight, 
common carrier appli- 


com- 


Laurinburg, N.-C., 
cation. 


It’s a 
FRISCO FASTER 
FREIGHT FACT... 


Friendly, helpful service... 
as near as your telephone! 
Frisco Freight Representa- 
tives in all prircipal cities are 
specialists in transportation 
..- always seady to help 
with your shipping problems. 
Get acquainted with your 
Frisco man now. Ship Frisco 
— for Faster Freight! 
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Chicago Great Western Ruilway 


+ CHICAGO 
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